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Our annual record of block signaling again shows marked 
progress, and the prediction of a year ago that two thousand 
miles of road would be equipped with automatic signals in 
1909 has been more than fulfilled. The Rock Island and the 
St. Louis & San Francisco have followed the example of the 
Union and Southern Pacific in making large expenditures for 
automatic signals on single-track lines. The plans of the 
Boston & Maine are equally bold. The supremacy of auto- 
matic signals igs also indicated in the action of the New York 
Central in substituting automatics for its costly controlled 
manual apparatus. The Pennsylvania has decided to use the 
block system on all of its passenger lines, another indication 
that the flagman and his fusees will be doomed—sometime! 
The controlled manual apparatus installed by the Illinois 
Central three years ago on several hundred miles of its single- 
track lines still stands unused, the same as a year ago; but 
the Burlington proposes to introduce this apparatus on nearly 
500 miles of single-track during the coming year. 





The suggestion has been made to us that in our annual 
round-up of equipment orders which we publish in this issue 
Ww should include a brief statement of current prices for 
di ferent classes of equipment. It was the thought that this 
Would Be of considerable interest, and especially if it was 
kept up from year to year, so that the fluctuation of prices 
mizht be noted. It is hardly necessary to give such figures 
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for freight car equipment, as this is found in complete detail 
for the principal types of freight cars, both iron and steel, in 
the Interchange Rules of the Master Car Builders’ Association. 
For the prices of locomotives we find that years ago the prac- 
tice of the different railways as to types and details was much 
more uniform than it is now, and locomotive builders then 
had a base price for certain standard classes, but at present 
no such standards exist. Locomotive builders have long since 
ceased to make use of anything in this respect, except prices 
based upon actual detailed estimates of cost, prepared much 
as a contractor or builder would prepare his estimate for any 
special work. The types and details of the specifications are 
now so varied that no price for any particular class of engine 
which we might publish would have any special value, and 
owing to the fluctuation in the cost of materials, trade and 
labor conditions, the publication of such prices would prove 
to be very embarrassing to locomotive builders. The same 
thing is true in regard to prices for passenger equipment. 
The furnishing and fittings in modern passenger cars involve 
high-priced specialties of different designs, and these alone 
make a large difference in the value of any particular class of 
car; and in addition to this, there is such a wide variation 
in the design of the underframe and trucks that the cars 
of the same size and apparently of the same appearance on 
the exterior might vary in value more than 50 per cent.; thus 
coaches of the same size and much alike on the exterior range 
in prices from $7,000 to $12,000, and parlor cars from $12,000 
to $22,000. The lighting equipment alone in a high-class 
passenger car now. costs as much as $3,000 more than in an- 
other car. It will thus be seen that for passenger cars and 
locomotives there is no such thing as a standard base, and 
much as we might desire to accommodate many of our read- 
ers in giving an idea as to the value of them from year to 
year, we regret, for the reasons given, we are unable to pub- 
lish such figures. 





CARS ‘AND LOCOMOTIVES BUILT IN 1909. 





The number of cars and locomotives built during the past 
year is but a little greater than the 1908 figures, in spite of 
the improvement in general business conditions during 1909. 
However, it has really been but a few months since the rail- 
ways came into the market with substantial inquiries; and 
deliveries on orders placed at the beginning of this move- 
ment did not begin until this fall. Late in 1905 a number of 
heavy orders were placed, but after that there was a lull until 
last June. Notwithstanding the increased traffic to be carried 
in 1909, railways were not in such vital need of new rolling 
stock and motive power as at certain periods of the preceding 
year. More cars and locomotives were available for use. 
Features of that year’s equipment market were the forced 
orders; rush orders placed when a road reached the point where 
to go without equipment any longer would be fatal. Makers of 
special equipment were getting telegraphed orders for ab- 
surdly small amounts of repair parts. But throughout the 
year, most roads kept their shops busy putting their rolling 
stock in shape so far as they had money to spare for material. 
The percentage of cars in shops, as reported by the American 
Railway Association, is normally 5 per cent. Beginning with 
January, 1908, it increased steadily,. reaching 10.18 per cent. 
in July of that year. It has been falling since, but in June, 
1909, it was still high, being 7.73 per cent. 

During the past year 53 car building companies in the 
United States and Canada (output of one small plant esti- 
mated) built 96,419 cars, which is 23 per cent. more than the 
number built in 1908. These figures include subway and 
elevated cars but not street railway and interurban cars. It 
must be remembered also that the output of railway com- 
panies’ shops is not included. Of the cars built in the United 
States, 84,416 were freight cars for demostic service, 2,435 
freight for export, 2,599 passenger cars for domestic service 
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and 150 passenger for export. Of the freight cars 63,763 were 
of steel or had steel underframes; of the passenger cars, 1,650. 
Canada built 6,661 freight cars for domestic service, 58 freight 
for export, 99 passenger cars for domestic service, and one 
passenger car for export. In 1908, Canada built 8,598 freight 
cars and 79 passenger cars. 

The following table shows the cars built during the past 
11 years: 


Passen- Passen- 

Year. Freight. ger. Total. Year. Freight. ger. Total. 
1899....119,886 1,305 121,191 1905 165,455 2,551 *168,006 
1900. ...115.631 1,636 117.267 1906 240,503 3,167 *243,670 
1901....136.950 2,055 139.005 1907....284,188 5,457 *289,645 
1902. ...162.599 1.948 164.547 1908.... 76,555 1,716 *78,271 
1903....153.195 2,007 155.202 1909 - 93,570 2,849 *96,419 
1904.... 60,806 2,144 62,950 


*Includes Canadian output. 

Returns from 14 locomotive builders in the United States 
and Canada (estimating,the output of two small plants) show 
a total of 2,887 engines. Of the 2,653 built in the United 
States, 2,362 were for domestic use and 291 for export. These 
figures include 16 electric and 119 compound locomotives. The 
Canadian engines, 234, were all for domestic service. 

Comparisons for the last 17 years are given in the following 
table: 


Year. No. built. Year. No. built. Year, No. built. 
|. See 2,011 re 2.475 1905 -- *5,491 
iS eee 695 oo, ee 3,153 i *6,952 
Se. 6en% & 1,101 i) Se 384 Lj *7.362 
ls 1,175 Ee 4,070 2008. ..300 *2,342 
| eee 1,251 |) RASS 5.152 1909...... *2,887 
| Sees 1,875 to 3,441 


*Canadian output. 





REVIEW OF 1909. 





Most of the statistical records relating to the progress of 
American railways during the calendar year 1909 are given 
‘ in full detail elsewhere in this issue. The work of collecting 
this material has occupied most of the time of a good-sized 
staff of specialists for about two months, and the returns 
have been verified with great care and at considerable cost. 
Because of the very thoroughness of this work, however, it 
is important to get a general summary of these different col- 
lections of detail figures. The review of the principal annual 
reports of the year, illustrated by means of graphic diagrams, 
gives a good general picture of the fiscal year ended June 30; 
but, unfortunately, this fiscal year mixes up two quite distinct 
periods. From June 30, 1908, until January 1, 1909, recovery 
was relatively slow; from January 1, 1909, until June 30, 1909, 
the recovery was very rapid. 

The new construction during the calendar year 1909 amount- 
ed to approximately 3,748 miles; the smallest increase, with 
the single exception of the year 1908, in a decade. The con- 
ditions under which this mileage was built were quite differ- 
ent from the 1908 conditions, however. In that year the 
characteristic feature of the construction was the work on 
great projects like the Chicago, Milwaukee & Puget Sound, 
which had been financed and begun in better times, and were 
being pushed through to completion as rapidly as possible to 
utilize the low prevalent cost of labor and materials and to 
make available the funds tied up in construction. This year, 
however, the mileage has been built by a much greater num- 
ber of companies, and no one company, with the exception of 
the Western Pacific, has made any very important extension 
within the border of the United States. The construction 
record this. year is thoroughly healthy; it indicates an entire 
absence of inflation anywhere, and the new mileage built will 
certainly not prove a drain on the prosperity of any section. 

The equipment orders illustrate the same general tendency. 
During the early part of 1908 substantially no new equipment 
was built, except that already contracted for, and a large 
number of existing contracts were canceled. As a result, the 
output fell off from 284,188 freight cars in 1907 to 76,555 in 
1908. In 1909 approximately 87,000 freight cars were built, 
a number small as compared with the output of recent years, 
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but representing new business entirely. At present the equip- 
ment companies are busy, and the output in 1910, if. there is 
ho setback to the increase of prosperity, ought to be large. 
A discussion of the orders for rolling stock placed during 
1909 is fully covered in another column. 

In general, the recovery from the depression of 1907 and 
1908 was extremely rapid this year; a situation well illus- 
trated by the fact that there has been no important net sur- 
plus of freight cars in the country since August, while during 
the height of the crop movement there was a net shortage. 
Last year at this time there was a net surplus of over 220,000 
cars; on December 10, 1909, the net surplus amounted to less 
than 39,000. The average miles-run per freight car per day, 
including surplus cars, was 22.4 in June, 1909, as against 19.6 
in June, 1908; the average ton miles per car per day, including 
surplus cars, were 276 in June, 1908, and 314 in June, 1909; 
the average earnings per car per day were $1.88, including 
surplus cars, in June, 1908, anf $2.13 in June, 1909. 

Viewing the country as a whole, by far the most important 
changes of the year, from a railway standpoint, have been 
those affecting the Pacific coast. We have frequently referred 
in these columns to what may be called the rediscovery of 
the Pacific coast, about five years ago. The rapid development 
of the entire region west of the transcontinental divide— 
especially in Idaho, Washington, Oregon and California—has 
now made this region the great goal of competitive railway 
development in the United States. The railway mileage there 
is not dense, and the regions especially prized are difficult of 
access, Owing to the mountainous character of the country. 
But the example set by the Chicago, Milwaukee & St. Paul 
and the Gould lines in the United States, and by the Grand 
Trunk Pacific and the Canadian Northern, across the border, 
is being taken up by other companies, while each new develop- 
ment is tending to complicate the traffic situation. During 
1909 a splendid low-grade line was opened by the Great North- 
ern and the Northern Pacific along the north bank of the 
Columbia river, affording those lines their entrance into Port- 
land, Ore. This led to the likelihood of reprisals by the Harri- 
man interests, which were in position to build from some point 
on the Columbia river toward Tacoma and Seattle. Conse- 
quently, a tentative arrangement was made giving the Harri- 
man lines the power to make through routings across the 
Columbia river bridge and over the Northern Pacific line be- 
tween Vancouver and South Tacoma, Wash. Heretofore the 
Harriman territory and the Hill territory have divided at the 
Columbia river; in the future there will probably be no very 
marked distinction of this sort; the Hill lines will route 
freight to Portland and the Harriman lines are likely to route 
it to Seattle. 

Meantime, there has been active warfare between the two 
for control of the great, hitherto undeveloped, territory of 
central Oregon, which is extremely rich in natural resources, 
put has lagged behind in its transportation facilities, partly 
owing to the topographical difficulties; partly because the com- 
petitive situation was in a state of unstable equilibrium. (We 
discussed this situation rather fully in our issue of.November 
12, page 905.) The lines which are being built are the Des 
Chutes Railway, a Harriman project, and the Oregon Trunk 
Line, a Hill project. The canyon of the Des Chutes river 
affords the only practicable pass to the high tableland, which 
both companies desire to reach; and they have been working 
in close rivalry, with numerous contests, both on the ground 
and in the courts, for the possession of desirable locations in 
the canyon. Whether or not the Hill lines propose to strike 
out for San Francisco when they reach their Oregon strong- 
hold is a question for the future; the present situation is that 
the two great rivals of the Northwest are now both highly 
aggressive in a region where the inhabitants have long clam- 
ored for railway development. 

Following this situation in the Northwest, the next most 
interesting developments in railway construction and consoli- 
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dation during the year have been in Mexico. The Southern 
Pacific has made rapid progress with its line, which is to run 
from Guaymas to Guadalajara, a distance of 860 miles; the 
Kansas. City, Mexico & Orient has gone ahead with its long 
diagonal line from Kansas City, across Texas and Mexico, to 
its port close to the mouth of the gulf of California, although 
the mileage built by the company in 1909 was all in Texas. 
Approximately half of this road is now built, and the Mexican 
government has given it important help as it went along. 

Meantime, on February 1, 1909, the National Railroad of 


Mexico, the Mexican Central, the Mexican International and . 


the Interoceanic of Mexico were combined for purposes of 
operation, into the National Railways of Mexico, a new com- 
pany operating 5,262 miles of line and controlled by the gov- 
ernment of Mexico through ownership of a majority of the 
common stock. This is by far the most important transporta- 
tion development which has ever taken place in Mexico; the 
government is progressive and is making a highly successful 
effort to form a compact and efficient railway system out of 
the rather scattered and not very efficient component parts. 
The financing of these new lines has been a success and the 
outlook is promising. 

The changes in the railway map east of the transcontinental 
divide have been highly important this year, although they 
have been based not so much on new construction as on re- 
arrangement of interests. The Hawley system has made 
rather sensational progress during the year, having added to 
its sphere of influence since 1908 the Chesapeake & Ohio, the 
Missouri, Kansas & Texas, and the St. Louis & San Francisco. 
The means by which affiliation is carried on in the Hawley 
group is simply the device of several friendly interests work- 
ing together through minority ownership, and the Hawley 
group has not and never has had any effective amalgamation, 
either for traffic purposes or for purposes of centralized ad- 
ministration. Nevertheless, this group of roads stands quite 
distinct and embraces now well over 14,000 miles of line. 

The breaking apart of the Rock Island-Frisco combination 
attracted much attention this fall, and little comment need be 
made upon it in this review, except to point out that the 
basis on which the Frisco originally went in to the com- 
bination was prohibitive; just as in the days when the Frisco 
was tied to the Santa Fe, impossibilities were asked of it. 
An extremely good earner, even with its weak branch line 
mileage, the Frisco has been very unfortunate in the com- 
pany it has kept; it is probably going to surprise most people 
by its earning power during the next five years. 

The absorption of the Wisconsin Central by the Soo line 
in the interest of the Canadian Pacific was another of the 
important changes in the railway map during 1909. In New 
England, the enormous political obstacles which the state of 
Massachusetts had placed in the way of the absorption of the 
Boston & Maine by the New Haven road were finally sur- 
mounted, and this absorption was really made complete, 
although the properties still appear in the guides as units. 

In the Central West, the absorption of the Cincinnati, 
Hamilton & Dayton by the Baltimore & Ohio is of interest. 
The Baltimore & Ohio has been, traditionally, strong in the 
middle and weak at the ends; the C., H. & D. ought to be of 
great assistance at the western end, and it brings with it an 
important interest in the Queen & Crescent. 

In the region connecting the soft coal fields with the South 
Atlantic states, the effectual completion of the Virginian and 
of the Carolina, Clinchfield & Ohio has changed to a certain 
extent the geography of coal distribution and is liable to 
change it more in the next few years. ‘This situation has 
veen discussed so fully in the Railroad Age Gazette that it 
may be passed over with this brief mention. 

There have been an unusual number of changes this year 
in railway presidencies. Following the death of Mr. Harri- 
man Judge Lovett has been made president of substantially 
ail the roads in the great group which Mr. Harriman has 
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brought together. Charles M. Hays was made president of 
the Grand Trunk; N. S. Meldrum, of the Seaboard Air Line; 
U. H. Broughton, of the Virginian, succeeding H. H. Rogers; 
H. U. Mudge, of the Chicago, Rock Island & Pacific, and B. 
L. Winchell, of the St. Louis & San Francisco. Officers repre- 
senting the Chicago, Burlington & Quincy were elected on the 
Colorado & Southern; A. A, Allen was elected president of the 
Missouri, Kansas & Texas; Edmund Pennington succeeded 
Thomas Lowry as president. of the Soo line; Samuel Felton 
became president of the Chicago Great Western, and I. G. 
Rawn of the Monon. 

In the mechanical field the development of the year that 
stands out above all others is the largely increased use of 
the Mallet compound type of locomotive. Not only have these 
engines reached hitherto unprecedented weights, but they 
have been applied in several new directions. The freight 
Mallet compounds recently built for the Atchison, Topeka & 
Santa Fe have the extraordinary total weight of 462,450 lbs., 
engine only, of which 412,350 lbs. is on the drivers, while the 
total weight of engine and tender is 700,000 lbs., and the 
wheel base of engine and tender is 98 ft. 54% in. But even 
more interesting than the enormous weight of these engines 
is the fact that the Santa Fe has had two Mallet articulated 
compounds built at the Baldwin works for passenger service, 
these engines weighing 376,450 lbs., and the total weight of 
engine and tender being 600,000 lbs. 

Another extremely interesting mechanical development of 
the year closely allied to this has been the conversion by the 
Great Northern of a number of consolidation locomotives into 
Mallets, which has been accomplished by ordering new front 
engines with compound cylinders, which are coupled to the 
old engines. The year 1909 has also been marked by increased 
attention being paid to superheating and by very large pro- 
portionate increases in the orders of steel equipment, both 
passenger and freight. Development of large motive power 
and the perfection of way and structures has also led to some 
extraordinary train records during the year. On June 22 a 
Pennsylvania Railroad Class H-8-b engine hauled from Al- 
toona to Enola, Pa., a train of 105 steel cars loaded with 5,544 
tons of coal. Several times this fall on the Virginian Rail- 
way, the class M-B Mikado engines, weighing 207,450 lbs. on 
drivers, have hauled trains consisting of 100 of the Virginian 
Railway Company’s steel coal cars, carrying 5,500 tons of 
coal and a caboose weighing 18 tons, the total weight of the 
train behind the engine being 7,652 tons. Records of this 
sort reflect fully as much credit on couplers and draft gear 
as they do on motive power and permanent way! 

Several important decisions have been made during. the 
year by the Interstate Commerce Commission. In the Denver 
and Spokane cases the commission held that the rates to 
certain interior points were too high, as compared with the 
rates to distant points governed by water competition, 
although recognizing the force of the water competition and 
its effect upon the rate structure. What the commission held 
in the Spokane case in effect was that while it could not say 
that the Spokane rates were too high simply because the 
rates to Seattle were lower, yet the rates on the Great 
Northern, as a whole, were too high, and the Spokane rates 
were furthest out of line. The reductions in commodity 
rates were not put into effect, pending an appeal. 

The commission likewise ordered the Portland gateway to 
be opened, holding that a company, although offering adequate 
service over its own lines, could not try to compel the public 
to travel over its lines by refusing to make all reasonable 
joint arrangements with some other competing line. 

Both Des Moines and Indianapolis have made a number of 
complaints as to discrimination, and the commission has 
ordered reductions on nearly all classes of freight on the 
proportion received by the Chicago, Rock Island & Pacific on 
its share of the haul of goods bound from the East to Des 
Moines. 
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One interesting occurrence during the year which has gen- 
erally been overlooked in spite of its important bearing on 
the attitude of governments, both state and national, to the 
question of railway valuation, has been the fact that the 
Minnesota Railroad Commission actually completed a full 
valuation of the railways in the state last winter, and found 
that 12 out of the 19 roads in the state could not be repro- 
duced for their present capitalization. 

Last spring the Supreme Court held the commodity clause 
of the Hepburn Act constitutional, but under such an extra- 
ordinary theory and construction that the clause is in effect 
wiped out of existence. The court held that a railway com- 
pany cannot haul a commodity which it owns at the time it 
hauls it, but it held that this prohibition does not apply to 
commodities manufactured, mined, produced or owned by a 
corporation in which a railway is a stockholder. The rail- 
way interested in coal mines, therefore, has the option either 
of selling the coal at the mines, as is done by the Delaware & 
Hudson, or of forming a separate company, controlled by 
stock ownership, as the Delaware, Lackawanna & Western 
has recently done. — 


During 1909, South America has also had one very im- 
portant piece of railway development to recount; the east and 
west coasts are now connected by rail, and Argentina and 
Chile are tied together, by means of the Uspallata tunnel, 
through the Andes. The headings of this tunnel met on No- 
vember 27, and it is expected that rail communication will be 
estabished next spring. Hitherto Argentina and Chile have 
been far more widely separated than New York and Ham- 
burg in time of actual communication. 





MOTIVE POWER AND ROLLING STOCK ORDERED IN 1909. 





The statistics of motive power and rolling stock ordered 
by steam railways during 1909 which we have compiled 
present a striking contrast to the statistics which we com- 
piled for 1908. The number of locomotives ordered in 1908 
was 1,182 and in 1909 the number was 3,350; the number 
of passenger cars ordered in 1908 was 1,319 and in 1909 it 
was 4,514; the number of freight cars ordered in 1908 was 
62,669 and in 1909 it was 189,360. The figures show that 
there has been a marked revival in the demand of railways 
for new equipment and in their purchasing power, and that 
the car and locomotive maunfacturing concerns are profiting 
by it in a very substantial and gratifying measure. 


While the figures for 1909 are much better than the figures 
for 1908, a comparison of the figures for 1909 with those for 
a substantial period of years leads to somewhat less satisfac- 
tory conclusions. We began to keep this record in 1901. The 
total number of locomotives ordered in the eight years, 1901- 
1908, inclusive, was 31,397, an average of 3,912 per year. The 
total number of passenger cars ordered during the same 
period was 20,662, or 2,583 per year. The total number of 
freight cars ordered during the same period was 1,500,194, or 
an average of 187,524 per year. It will be seen that the aver- 
age number of locomotives ordered during this period ex- 
ceeds the number ordered in 1909; and that the average num- 
ber of freight cars ordered during this period almost ex- 


actly equals the number ordered in 1909, while the 
number of passenger cars ordered in 1909 greatly ex- 
ceeds the average number ordered during the preced- 


ing eight years. During the three years, 1905-1907, inclusive, 
the average number of locomotives ordered per year was 
5,130; the average number of passenger cars ordered per year 
was 2,827, and the average number of freight cars ordered 
per year was 267,780. These figures show that while the de- 
mand and orders for freight cars and locomotives during 
1909 were vastly greater than in the preceding year they 
were about the same as for the preceding period of eight 
years and were very greatly less than during the three highly 
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prosperous years immediately preceding the panic and de- 
pression. 

The orders for passenger cars, on the other hand, far ex- 
ceed the average of preceding years; in fact, the orders 
placed in 1909 much exceed those placed in any pre- 
vious year since this record has been kept. In order to have 
a clear understanding of the figures it must, of course, be 
borne in mind that the capacity of locomotives and of freight 
cars has been rapidly increasing so that not so many are 
needed as formerly to handle a given amount of business, 
while there has not been an equivalent increase in the ca- 
pacity of passenger cars or in the number of passengers han- 
dled per car. No doubt the fact that, while freight business 
fell off heavily following the panic, passenger business con- 
tinued to hold its own also has a connection with the large 
relative increase in the orders for passenger equipment. 

While equipment orders placed during the entire year are 
smaller than in the three years before the panic, the orders 
placed during the last half of 1909 compare very favorably 
with the orders placed in previous years. The ,rail- 
ways did not get to buying largely in the first half of the 
year. One of the notable facts is that ‘the orders placed by 
the large systems have been much bigger and more numerous. 
relatively than the orders placed by the smaller roads. Tak- 
ing the smaller roads as a class, it may be said with substan- 
tial accuracy that they are only just now beginning to buy. 
This is due, no doubt, to the circumstance that the larger 
roads recovered from the effects of the panic much more rap- 
idly than the smaller railways. 

The prominent feature of locomotive development during 
the past year is seen in the large number of Mallet locomo- 
tives which has been ordered, the general distribution of 
these orders and the enormous size and weight which this 
type of locomotive has attained. One hundred and forty-five 
Mallet engines were ordered by twenty-one roads, and the 
largest one, for the Santa Fe, weighs 462,450 Ibs.; the engine 
and the tender weighing 700,000 lbs. This engine has a weight 
on drivers of 412,350 lbs. and the tractive effort is 108,000 lbs. 
The Mallet passenger engine, also built by the Baldwin 
Works for this line, weighs 376,450 lbs., with 268,000 Ibs. on 
drivers, and has a tractive effort of 57,000 lbs. These engines 
include some novelties in boiler construction, the fire box de- 
sign being that of Jacobs and Schupert. The boiler of the 
passenger engine has a total length of 52 ft. 5 in., while the 
tubes are 19 ft. 214 in. long, and the shell beyond the front 
tube sheet contains a superheater, a reheater for steam from 
h.p. to lp. cylinders, a feed-water heater with tubes 7 ft. long 
and smokebox 5 ft. long. A large section of the front boiler 
shell is also used in other Mallet locomotives of recent de 
sign, and it is a prominent feature in the front units which 
are being built for the purpose of converting old freight loco- 
motives into Mallets and where low-pressure cylinders are 
provided for obtaining a compound engine. An example of 
this practice was illustrated in our issue of December 17, 1909. 
In this instance the feed-water heater forms a section of the 
shell 8 ft. long. 

The economy which should be obtained from such a large 
amount of heating surface is not being realized because the 
feed-water is fed to the heater by an injector, and tests of 
such heaters show that the increase in temperature due to 
the heater is only 45 deg. F. The water delivered to the 
heater attains a high temperature from the live steam in the 
injector and it can absorb but little more before reaching the 
boiling point. It is evident that in order to obtain proper 
economy from locomotive feed-water heacers the water should 
be delivered at tank temperature so that there will be as large 
a difference as possible between. the temperature of the hot 
gases and that of the feed-water entering the heater. As 
it is expected that an economy of 15 per cent. will be derived 
from the feed-water heater feature of the converted Mallets 
an increase in the temperature of the water by this means 
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of 150 deg. should be obtained, which means that a pump must 
be substituted for the injector. This question has an im- 
portant bearing in its relation to the practice of building con- 
verted Mallet locomotives which has already commenced and 
which will doubtless extend to large numbers during the com- 
ing year, as the economy derived from the heater will be de- 
pended on for a good portion of the additional heat absorbed 
by the large new cylinders and the additional power required 
for the heavier locomotive. 


The use of the superheaters on locomotives in the United 
States is now growing rapidly, as they have been so improved 
that there is little trouble due to leaky joints and the men 
are better trained in the proper care of them, especially in 
keeping fire tubes well cleaned from soot. The improvements 
in the field tube type of superheater is taking the form of a 
broad steam pipe in its usual position in the smokebox, this 
pipe having a partition divided into saturated and superheated 
compartments. The tubes are carried out into the smokebox 
for attachment to the steam pipes, and in this way a large 
amount of superheat is obtained from the gases in the smoke. 
box which would otherwise be wasted. 

The three-cylinder simple locomotive which was built by the 
Reading for high speed service has been showing a good per- 
formance, and the Rock Island’s four-cylinder simple _ bal- 
anced locomotive is another example which shows the tend- 
ency toward the use of more than two cylinders for fast pas- 
senger work without compounding. 

The construction of electric locomotives has reached a 
point where they are capable of competing with the largest 
steam locomotives for freight or passenger service. The new 
electric locomotive built for the Pennsylvania for the New 
York tunnels have in the two units a total weight of 332,000 
lbs., with 208,000 lbs. on drivers, and a guaranteed tractive 
effort of 60,000 lbs. The maximum capacity of the locomo- 
tive will develop 4,000 horse-power and it will be called upon 
to start a train of 550 tons of trailing load on the 2 per cent. 
tunnel grades. It must also be capable of running at a speed 
of 60 miles an hour on level track. The New Haven is pre- 
paring for electric traction in freight service and a large sam- 
ple locomotive for this purpose has been built. 

The Walschaerts valve gear, which is used on the majority 
of large locomotives built in the past year, is finding an active 
competitor in the Baker Pilliod gear, which has neither ec- 
centric nor link, but all the functions of a good valve gear. 
This was illustrated in our issue of January 15, 1909. 


The majority of box cars built in 1909 have steel under- 
frames and the bulk of gondola and coal cars are entirely steel 
construction. Nearly all these cars are of high capacity, 40 
to 50 tons. There have been no important improvements in 
the general design of steel freight cars, but the most notable 
feature is the more general use of rolled steel wheels in place 
of chilled cast-iron wheels. Four large works are now busily 
engaged in making steel freight wheels and the Steel Cor- 
poration, since its purchase of the Schoen Works, is greatly 
enlarging its capacity. 

Little progress has been made in finding an efficient pro- 
‘ective coating for painting steel freight cars, and this is the 
most important improvement which is necessary to make 
them entirely satisfactory. 


The year 1909 is memorable as one in which large numbers 
f steel passenger cars have been built and large numbers or- 
iered and not yet filled. The bulk of the passenger cars now 
n orders have steel underframes; many of them have steel 
uperstructure with wood siding or inside finish, while sev- 
ral lines are adding to their equipment large numbers of 
ars which are made entirely of steel. In this development 
‘nere is the unfortunate feature that the weight of passen- 
er cars is becoming doubly great, and wooden coaches with 
“‘eel underframes and six-wheel trucks now weigh 60 tons, 
‘hich was not long ago regarded as a large figure for a Pull- 


RAILROAD AGE GAZETTE. 1271 


man sleeper. One of the principal advantages of steel con- 
struction for passenger cars is the possibility of obtaining 
greater strength without materially increasing the weight, 
but proper limits of weight are too easily disregarded and the 
design of steel passenger equipment should take more account 
of the need of avoiding excessive weight. Marked improve- 
ments have been made in the inside finish and decoration of 
coaches and sleepers, and criticisms about bad taste in car 
decoration are no longer heard, but it is changed to genuine 
admiration of the beautiful interior finish which has helped 
to make travel a delight. 

The comfort of the passenger has not been neglected and 
considerable progress has been made in the heating and venti- 
lation of passenger cars. So far as car equipment is con- 
cerned, travel is also made safer by the improvements which 
have been made in train brakes. It is a great satisfaction, 
not only for railway officers but to the traveling public, to 
know that these improvements by the Westinghouse Air Brake 
Company have made the brakes so efficient that they have 
more than kept pace with the increase in weight of cars and 
higher speeds. A train of six cars, weighing 350 tons, with 
an engine weighing 195 tons, total 545 tons, can now be 
stopped, when running on level at 60 miles an hour, in 1,200 
feet without shock or jar, which must be regarded as a re- 
markable performance. 





RECEIVERSHIPS AND FORECLOSURES IN 1909. 


The number of roads that went into the hands of receivers 
in 1909 was 5; their aggregate mileage, 859; their stock, 
$30,549,000; their funded debt, $47,546,000; and their total 
capitalization, $78,095,000. The figures (which do not in- 
clude electric railways) show that the steam roads in gen- 
eral, as a result of several years of conservative financiering, 
were on a firm foundation prior to the panic of 1907, and 
while a large mileage became bankrupt in 1908 the recovery 
from the effects of the panic was rapid. This is the thirty- 
fourth year in which this record has been published; and the 
mileage of roads becoming bankrupt was larger in 26 years 
than in 1909 and smaller in 7 years. The aggregate capitaliza- 
tion (stock and bond) of railways going into receiverships 
was larger in 22 of the years since this record has been kept 
than in 1909, and smaller in 11 years. 

Receiverships Established in 1909. 

The following is a list of steam roads for which receivers 

were appointed in 1909: 





Mile- - 

Railways. age. Funded debt. Stock. 
Atlanta, Birmingham & Atlantic .. 572 $18,533,000 $35,000,000 
Alabama. Terminal Co. .i.ccecseces non 2,445,000 3,000,000 
Georgia Terminal Ce. .cecciccecces cieae 3,000,000 1,500,000 
Yellowstone Parks He Ric. x.06 ssc cieie 32 696,000 696,000 
Chicago, Peoria & St. Louis .|]..... 255 5,875,000 7,350,000 

BRMNOIN NT cc Ola evGer'e erarevecagie a (Sha aie o.ee, a 859 $30,549,000 $47,546,000 





*Mileage included in Atlanta, Birmingham & Atlantic. 

John P. Ramsay, president, and H..M. Merriam were ap- 
pointed receivers of the Chicago, Peoria & St. Louis Railroad 
in July at the instance of the trustee of the second mortgage 
bonds, interest on which was in default. The Chicago, Peoria 
& St. Louis Railway has been organized to take the road over 
after foreclosure, the date for which will be set soon. The 
road suffered severely from the effects of the panic and 
depression, and from the 2-cent fare legislation in Illinois 
which it has brought suit to have set aside as confiscatory. 

The Yellowstone Park Railroad was placed in the hands of 
receivers in July, and in November its property was sold at 
foreclosure sale to the Montana, Wyoming & Southern. The 
road runs from Clark’s Ford, Wyo., to Bridger. 

H. M. Atkinson, president of the Atlanta, Birmingham & 
Atlantic, and P. S. Arkwright were appointed receivers of 
this road in January. They were subsequently appointed re- 
ceivers also of the Georgia Terminal Company of Atlanta, 
Ga., and the Alabama Terminal Company of Birmingham, 
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Ala., which the A. B. & A. controlled. The receivership was 
established owing to the failure of the A. B. & A. to pay the 
interest on $8,173,000 bonds. The insolvency of the controlled 
properties was a result of the failure of the parent property. 
8. F. Parrott later was appointed receiver to succeed Mr. 
Arkwright. 

The Pontiac, Oxford & Northern (mileage, 112; stock, $1, 
000,000; funded debt, $400,000), which had been in a receiver’s 
hands, passed into the control of the Grand Trunk. 

The Cincinnati, Hamilton & Dayton (mileage, 1,037; stock, 
$16,000,000; bonds, $5,460,7(0) is passing into the control of 
the Baltimore & Ohio and will soon emerge from the receiver- 
ship. 

The number, mileage and capitalization of the railways 
that have failed since 1875 are as follows: 

Summary of Receiverships for 34 Years. 
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No. of Bonds 

Year. roads Miles and stocks. 
lof rarer: 42 6,662 $467,000,000 
io) eae 38 8,637 220,294,000 
lo Se Ssorr e is 27 2,320 92,385,000 
l) Sse 12 1,102 39,367.000 
Sccinschewss 13 885 140.265,000 
|) ae 110 3.742.000 
SR csseese as 12 912 39,074,000 
lo FSS ee 11 1,9§ 108,470,000 
I 37 11,038 714,745,000 
| a rs 44 8,856 385.460,000 
SA 13 1,79 70,346,000 
oo Sarr es 9 1,046 90,318,000 
nas en Gee 22 3,270 186.814.0000 
Sli cheskcn ens 22 3.803 99,664,000 
| | Seer 26 2,963 105,007,000 
1 eer 26 2,159 84,479,000 
SR wchwvseneees 36 10,508 357.692,000 
| | TOSS 74 29.340 1,781.046.000 
| 38 7,025 395.791,000 
Seer 31 4,089 369,075,000 
lo eer 34 5,441 275.597,000 
oo rr ert 18 1,537 92,909,000 
| aaa 18 2,069 138,701,000 
Se 6G skbsees es 10 1,01 52.285,00 
Sr 16 1,165 78,234,000 
| eo 4 7 1,627,000 
SR csces tase es 5 278 5,835,000 
AS err 9 229 18,823,000 
oO er 8 744 36,069,000 
Sa eee 10 3,593 176.321,000 
a iS 6 20 55,042,000 
SP ee 7 317 13,585,000 
See 24 8,009 596, "359, 000 
SS ere 5 859 78, 095, 000 

Total, 34 years 712 128,498 $7,370,526,000 


The large increase in roads sold at foreclosure during 1909 
is a reflex of the panic of 1907 and the subsequent depression. 
The number sold at foreclosure was 12; their mileage, 2,629; 
their stock, $93,937,000; their funded debt, $156,096,000; and 
their aggregate capitalization, $250,033,000. In only nine otf 
the 34 years since this record has been kept was the capitaliza- 
tion of roads sold at foreclosure larger, although in 18 years 
the mileage was larger. The roads sold at foreclosure were 
the following: 

Sales at Foreclosure in 1909. 
Mile- 








Railways. age. Funded debt. Stock. 
Newton & Northwestern ......... 102 $3,060,000 $2, “ery 000 
Blerra Walleye ....-cccscccsccecs 37 300,000 000 
Mobile, Jackson & Kan. City...... 402 3, 964, 000 4, O00, 000 
Alaska a. SSS eee 53 4, 000, oe 5.960.000 
Newport & oe Fee 4 100.000 
Colorado & Northwestern......... 48 1 000: 000 1,000,000 
Western Maryland ............... 543 58, 719,000 15,685,000 
Chicago Great Western .......... 818 107,0383.000 
oO OO Eee 2 100, 000 100,000 
Toluca, Marquette & Northern..... 31 970,000 10:00 
Yellowstone Park Railroad ....... 32 696.000 696.000 
Norfolk & Southern ............. 557 21,056,000 17,930,000 

Dl Sct ee hese bees arse seerer 2,629 $93,937,000 $156,096,000 


The Western Maryland, which was one of the most im- 
portant roads that passed into the hands of receivers in 1908, 
was sold at foreclosure on November 19 to representatives of 
the bondholders’ committee for the upset price of $6,500,000. 

The Chicago Great Western, another of the more important 
of the roads that failed in 1908, was sold at foreclosure on 
August 21 to a syndicate headed by J. P. Morgan for the 
upset price of $12,000,000. 

The Norfolk & Southern, another of the roads that went 
into receivers’ hands in 1908, was sold at foreclosure at Nor- 
folk on December 7 to a meer committee for $8,- 
500,000. 

The Alaska Central was sold mn foreclosure at Valdez, 
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Alaska, on October 11 to F. G. Jemmett, representing the in- 
terests that liquidated the Sovereign Bank of Toronto, which 
held $2,400,000 of the $4,000,000 bonds. The purchase price 
was $600,000. The property was resold to a new company, 
the Alaska Northern. 

The Mobile, Jackson & Kansas City, and the Gulf & Chi- 
cago were sold at foreclosure sale at Decatur, Miss., on August 
23 to Neil A. Weathers, the purchase price being $3,200,000. 
It was announced that they would be consolidated under the 
name of the New Orleans, Mobile & Chicago, a company 
organized in 1908 by the bondholders of the old companies 
under the laws of Mississipi. 

The Newton & Northwestern was bid in by the Old Colony 
Trust Company of New York at a master’s sale at Boone, 
Ia., on January 5, for $1,000,000. It was controlled by the 
Fort Dodge, Des Moines & Southern, and this company re- 
tains control, the Old Colony Trust Company having acted 
for it. 

The Sierra Valleys was bid in at foreclosure on January 20 
by the Nevada, California & Oregon, which already controlled 
it, the price being $75,000. It runs from Plumas Junction, 
Cal., to Mohawk, 37 miles, and the N. C. & O. runs from 
Reno, Nev., north through Plumas Junction to Alturas, Cal. 

The Colorado & Northwestern, which was sold at fore- 
closure at Boulder, Colo., was bid in by the stockholders’ reor- 
ganization committee, and was turned over on April 1 toa 
new company, the Denver, Boulder & Western. The Western 
Illinois, a road projected to extend from Dahinda, IIl., to 
McNabb, a distance of 90 miles, but on which only 9 miles was 
graded and only a little track laid, was sold at foreclosure on 
September 13 to David Wint, of Kewanee, Ill. The Toluca, 
Marquette & Northern was sold to the Rutland, Toluca & 
Northern, which had been incorporated to take it over. The 
Washington, Potomac & Chesapeake, projected to be built 
from Washington, D. C., to Pt. Lookout, is advertised to be 
sold at foreclosure in the District of Columbia on January 11, 
and in Maryland on January 11. Twenty miles are in opera- 
tion; stock, $4,000,000; bonds, $100,000. . 

The Seaboard Air Line (mileage, 2,611; stock, $62,516,000; 
bonds, $64,884,000), which was among the roads which went 
into receivers’ hands in 1908, went through reorganization 
without foreclousre, being returned to its stockholders in 
August. 

The Chicago Terminal Transfer (mileage, 101; stock, $30,- 
000,000; bonds, $16,239,000) is advertised to be sold at fore- 
closure in Chicago on January 6 for an upset price of $15,- 
140,000. The Baltimore & Ohio is in control, and probably will 
bid it in. 

The Charlotte, Monroe & Columbia (mileage, 18; stock, 
$48,000; bonds, $70,000) was taken from the receivers’ hands 
without foreclosure and sold to “Ohio” parties. The Texas 
Short Line (mileage, 11; stock, $10,000; bonds, $175,000) was 
taken out of the receiver’s hands and turned over to a new 
management. The San Diego, Cuyamaca & Eastern (mileage, 
28; stock, $769,000; bonds, $550,000), suit for whose fore- 
closure was begun in 1908, was taken over by a new com- 
pany, the San Diego & Cuyamaca, on September 1. The re- 
ceiver of the Marietta, Columbus & Cleveland (mileage, 45; 
stock, $250,000; bonds, $250,000) was discharged without a 
foreclosure, and the company resumed possession of the prop- 
erty. The road runs from Marietta, Ohio, to Palos. 

The following is the record of foreclosure sales for 34 years: 


Summary of Foreclosure Sales in 34 Years. 


No. of Bonds 

Year. roads. Miles and stocks. 
1876... .ceccecs 30 3,840 $217.848.000 
1; eae 54 3.875 198.984.000 
BNNs 6:45 os suo sinw 48 8.906 311,631,000 
SUD. bike cahwaen 65 4.909 243.288,000 
SENDS basta ees eee 31 3,775 263.882.0000 
LO See a 29 2,617 137.923.000 
LL. TERR ee eae 16 867 65.426.000 
jo eae 18 1,354 47.100,000 
IBBE ...ccceccces 15 710 23.504.000 
Lo a Se esa 22 3.156 278.394.000 | 
ll ee 45 7,687 374,109.000 
1 Sern 31 5,478 328,181,000 
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BONES os are esa wks 19 1,596 64,555,000 
i oe 25 2,930 187,815,000 
1890....... cena 29 3,825 182,495,000 
1) ee 21 2223 169,069,000 
cl Se 28 22 95,898,0U0 
i are 25 1,613 79,924,000 
i) ¢ 5,643 318,999,000 
eee 52 12,831 761,791,000 
)| | 58 13,730 1,150,377,000 
OPE, as 15 444-440 42 6,675 517,680,000 
eee 4 6,05 252,910,000 
NR hin hating a a Ore 32 4,294 267,534,000 
1900..... jiwae< 24 3,477 190,374,000 
DOs 66404680 17 1,139 85,808,000 
Ses os 64 809068 20 693 39,788,000 
OT ee 13 555 15,885,000 
SN i564 9449-608 13 524 28,266,000 
1905. .....eeeeee 6 679 20,307,000 — .., 
Serer rr 8 262 10,400.000 
ee 6 114 13,777,000 
ae 3 138 2,947,000 
DEG WWaw kGu~ ene 12 2,629 250,033,000 
Total, 34 years 946 116,720 $7,146,502,000 





ANNUAL REPORT OF THE INTERSTATE COMMERCE 
COMMISSION. : 





The abstract of the twenty-third annual report of the Inter- 
state Commerce Commission, which was given in our last 
issue, was incomplete, the copy having been delayed so that 
it reached us just as we were going to press; and certain 
parts of the report which we wish to give at considerable 
length must be deferred still another week, because of the 
large amount of space taken up in this number of our annual 
reviews. We give here a summary of the report. 

The most bulky chapters are those dealing with prosecu- 
tions for violation of the Acts to Regulate Commerce, de- 
cisions of the courts in criminal cases, which are carefully 
digested, and suits by carriers to annul orders of the com- 
mission. The principal cases in this last class have been 
noticed in the Railroad Age Gazette. The most prominent 
feature of the report is the plea for additional power. In 
asking for authority to make a physical valuation of railways; 
to prevent advances in rates until an investigation can be 
made; to establish through routes, and to control the capi- 
talization of railways, the commission is careful in its argu- 
ments, and most of them have an air of studied conserva- 
tism. ‘Moreover, there are some good reasons why laws should 
be passed on all of these subjects; but the fact remains that 
as a whole these demands will serve mainly as pegs on 
which to hang whatever radical propositions any member 
may wish to bring up in Congress. 

In asking for authority to make general regulations relat- 
ing to the movement of traffic, the commission cites the good 
results which have followed the adoption by the commission, 
under authority from Congress, of the rules prepared by the 
railways for the transportation of explosives. No accident 
has yet occurred in the transportation of these dangerous 
articles when carried in the manner required under these 
rules. It is argued that the commission ought to have power 
to prescribe demurrage rules and regulations as to furnish- 
ing the right kind of cars for shippers. Since this report 
was issued the commission has made public its approval of 
the demurrage rules approved at Washington last month by 
the convention of state railway commissioners. So long as the 
commission is guided by the actual needs, economies and 
equities of the railway service as closely as it was in this 
matter, it will, of course, have the hearty support of all 
public-spirited railway officers. The plea for the restoration 
of the power to make investigations on its own motion, which 
seems to have been withdrawn by the amendments of 1906, 
but which nevertheless still stands in section 13 of the law, 
will also be unopposed by railway men, no doubt;. for the 
essence of the commission’s most important function is to 
deal with questions which are important but which yet are 
net susceptible of formal treatment. 

In the year ending November 30, the number of tariffs 
fii-d with the commission was 184,303, and yet the number in 
effect on that date was materially less than on November 30, 
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1908. It is estimated that on the principal roads the decrease 
in the number of tariffs has been 27 per cent. This change, 
which has rezulted in considerable relief to the tariff bureaus 
and to station agents, has been brought about by the strict 
regulations prescribed by the commission. This enormous 
task of revising and reprinting has been carried out at great 
expense; but the commission quotes the testimony of freight 
traffic managers and of shippers to the marked benefits which 
have accrued. On one of the largest roads the number of 
overcharge claims is 25 per cent. less than in 1907. A shipper 
doing a very large business says he notes a very great de- 
crease in his overcharge claims. Formerly his claims sus- 
pense account reached $100,000 a year, but for 1909 it will 
not exceed $7,500. The claims which he made in 1905 num- 
bered 1,008, while in the first nine months of 1909 the number 
was 205. The commission has rejected 9,581 tariffs because 
they did not comply with the regulations. Many requests have 
been inade for leave to change rates in less than 30 days, and 
about four-fifths of those received have been granted. The 
old conditions, in which the average person is unable to learn 
from a tariff what is the lawful rate on his shipment, have 
not been entirely cured; but there has been great improve- 
ment, and the improvement is still going on. 

The chapters on safety appliances and on the work of the 
Bureau of Statistics we must take up in a later issue. 


Under the head of accidents the commission summarizes 
the facts which have been given in the quarterly bulletins 
and which have been published in the Railroad Age Gazette. 
The impossibility of securing full and satisfactory reports 
under the present law is pointed out, and the need of author- 
ity to investigate accidents is again urged. 


The work of the Block Signal and Train Control Board is 
made the subject of a separate report, a summary of which 
is given in another column. 


The operation of the hours-of-service law has been care- 
fully watched. The railways are required to make monthly 
reports of all cases where men work beyond the statutory 
number of hours, but a few companies have refused to do this 
and the question is before the courts. During the year 336 
complaints of violation of this law have been received, the 
large majority of which have been settled by correspondence; 
but ten cases are being prepared for submission to district 
attorneys. Several of these cases are of two telegraph offices 
near together at the same station, one office being operated 
during the day and the other during the night. The roads 
claim that such stations are not one office within the meaning 
of the law. In a case against the Atchison, Topeka & Santa 
Fe the federal court decided that closing an office for a short 
time during a period of 24 hours does not remove it from 
the class of offices “continuously operated night and day.” 
This case has been appealed. 





NEW CONSTRUCTION IN 1909. 





Official returns from the majority of the railway companies 
in the country, supplemented by figures furnished by the state 
railway commissions and from our own current records, show 
that approximately 3,748 miles of new main track were. built 
in the United States during the calendar year 1909, as com- 
pared with 3,214 miles for 1908. The 1908 record was the 
smallest since 1897, when 2,109 miles were built. These 
figures do not include new second, third or fourth track, sid- 
ings or electric lines. The net increase during the year is 
about 16% per cent., and 28 per cent. less mileage was built 
than in 1907. 


This year, the new mileage is more evenly balanced than 
usual between a considerable number of companies. The 
Western Pacific holds the 1909 record, having laid track 
this year on 288 miles in Nevada and 142 miles in California; 
a total of 430 miles. Last year the Chicago, Milwaukee & 
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Puget Sound led with 790 miles of new track; this year it 
added 98 miles. 

The Southern Pacific was second in 1909, with 127 miles 
in California, Arizona and Oregon, and 230 miles in Mexico. 
The Great Northern built a total of 132 miles in the United 
States and Canada, while the Kansas City, Mexico & Orient 
added 80 miles in Texas, between Sweetwater and San Angelo. 
There remains about 510 miles in the United States and 
290 miles in Mexico yet to be built to complete the through 
line of the Kansas City, Mexico & Orient from Kansas City, 
Mo., southwest to Topolobampo, Mex., on the Pacific. This 
line and the new cut-off under construction for the Santa Fe, 
from Texico, N. M., southwest to Coleman, Tex., some 300 
miles, are the longest lines under way in the United States 
at the present time. 

The states west of the Mississippi river built 2,467 miles in 
1909, as compared with 2,455 miles in 1908; an increase less 
than 1% of 1 per cent. East of the Mississippi, 1281 miles 
were laid this year; an increase of 520 miles, or 6844 per 
cent. In the report from 43 states and territories, including 
Alaska, where 48 miles of track were laid, Texas, which was 
sixth last year, leads the list, with 666 miles, closely com- 
parable with 1906, when 635 miles were laid. In 1908, only 
166 miles of road were built in Texas, by 8 companies, 
while this year, 23 companies reported new mileage. The 
Texas situation is interesting. A letter from the state engi- 
neer, printed by us last year, frankly recognized the fact that 
frenzied legislation had driven capital away from that state; 
this attitude of hostility is changing fast. We venture to 
predict that the better and more conservative element will 
have more voice in the government during the next few years 
than it has had since the wave of radicalism set in. 

Nevada, which built 81 miles last year, is second this 
year with 303 miles, and California is third, with 247 miles, 
most of which was added by the Western Pacific. No other 
state reported over 200 miles. Washington, Georgia, Okla- 
homa, Oregon, West Virginia, Montana, North Carolina, Ken- 
tucky, Pennsylvania, Louisiana and Florida, in descending 
order, also built over 100 miles of main line in 1909. The 
largest decrease reported is in Montana, where only 118 
miles were built, as compared with 537 miles in 1908. 
Arkansas, Idaho, Virginia and Washington also show de- 
creases of 100 miles or more from their 1908 records. No 
new mileage was reported in Connecticut, Delaware, Iowa, 
Massachusetts, North Dakota, Rhode Island or South Dakota. 
In Canada 1,488 miles,* were built in 1909, an increase of 
240 miles or over 19 per cent. as compared with 1908, when 
1,248 miles were added. The increase is due to the extensive 
building of the Grand Trunk Pacific, building east of Winni- 
peg under the name of the National Transcontinental. On 
this entire project 623 miles were added. The Canadian 
Pacific built 395 miles, and the Canadian Northern lines, 344 
miles. On the western section the Grand Trunk Pacific has 
work under way on 438 miles, and surveys have been made 
for 516 miles additional. East from Winnipeg, Man., work 
is under way on 1,244 miles. The Canadian Pacific and the 
Canadian Northern also have a large amount of work projected 
or under way. . 

In Mexico only 281 miles were reported, by three companies. 
Of this the Southern Pacitic added 230 miles in the states of 
Sonora, Sinaloa and Jalisco, in the territory of Tepic and in 
Lower California. This is a decrease of 154 miles, or over 
34 per cent., as compared with the 435 miles added in 1908. 

The following table shows our figures for mileage built in 
the United States during the last seventeen years: 


1893.... .3,024 1809..... 4,569 5005 ...256 4,388 
1. See 1,760 1900..... 4,894 1906..... 5,623 
1895.....1,428 | See 5,368 CO 5,212 
1896 1,692 1902..... 6,026 1908..... 3,214 
1807..00- 2,109 O3..... 5,652 Do wes 7 
1898. .... 3,265 1904..... 3,832 < 


*For the year ended June 30, 1909, the Comptroller of the Canadian 
Department of Railways and Canals reports that 1,138 miles were built. 
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NEW BOOKS. 





A Study of the Open-Hearth. Published by the Harbison-Walker Re- 
fractories Co., Pittsburgh, Pa. 91 pages; 4% in. x 6% in.; leather, 


This book contains a treatise on the open hearth and the 
manufacture of open hearth steel. A glance at the chapter 
headings will give a good idea of the book’s contents, these 
headings being: steel; description of open hearth furnace; 
details of furnace; fuels; acid open hearth  process;' recar- 
burization; basic open hearth process. and special process. 
This book is convenient in size and should prove valuable 
as a ready desk reference. 


Concrete Pottery and Garden Furniture. By Ralph C. Davison, Assist- 
ant Secretary, Concrete Association of America. 196 pages; 5 in. 
x 7% in.; 140 illustrations. Price, $1.50. Munn & Co., New York, 


This book is designed to furnish details of the use of orna- 
mental concrete. While the particular application of concrete 
which the book takes up is highly specialized, the methods 
described give valuable suggestions for other ornamental con- 
crete work. The method of using wire forms, and also the 
development of color work in cement, are particularly inter- 
esting. 


Concrete Inspection. By Charles 8. Hill, C.E. 179 pages; 3% in. x 
6 in. yron C. Clark Publishing Co., Chicago and New York. 


The author gives a schedule of the duties of concrete in- 
spection, with such specific instructions as are necessary. He 
explains the reasons and importance of each rule to be fol- 
lowed. He takes up in order the inspection of concrete mate- 
rials, of proportioning and mixing. He then takes up in the 
chapters that follow form work and the methods of rein- 
forcement and of depositing and finishing concrete. There 
are special chapters on sidewalk construction, concrete piles 
and cast concrete work. The last chapter is a convenient 
compilation of standard and typical specifications. 


By John C. Trautwine, Jr., C.E., and John C. Trautwine, 3d, 


Concrete. 
Price, $2.00. John 


C.E. 200 pages; 5 in. x 7% in.; illustrated. 

Wiley & Sons, New York. 
This is a reprint of the articles on concrete which are a part 
of the nineteenth (1909) edition of the Civil Engineers’ 
Pocket Book. It includes cement, sand and mortar. The 
same standard which the publishers have maintained in the 
Civil Engineers’ Pocket Book is adhered to; therefore, it gives 
accurately, in convenient and condensed forms, the essentials 
of present practice and knowledge. Two features are: the 
Selected Results of Experiment and Practice, and the Digest 
of Specifications. As the theory of concrete construction is 
not yet so established nor so fully understood as older 
branches of engineering, the book is concerned chiefly with 
the practical side of the work, although the commonly accepted 
theories are given. 


Tables and Diagrams of the Thermal Properties of Saturated and Su- 
perheated Steam. By Lionel S. Marks, M.M.E., and Harvey N. 
Davis, Ph.D. 106 pages; 6% in. x9in.; cloth board. Price, $1.00. 


This volume contains a set of tables of the properties of satu- 
rated and superheated steam, based on most recent investiga- 
tions. The tables for saturated steam are probably correct 
to one-tenth of one per cent. within the range of steam pres- 
sures usual in engineering practice. The properties of super- 
heated steam are tabulated for every pound pressure and for 
every ten degrees of superheat, within a range which exceeds 
prsent practice. All the information relating to superheated 
steam of any pressure is given on one- double page, an ar- 
rangement which permits the immediate finding of any de- 
sired quantity. Supplementary tables extend the superheated 
steam tables to very high temperatures, and give the proper- 
ties of water, metric conversion factors, Naperian logarithms 
and other quantities. Two diagrams, 16 in. x 20 in., are en- 
closed in a pocket of the back cover, one of which is the 
total heat-entropy diagram and the other the total heat-pres- 
sure diagram for saturated and superheated steam. 
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RAILWAY BUILT IN 1909. 


UNITED STATES. 


Table Showing Mileage Built in 1909, Classified by States. 





No. of Cos. No. of Cos. 

building. 1909. building. 
error 6 58.67 2 
BRN RSD <6 Wale wenise wen 1 48.00 a 
Gia rae tars als «48 owe aw 4 97.74 Ew 
SS ee ee 4 39.70 3 
ee eee 9 247.40 11 
0 See ee 3 98.13 3 
Connecticut .............. one ete am 
ceri rrr ere rer om re me 
District of Columbia ...... 1 3.81 ve 
| Se 7 100.81 2 
Se ore ee 7 146.30 4 
SS gs Soe sis ea ee 8 39.49 4 
BREEN ig cise bwia S4Weawedu« 1 17.74 2 
SO Rae et rie rere 1 7.68 2 
a ee ee ha caked 2 
NN acd 35 a wikia 48 319: 0) 3 87.44 <9 
BGUTUORD, hoses geedeccrase 8 108.02 3 
ee) an 5 102.09 5 
Nae S.6 bid Fe ea S Ole 1 78.00 wie 
eee 1 4.68 aie 
Massachusetts ............ 7 Sie aie ee 
EINE 555654.654 0 6. woe ds om oe sre 8 72.86 + 
a: 6 85.27 5 
Mississippi ............... 2 36.60 1 
SURMNMEN GS GRiais «ech are wale HS 8 2 11.84 3 
WUOMENOR 6 secs en sescceess 4 118.70 3 
PI. 6.554.486 00 8's 30 es 2 13.13 2 
| RAPES ene eer 2 303.00 2 
New Hampshire .......... 1 1.55 — 
NOW JOTSey  . 0. ccc cccscese 3 33.95 3 
New Mexico .............- 1 35.00 1 
PN I ores se eh Wiewes 4 45.51 3 
North Carolina ........... 10 111.92 4 
North Dakota ............ re abe 1 
ROMEO rae iad sew 9.49-6:65-5 3 18.4 1 
Ce 6 144.00 1 
ai reer 9 134.30 4 
Pennsylvania ............. 8 104.27 4 
Rhode Island ............. ie 1 
South Carolina ........... 3 54.00 af 
South Dakota ............. os Re 1 
ore 3 56.69 4 
pi eats are rere 23 666.43 8 
Utah 2c 1 18.00 1 
Vermont 1 0.94 at 
Virginia 4 67.19 5 
Washington ............... 6 162.58 + 
West Virginia ............. 8 120.26 1 
Wisconsin ........2e-eee00. 4 31.1 2 
WHOTMNE oc icc ccseccwee 1 15.00 3 

INE o's Sia 'ats a re-aie Wim ads 190 3,748.28 119 
ES eran mene nee 10 1,487.69 10 
RROD. 66 s6 eae 960s Soe ew mee 3 281.26 5 
Pe ere rr 1 9.50 p | 
UNITED STATES. 

ALABAMA. 
Alabama, Tennessee & Northern—South of Cochrane...... 
Atlanta, "Birmingham & Atlantic—Pelham to Mulga......... 
Illinois Central—North PRION 5 6.5 5 <s0:5s,8561516 50 00.0 04: 050 
Louisville & Nashville—Kennedy Creek branch, Arlo to 

re er ey re ere ee ee 

Southern—Not specified ...........cccccccccccccccecceee 
Sumpter & Choctaw—Lilita to Edma.......... eee eee ee eees 


Copper ae & Northw ee of Abercrombie to Tiekel 
rive 


ee eee eee eee ewer eee reer ee eeeeeeeeeseeeeeeeesesee 


ARIZONA. 
Arizona & Colorado (So. Pac.)—Pearce south toward Naco, 
36.20 miles; branch to Gleeson, 6.46 miles; total 
Colorado & Mexico (BE. P. & S. W.)—Douglas Junction to 
RO NMRINNE caus chara cise Ra adSLE Rina eee OOS Ee Saws e058 @ 
Gila Valley, Globe & Northern (So. Pac.)—Globe to Miami. 
Southern Pacific Co.—Sahnarito southerly................. 


ARKANSAS. 
De Queen & Kastern—Dierks to Beyond..............+-.4. 
jould Southwestern—Cut-off, Evans to Champion......... 
a. ta Maumelle & Western—Maud annie to Mau- 


Ce 


CALIFORNIA. 

Bakersfield & Ventura—In Oxnard..........cceeeseecceees 
Central California (So. Pac.)—Miles to Redwood City...... 
Nevada & California (So. Pac.)—Magnolia to Haiwee....... 
Nevada-California-Oregon—Madeline to Alturas 
Northwestern Pacific—Floodgate to Christine, 

Rio Campo to Monte Rio, 1.63 miles; total 
Pacific Coast—Suey Junction to Garey.......cseeeseeeeee 
Sacramento Southern (So. Pac. Tere 4 Trio to Freeport ates 
Sunset Western (So. Pac.)—Midland to Fellow........... 
Western Pacific—Not specified ..........ccceecceeeccccees 


"1.06 ‘miles ; 


eee eee eeeee 


COLORADO. 
Beaver, Penrose & Northern—Beaver to Penrose... 
Denver, Laramie & 
sg SAM oo in 05 0 050.0 010 51000410 00's ie «Sie tae Oe ee dev eesee's 
Union Pacific—Cut-off between Sand Creek and St. Vrain, 
17.52 miles; north of Greeley to Hungerford, 13.16 miles; 
‘north of Greeley to Briggsdale, 26.16 miles; total. . 


Northwestern—Between Denver 


PP Pre 


1908. 
54.60 


176.52 
314.08 
77.72 





3,214.02 
,248.56 
435.25 
7.00 


24.00 
28.00 
0.90 


2.00 
1.77 
2.00 


58.67 





48.00 


42.66 


35.70 
9.12 
10.26 


97.74 


13.00 
3.70 


8.00 
15.00 


39.70 


5.00 
5.54 
38.27 
40.00 











56.84 
98.13 
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DISTRICT OF COLUMBIA. 
Washington & Western Maryland (B. & O.)—From Maryland 
state line to Aqueduct bridge and K street, Washington. 


FLORIDA. 
Apalachicola Northern—Apalachicola to St. Josephs........ 
——— a Line—Boone Valley branch—Tiger Bay to Fort 
Charlotte Harbor & Northern—Arcadia to Pierce........... 
Live Oak, Perry & Gulf—Waylonza to Econfenia river..... . 
Madison ‘Southern—Not specified 
Marianna & Blountstown—Marianna to Alpha.............. 
Seaboard Air Line—Not specified 


eee eee ere ree eee ee eeeeeens 


GEORGIA. 

Brinson Railway—Springfield to Newington............... 
Georgia & Florida—Vidalia to Hazlehurst..............-. 
Georgia, Florida & Alabama—Cuthbert to Kimbrough...... 
Ocilla Southern—Ocilla south to Allapaha................ 
Sparks Western—Sparks to Ellenton, 10 miles; Ellenton 

WOMCWEEE, DB WNOEs TORRE 4 ccc cess ccvesewcdecsesves 
Rome & Northern—Rome to Gore..........ccccceeeeeeeee 
Valdosta, Moultrie & Western—Not specified.............. 


IDAHO. 
Great Northern—Fidelity Lumber spur................... 
Minidoka & Southwestern (Ore. Short Line)—Twin Falls to 
ee a i er ee ere ee 
Oregon Railroad & Navigation Co.—Not specified........... 


ILLINOIS. 
Chicago & North Western (Lee County Railway)—Between 
Nachusa and Nelson, 12.79 miles; Fulton cut-off, east end 
of Clinton bridge to about three miles east of Fulton, 


NOS OND ood alee ote ioe cara e ain ainya aera Salado aie'eoie 
INDIANA. 

Ferdinand Railway—Huntingburg to Ferdinand............ 
KANSAS. 

—— City, Gulf & Northern—Garden City west to Scott 

WOME ais avira fal sa) a atandiorale) 4ie'4 Gal aatarara a Gia au cia /4/ Ue aoe oe. 94 we ase 

Nebraska, Kansas & Southern—Garden City to end of track 

Union Pacific—Onaga to Marysville..............ceeeeeee 
KENTUCKY. 


Caney, Piedmont & Morehead—Camel City to Piedmont..... 
Chesapeake & Ohio—Cincinnati division—Maysville to Law- 

Wee OTN "al ataray a ar aik ¢ate) Grol heal baie oie arated ga 00:8: 4.< eveie 
Kentucky Midland—Midland toward Madisonville.......... 








Louisville, Henderson & St. Louis—Mitchell southwest to 
PENIMIIER rote Ome e acleuu a ox duce ark 4's ten a wiealeieras eae ae 
Madisonville, Hartford & Eastern (L. & N.)—Near Madison- 
aN RON EE feo 6a cr db.c Giese alk 3 RA, S SRE SELES mE 
_—— & Western—West Virginia state line to coal opera- 
NING sciia 6 a Sar'asala “oles mic tare, ai ier dros ena ai pareve ad iigheie) arava oud eiayaeacacanens 
Sparks Western—Sparks to Pineboro..............2.e0ees 
Wasiota & Black Mountain—From Avila................... 
: LOUISIANA. 

Lake Charles Railway & Navigation Co. 

ass ig oa fala ug dc cree wide a Mia ane aa: ki aiaie an Siarg a. eraser were 


Louisiana & Arkansas—Minden west to Shreveport......... 
Missouri & Louisiana—Carson to C. C. Junction............ 
Morgan’s Louisiana & Texas (So. Pac.)—-Between Lafayette 
and l'ort Allen, 12.45 miles; between Bayou Sale and 
Southbend, ee IS Woon cc oxo ca ce na eetcues 
a St. Martins & Northern—Port Barre to New 
MAU ciao. tislulea olara wa site a Gare a Cale anes Camco ad dakatn a 


MAINE. 
Bangor & Aroostook—Fort Kent to St. Francis, 17 miles; 
Van Buren to Grand Isle, 15 miles; Squa Pan to Stock- 


PE Ae Oe, TOTO a 6.6 6a cicieen Scene swed ewes cane 
MARYLAND. 

Metropolitan Southern (B. & O.)—From Chevy Chase to the 

PHBUTIGG OS CONNIE nike dcwicme Gea e Ge eke ewes eee. 
MICHIGAN. 


Au Sable & North Western—Curran to Byers............... 
Copper Range—Point Milk Junction to Senter............ 
Detroit & Mackinac—Between Paxton and Hillman........ 
Duluth, South Shore & Atlantic—Wellsburg north to Woods, 
2.20 miles; Halway to Davis mine, 2.10 miles; Halway 
to Volunteer mine, 2:80 miles; total... oc. ccccccosccce 
East Jordan & Southern—Camp 34 to BINH Di sic oie ee ee ons 
Keweenaw Central—Not specified ...............cceceeeee 
Manistee & Northeastern—Buckley eastward to Walton, 15 
miles ; not specified, 21.33 miles; total................. 
Mineral Range—Mohawk to Gratish mine, 2 miles; Osceola 
to Calumet and Hekla, 0.43 mile; Upper Mills to Ahmuk 


mine mill, 0.44 mile ; WRN a cad os esa ce-we bwaeeteaun 
MINNESOTA. 
Duluth & Iron Range—McKinley to Sparta, 5.8 miles; spurs 
Oe ee ge ee eae ere 
ore mt! Northern Minnesota—Mile Post 50 to Mile 
Duluth, Rainy Lake & Winnipeg—Around Silver mine to 
Virginia a ralawel ecg Sin ate) Shale W Wala W Ake or me aria’ Oru aheP ar Siw ec bnre clare Ears 
Great Northern—Bray mine spur, 1.44 miles; Nashwauk 
to Grand Rapids, 22: miles; total. .........ccccecosencwcs 
Minneapolis, St. Paul & Sault Ste. Marie—Between Moose 
NT MDE NINIRIIT cs a «cig 6a a cic: a tac oa & aus a olas's ladies a au ei 
St. Paul Bridge & Terminal-—South Park to Hoffman 
SITERES WUE eile wic cc cweeneeac cde daca ecesesenese 


MISSISSIPPI. 


New Orleans, Great Northern—Hopewell to Nogan, 21.90 
Jolles; West Columbia to Columbia, 2.70 miles; total., 





1275 














78.00 


4.68 


3.00 
13.60 


7.10 
0.40 
36.33 


2.87 
72.86 





8.00 
5.00 
4.30 
23.44 
42.20 
2.33 
85.27 





24,60 
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Sanoody Valley—-De Kalb to Sucarnochee...............- 


MISSOURI. 
Missouri Southern.—Reynolds to Ohlman, 3.25 miles; Ohlman 
CD Deer, Gee WRENS EMER 6 occ cc cc ce wicnsewns scones 
Saline Valley (C. P. & Ste. G.)--Tlapek west to Coffman.. 


MONTANA. 
Chicago, Milwaukee & Puget Sound—-Missoula to Garrison. 
Montana Railroad—Between Leader and Lennep........... 
Montana Western—Conrad northwest to Valier 
Northern Pacific—From main line up Shields cone to Willsal 


NEBRASKA. 

Chicago & Northwestern— Valentine 
Thatcher and Valentine 
Union. Paciie—Kelly to Northport...............0scc000s 


cut-off—Between 


NEVADA. 
Nevada Copper Belt—Wabuska to Mason.................. 
Western Pacific—Not specified 


NEW HAMPSHIRE. 
ees Be REA — Fe CI eo oon ve eee c we ew sev iencasss 
NEW JERSEY. 

Central of New Jersey—Vineland branch—In Bridgeton... . 
Erie Terminals (Erie)—Edgewater and Fort Lee branch— 
— nen, 0.95 mile; south extension, 24.60 

m tot. 
Penhorn Creek “(Brle) Through Bergen hill, Jersey City.. 


Oe 


NEW MEXICO. 
Tucumcari & Memphis (C., R. I. & G.)—Tucumcari to Endee. 


NEW YORK. 
Genesee River (Erie)—Hunts to Cuba................... 
Long Island—Not specified 
Norwood & St. Lawrence—Chase Mills to Waddington...... 
Pittsburgh, Shawmut & Northern—State line to main line. . 


ee 


NORTH CAROLINA. 

Aberdeen & Rock Fish—Raeford to Waygram.............. 
Bonlee & Western—Bonlee to Wells. ...........eeeeeeeeees 
Carolina, Clinchfield & Ohio—Between Marion and South 
8S tc ei eg a NARS RR 
Durham & Charlotte—Gulf to Cummock.................. 
Laurinburg & Southern—Johns Station to Waygram........ 
Norfolk & Southern—Bishop Cross to Pinetown........... 
North & South Carolina—Gibson to South Carolina state line 
Randolph & Cumberland—Hallison to McConnell............ 
Southern—Not specified 
Virginia & Carolina Southern--St. Pauls to Hope Mills...... 


Ce 


OHIO. 

Coshocton, Otsego & Eastern—Not specified............ 
Dayton, Lebanon & Cincinnati Railroad & Terminal Co.— 
East Oakwood to Dayton 
Wheeling & Lake Erie—Between Orrville and Bolivar....... 


a 


OKLAHOMA. 
Clinton, Oklahoma & Western—Clinton to Butler........... 
Missouri, Oklahoma & Gulf—Between Lamar and Durant... 
Oklahoma Central—Spur into Ada..............c eee eeeees 
Oklahoma City Junction—Oklahoma City 
St. Louis & Oklahoma Southern—Frisco crossing to Tahlequah 
Wichita Falls & Northwestern—Frederick to Mangum...... 


ee 


- 


N. 
California Northeastern (So. Pac.)—Calor to Klamath Falls. 
Corvallis & Alsea River—Barclay to Glenbrook............. 
Corvallis & Eastern—Detroit to Hoover................05. 
mes Chutes. River—Not Gpncihed ....ccccsccscccnsnnsncces 
Northwestern (Ore. Short Line)—Robinet to Homestead. . 
Oregon Railroad & Navigation Co.—Not specified......... 
Pacific & Eastern—Between Eagle Point and Butte Falls.... 
Pacific Railway & Navigation—Mile Post 22 to Timber, 8 
miles; Bay City to Garibaldi, 4 miles; total........... 
nolo, Falls City & “Western—Dallas to Salem, 14 miles; spur 
ee, Se ES EES vo cbs beh eb ee be ¥u dss bs 550 cae es 


PENNSYLVANIA. 
Delaware, Lackawanna & Western—Lehigh to Hollisters..... 
East Broad Top Railroad & Coal Co.—Shade Gap to Neeleyton 
a Se & Michigan Southern—Franklin to Rose Siding, 


ace miles; Polk Junction to Belmar, 10.80 miles; 

Pl cs eh seas ess » + aks Ae ise Gain ke hie ees hike wd ame x 

Monongahela—Rush Run Junction to Sarah, 4.20 miles; Re- 
public to Ralph, 2.40 miles; total. ........cccccccccece 

Morrisdale (Logging Road)—Morrisdale to Alden........... 

Pennsylvania—Milbell to Osborne mines, 2.01 miles; Milbell 
cy re: rr nS MEE 5. 4 ns oon be Bib 'o'6 bien 676'6-* 

Pittsburgh, Shawmut & Northern—Coryville to state ae 

Western Alleghany—wWest of East Newcastle......... aa 

SOUTH CAROLINA. 

Bennettsville & Cheraw—Drake to Brownsville......... 

Carolina, Clinchfield & Ohio—North Carolina state line south 
nT... ca paps peaks baie se seh kk eo sa 

North & South Carolina—North Carolina state line to ‘Dillen. 

TENNESSEE. 
Caroiina, My & Ohio—Between vous state line — 


PPE ere ree eee 
Knoxville, “Seviecvilie & Eastern—Vestal to Sevierville. . 
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12.00 
36.60 





9.84 
2.00 


11.84 


70.00 

6.00 
19.80 
22.90 


118.70 




















67.30 


6.60 
4.50 


3.38 
10.49 
4.00 
104.27 
7.00 


18.00 
29.00 


54.00 








12.78 
27.50 
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Virginia & Southwestern-—Persia to Surgoinsville.......... 16.46 

56.69 

TPXAS. 

Abilene & Southern—Abilene south to Ballinger........... 54.00 
Angelina & Neches River—Keltys east to Angelina river..... 20.00 
Artesian Belt—Macdona to Christine....................5- 43.00 
Asherton & Gulf—Asherton Junction to Asherton........... 32.20 
Bartlett-Florence—Bartlett to Maxston................0.. 12.00 
Concho, San Saba & Llano Valley—Miles southeast to Paint 

-” egplbarepeinas Sa eealapeta ier nainateiarrapmnin te linet orga 17.00 
Crystal City & Uvalde—Sansom to Crystal City............ 41.00 
Enid, Ochiltree & Western—Not specified...............05- 3.00 
Estacado & Guif—Not en Ee ee eee 8.00 
Gulf, Texas & Western—Jacksboro west to Megargel........ 53.00 
Houston, Fostoria & Northern—Fostoria to Midline, 5 miles; 

San Jacinto to end of track, 2 miles; total........... 7.00 
Kansas City, Mexico & Orient—Sweetwater to San Angelo. 80.00 
Pecos & Northern Texas (A., T. & S. F.)—-Plainview south to 

RN cas oh eh wk Sais SERRE S ROM a EERE Uae as WEN 47.00 
Quanah, Acme & Pacific—Between Acme and Paducah....... 37.50 
Roscoe, Snyder & Pacific—Snyder north to Fluvanna........ 20.00 
Stamford & Northwestern (Wichita Valley)—-Stamford west 

ST eR SA RE ee ee re ee eee 82.20 
Sugarland Railway—-Burnside to House, 3 miles; Anchor to 

Peay mn, “AGP SINS SDE on 6665 ois 5:6 6 08 5:0 o psieie 13.00 
Texas & Guif (A., T. & S. F.)—Center to Zuber........... 21.30 
Texas Southeastern—Vair to Neff............. cece cece eee 7.85 
Texas State—Between Rusk and Palestine................ 10.00 
Timpson & Henderson—Ragley to Henderson.............. 25.00 
Trinity Valley & Northern—Fouts north.................. 3.00 
Tucumcari & Memphis (C., R. I. & G.)—Wildorado to 4.11 

Sse ee ERRNO) oA k caisSe sus bs a WNW So's 8 6 S465 29.88 

666.43 
UTAH. 
Southern Utah—Price southwest to Hiawatha............. 18.00 
VERMONT. 
Barre Railroad—Barre to quarries...............0eeeeeee 0.94 
VIRGINIA, 
Cones, Clinchfield & Ohio—Guest river to Tennessee state 48.00 
Norfolk & Western—Catawba branch, Salem to mines of Cop- 

per, Silica & Glass Co., 9.39 miles: Town Hill branch, 

near Richlands to coal operations, 1.42 miles; Lynchburg 

Belt Line & Connecting Railway, connection with South- 

ern Railway at Kinney, 0.64 mile; Big Stony Railway, 

Giles county to Monroe county, W. Va., 1.32 miles; Vir- 

ginia & Potts Creek, terminus of the “Interior & West 

Virginia to Paint Bank, 4.15 miles; Allisonia branch, 

near Allisonia, 0.60 mile; total...............ceeeeeee 17.52 
Virginia & Southwestern—Moccasin Gap to Cameron....... 6.15 
Virginian—West from Rich creek, 0.41 mile; east from Stone 

ee, ee TED 2 MUI os ones ba sees awaccanacens 0.52 

67.19 
WASHINGTON. 
Chicago, Milwaukee & Puget Sound—wNot specified......... 28.00 
Grays Harbor & Puget Sound—Not specified............... 10.00 
Great Northern—Blaine to international boundary, 2.96 miles; 

Columbia river to Mansfield, 60.62 miles; total......... 63.58 
Idaho & Washington Northern—Newport north to Ione...... 51.00 
Oregon Railroad & Navigation Co.—Not specified.......... 4.00 
Wenatchee Valley—Leavenworth north................200- 6.00 

162.58 
WEST VIRGINIA. 
Chesapeake & Ohio—Hinton division—Gauley, W. Va., to 

Kanawha Falls, 3.2 miles: Huntington division, St. Al- 

bans to Lewis, 0.9 miles; Coal River Railway, 12.1 miles: 

Raleigh & Southwestern, 8.6 miles; total.............. 24.80 
Coal & Coke—Branch from Gassaway east to Sutton........ 6.00 
Hampshire Southerr—Romney southwest to Glebe........ 15.00 
Lorama—Hannahdale to Pullman.............-eeeeeeeees 5.00 
Norfolk & Western—Tug Fork branch, Pageton to No. 12 

plant of United States Coal & Coke Co., 3.85 miles: 

Spice Creek branch, Roderfield to coal operations, 4.54 

miles; Poplar Creek branch, near Sands to Kentucky 

state line, 0.09 mile; Interior & West Virginia, terminus 

of Big Stony Railway at Virginia state line to a con- 

nection with Virginia & Potts Creek, 17.53 miles; Su- 

perior branch extended, 0.08 mile; total.............. 26.09 
we Valley—Meadow creek to five miles beyond Spring- _ 
Valley River——Old Wort Oo SOrOMO BIO soos s 5 555 0s 00 00 1.50 
Virginian—Mullens to Pemberton, 23.75 miles; Patterson to 

Winding Gulf, 2.12 miles; total..................... 25.87 

120.26 
WISCONSIN. 
Cazenovia & Sauk City—Lavalle southwest to Cazenovia... 6.00 
Hazelhurst & Southeastern—Arbor Vitae to Woodruff, 2.70 

miles; Hazelhurst Mills to Velasco, 8 miles; Velasco to 

Arbor Vitae, 2.20 miles; total................c0eeeee 12.90 
Minneapolis, St. Paul & Sault Ste. Marie—Near Superior... 7.00 
Wisconsin & Northern—Neopit northwest................ 5.28 

31.18 
WYOMING. 
Laramie, Hahns Peak & Pacific—Albany south to Foxpark.. 15.00 
PANAMA. 
Panama Railroad (Relocated line)—-Between Gatun and 
Gamboa, 7.50 miles; between Paraiso and Corozal, 2 
BRUNO. MOONEE” askew sus aw snore sean ah soon e064 bce se es 9.50 
CANADA. 
Alberta Railway & Irrigation Co.—In province of Alberta. 8.00 
Atlantic, Quebec & Western—Port Daniel, Que., to New- 

port, 10 miles; Newport to Grand River, 20 miles; 

Gaspe_ to Douglastown, G miles; total... ..isceserss 36.00 
Canadian Northern—In Manitoba, Saskatchewan and Alberta 

Pee OL ENED suk ons 66 50395. Subs b1bd so C0ls Ao 85 5 287.00 
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Canadian Northern Ontario—Hawkesbury, Ont., west to 
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Rockland, 35.70 miles; not specified, 2.3 miles; total. 38.00 
— ——— ey Pee x i ii ait 
mies ; achvootino to . are, mies ; t. acques 
to Rawdon, 10 miles; total .............eeeeeees ee. 19.00 ee ee 
Canadian Pocificin Quebec— Mile 81-6 from Nominin to Duha- Managing Editor of the Railroad Aye Gazette. 
mel, 3. miles; Manitoba—Mobray to ndy Gates, 6. : ‘ 
miles; Tuelon north 28 miles; Virden north 13.6 miles; As in previous years, an attempt has been made to show 
Saskatchewan—Weyburn to Forward, 25.2 miles; Wil- the prevailing tendencies of the railway year by means of 
kie to Hardisty, 64.5 miles; Wynyard to Lanigan, ‘ ds 1 nough 
yh hae 3 : Agente * 7.) namaet pit, 7 mee ; graphic analyses, derived from a group of roads large e & 
erta—Langdon to cme, miles ; p to ar- ‘ iti ‘ 2 
mangay, 282 miles; Stetler to Castor, 35.4 miles; to be representative of conditions in all parts of the country 
A to Barsisty, “a8 mation ; Lethbridge to McLeod, The larger curves in the progress of railway development thus 
; ilies ;_ total regestletore eRe etree = 394.64 illustrate themselves quite clearly. The mechanical construc- 
ran run acific—Saskatchewan—Melville to Balcarres, i : er, if the 
"84 miles; Melville to Yorkton, 25 miles; Alberta— tion of the diagrams must be kept in mind, howev 
ieee, be, Chosen me rgd sont gg ger to bet one results are to have significance. In each case the percentages 
sreek, miles; Tofie o Camrose, 26 miles; total. F ; 
National ‘transcontinental Railway (Grand Trunk Pacific) — of increase are calculated from some particular year arbi 
ew Brunswick—Moncton west e to le 30, ted le, in Fig. 1, this year 
10 miles; Mile 53 to Mile 56, 3 miles; Chipman west trarily selected as the base For enenneinding tie y 
Mile 5 oo Mite 38, 5 —— ; from Satercoionial Railway is 1899. Gross earnings, operating expenses and net earnings 
crossing, miles from oncton, east to e 13, 1 : 4 
miles, west to Mile 14, 14 miles: Quebec—New Bruns- were by no means equal in that year; but, since the increases 
wick boundary east 27 miles; Mile 61 east to Mile 64, in each year represent the percentage of gain from the gross 
3 miles; Quebec—Quebec bridge between Mile 26 and x 
moron -. onat 16, miles ; between, — . and Mile 50, earnings or the operating expenses or the net earnings as they 
wes miles; between ile an ile » west ; 
15 miles; from Mile 150 to Mile 158, west 8 ‘miles; actually were in 1899, these three lines start from @ common 
a ee of >. = 2 point. The purpose of the diagrams, therefore, is to show 
mn ochrane, e es, 
miles ; ftom the Ontario-Manitoba boundary, ‘east yo — proportionate results rather than absolute results; we are, 
e to e 3 ol a | y j 4 j 
Niagara, St. Catharines & Toronto—Welland, Ont., to Port for the present, considering the changing relations of gross 
‘ Dg te al cits ak ads Sass sea ta as By earnings, operating expenses and net earnings, rather than 
uebec Central—St. George, Dorchester, Que., to St. Justine. 4 
Vaneouver, Victoria & Hastern | (Gt. Nor.)—-Keremeos, the actual amount of either. 
. C., to Princeton, miles ; between international boun- ; i 
dary and Sumas, 1.05 miles: total..............+..++. 43.05 Figure 1 shows that, from 1899 to 1902, the rate of prog 
——— ress in these three main divisions of the income account was 
MEXICO. 1,487.69 substantially the same; 1903, however, was a particularly 
Inter California (So. Pac.)—Tecolote to Dieguinos.......... 13.57 good year, and 1904 was a bad year, and the fluctuation of 
Southern Pacific of Mexico—Tufanito, Sonora to Tonichi, the curve of net earnings between these two years was con- 
38.19 miles; between Culiacan, Sinaloa, and Mazatlan, 35 2 
es; south of mention te seins of ge a ge siderable. This is shown much more graphically in the re- 
miles; north o rendain Junction, Jalisco, oO 
re re re nc ag, 216.69  Sults between 1907 and 1909. In the year ended June 30, 1907, 
Tuxpam & Furbero—Cobas (Tuxpam) to Furbero.......... 51.00 it will be seen that in spite of the startling increase in gross 
281.26 earnings, operating expenses had gotten quite out of hand, 
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Fig. 1—Relative Increases in the Income Account, from 1899 to 1909. 
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Fig. 2—Relative Increases in the Expense Account. Nineteen Roads. 


1900 190! 1902 1903 1904 1905 








1906 /907 1908 1909 


101.9% 
$30,953,200 


94.6% 
$290,075,768 


29.2% 



































Fig. 3—Relative Increases of Net Earnings and Taxes. Fifteen Roads. 
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Fig. 4—Relative Increases in Fassenger Traffic Since 1902. 
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with the result that in the best gross year in the history 
of American railways, net earnings were not showing their 
proportionate increase, while operating expenses were show- 
ing a good deal more than their proportionate increase. In 
1908 gross fell sharply, while control of operating expenses had 
begun to be exercised but was not yet effective, so that net 
earnings went back to the level of three years before. In 
1909, however, the results were just the opposite. Gross earn- 
ings show an insignificant increase over 1908, but operating 
expenses were entirely under control; the roads were being 
operated with conspicuous efficiency, and net earnings re- 
bounded rapidly. : 

The roads comprising Figure 1 are as follows: 


Atchison, Topeka & Santa Fe. Louisville & Nashville. 

Baltimore & Ohio. New York, New Haven & Hartford. 
Chesapeake & Ohio. Norfolk & Western. 

Chicago & North Western Northern Pacific 

Chicago, Burlington & Quincy. Philadelphia & Reading. 

Chicago, Milwaukee & St. Paul. Southern. 

Erie. Southern Pacific. 

Great Northern. Wabash, 

Illinois Central, 


Figure 2 is a study of the expense account, and shows the 
relative increases in the three main divisions of it, between 
1903 and 1909. It will be observed that the mo:t rapid in- 
crease proportionately has been in maintenance of equip- 
ment, and that this account was the least susceptible of econo- 
mies in the hard-times period. It is rather noteworthy that 
the economies in the department of maintenance of way and 
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Norfolk & Western. 
Missouri, Kansas & ‘Texas. Southern Pacific 
New York Central.* Wabash. 

New York, New Haven & Hartford. 


~ *Year ending December 31, 1908. 

Figure 3 shows in a very graphic manner one effect of the 
fixing of the attention of all the forces of government upon 
railways, beginning about 1905. From 1899 to 1905 the in- 
crease in net earnings was greater in proportion than the 
increase in taxes; in 1905 and 1906, however, the tax curve 
went upward with abnormal rapidity, and between the 1907 
year and the 1908 year it crossed the curve of net earnings. 
The tax curve at no time bent downward during the progress 
of the bad times. Although its rate of increase was some- 
what lessened, net earnings went far below it in propor- 
tionate increase in 1908, but are now increasing more rapidly 
than taxes are; and there is fair prospect that the curves 
will cross again this year. ‘ 

Figure 3 is based on results from the following roads: 


Atchison, Topeka & Santa Fe. Illinois Central. 

Baltimore & Ohio. Louisville & Nashville. 

Chesapeake & Ohio. New York, New Haven & Hartford. 
Chicago & North Western. Norfolk & Western. 

Chicago, Burlington & Quincy. Northern Pacific. 

Chicago, Milwaukee & St. Paul. Southern. 

Erie. Wabash. 

Great Northern. 


Figures 4 and 5 show the changing relations of miles of 
road, passenger-train miles, freight-train miles, and ton miles 
on a group comprising substantially all the railway mileage in 


Illinois Central. 
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structures are not at all excessive; this in view of the fact 
that many persons have been under the impression that the 
roads cut their maintenance accounts to the lowest possible 
figure in 1908. Of course, every effort was made to eliminate 
all unnecessary expenditure during the year following Octo- 
ber, 1907; the reason why the 1908 maintenance of way ac- 
count actually shows higher than 1907 is, that the effects of 
the panic were not really felt severely until the winter of 
1907-1908, and the maintenance expenditure during the first 
half of the year was abnormally high, just as the expenditure 
during the last half was abnormally low. The result was an 
average instead of a figure showing the real trend of affairs. 
During the 1909 year, however, the economies, although not 
extreme, were still being carried out; consequently the curve 
slanted down. It -will be seen that the most noteworthy 
economies were made not in the maintenance departments but 
in the transportation department. 

In 1905 and 1906 there was no economy in the department 
of conducting transportation, but the maintenance depart- 
ments went ahead tremendously because of the prosperous 
times and the efforts of railway managers to plow some of 
these good earnings back into the property; but in 1907 the 
labor situation became so bad and the congestion of traffic 
became so great that transportation costs took a spectacular 
vound upward. All three of these departments are now well 
in hand and are behaving in a normal and wholesome manner. 

Figure 2.is based on the following roads: 


Atchison, Topeka & Santa Fe. 
Baltimore & Ohio. 

Buffalo, Rochester & Pittsburgh. 
Chesapeake & Ohio. 

Chicago & Alton. 

Chicago & North Western. 


Chicago, Burlington & Quincy. 
Chicago, Milwaukee & St. Paul. 
Chicago, Rock Island & Pacific. 
Cleveland, Cin., Chicago & St. L. 
Denver & Rio Grande. 

Great Northern. 


Fig. 5—Relative Increases in Freight Traffic Since 1902. 


the United States. The figures upon which these curves are 
based are taken from the results reported in Poor’s Manual 
of Railroads; consequently, they do not include the 1909 year. 
These figures show graphically one important and interesting 
tendency—the comparative stability of passenger earnings in 
hard times. It will be observed that the increase in ton miles 
and passenger miles is much greater than the increase in 
train miles, while the increase in train miles is greater than 
the increase in miles of road, proportionately. The increas- 
ing curve of passenger miles through good times and bad is 
much more unifom than the curve of ton miles; while the 
effort to make special economies in the transportation depart- 
ment in 1904 and 1908 is clearly shown by the fact that the 
increase in the miles of public service is greater than the 
increase in the train miles. 

Figure 6 is a diagram made up of the composite results 
of the Northern Pacific and the Union Pacific, to show single- 
track miles, number of freight cars, capacity of freight cars, 
passenger miles and ton miles in their relation to each other 
since 1902. Single-track miles are obtained arbitrarily, ac- 
cording to the Railroad Age Gazette formula, by taking all the 
miles of first, second, third, etc., track and half the mileage 
of switches and sidings. This formula has long been used in 
our annual report reviews because of the well-known fact that 
the cost of maintaining two miles of siding is just about 
equivalent to the cost of maintaining one mile of main run- 
ning line. This figure shows with especial clearness the 
important increases in ‘passenger miles in the Far: West. 
The passenger-miles of the railways of the country as a whole 
increased about 4 per cent. between 1907 and 1908; the pas- 
senger miles of the Union Pacific and Northern Pacific in- 
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creased 19 per cent. in the same period, while the falling off 
in ton mileage between 1907 and 1908 was, in the case of the 
Northern Pacific and Union Pacific, precisely equivalent to 
the falling off in the ton mileage of the American railway 
system as a whole. It is a significant commentary on the 
growth of transcontinental] traffic that, during the last seven 
years, while the single-track mileage of these two roads has 
increased 20 per cent.—this increase consisting largely of 
passing tracks and sidings—the number of freight cars on 
the two roads has increased 31 per cent., and the capacity 
of the freight cars has increased 69 per cent. The strain 
of the 1906 car shortage is partly illustrated by the demon- 
stration that ton mileage had increased in that year 55 per 
cent. over the ton mileage of 1902, while the capacity of 
freight cars had increased only 33 per cent. during the same 
period. Then large equipment orders were placed, and the 
number and capacity of cars alike increased very rapidly dur- 
ing the next year. 

The following table of comparative train loads is of con- 
siderable interest. Owing to differences in statistical methods, 
the comparisons are not exact, but represent a reasonably 
close approximation. The train loads are computed by divid- 

1902 1903 1904 190§ 
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and 1908; in spite of the desire to work economically in a 
bad year, trains were running light. On the other hand, in 
1905 and 1909 the gains were abnormal; conditions, both as 
regards traffic and as regards capacity of equipment in serv- 
ice, were exceptionally favorable. 





CHANGES OF RAILWAY OWNERSHIP AND CONTROL 
IN 1909. 

The number of changes of railway ownership and control 
during 1909 has been unusually large. In the following list 
changes in electric lines are included only when the electric 
line has been controlled or acquired by a steam road: 

Alaska Central.—Afier sale of this road at foreclosure con- 
trol of it was turned over to a successor Company, the Alaska 
Northern. (See an editorial on ‘“Receiverships and Fore- 
closures” elsewhere in this issue.) 

Alaska Northern.—See Alaska Central. 

Ann Arbor.—See Manistique & Lake Superior. 

Baltimore & Ohio.—See Chicago Terminal Transfer; also 
Cincinnati, Hamilton & Dayton. 

Beaumont & Great Northern.—A syndicate headed by B. F. 

1906 1907 1908 1909 
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Fig. 6—Composite Diagram; Northern Pacific and Union Pacific. 


ing revenue ton miles by revenue freight train miles plus 
all mixed train miles, as per the Interstate Commerce Com- 
mission’s formula. 

The roads in the table were not selected to represent high 
or low records, but a grouping of average conditions in dif- 
ferent parts of the country. The record average train load 
(not officially published) has for years been held the Bessemer 
& Lake Erie, with a revenue loading above 1,000 tons. The 
Pittsburgh & Lake Erie, the Hocking Valley and the Vir- 
ginian also have tremendous loadings of their specialties. 

Revenue Train Load, Tons. 


1909. 1908. 1907. 1906. 1905. 1904. 1903. 1902. 1901. 
Baltimore & Ohio... 425 408 433 420 3899 401 416 406 381 
Buff., Roch. & Pitts.. 597 530 542 525 507 439-441 424 406 
Chesa. & Ohio...... 675 621 596 586 557 508 493 508 511 
Illinois Central .... 355 352 364 353 319 278 288 275 235 
Lehigh Valley ..... 5385 530 526 504 501 486 485 467 467 
M., St. P. & S. S. M. 354 329 334 329 309 301 305 315 314 
Northern Pacific ... 431 431 407 400 367 339 344 3846 324 
St. L. & San. Fran.. 220 212 224 214 200 198 195 187 200 
St. L. Southwestern. 268 311 323 315 296 285 282 256 236 
OSS eee 352 361 3606 348 293 280 302 285 283 








Average, 10 roads.421.2 408.5 410.9 399.4 374.8 351,5 355.1 346.9 335.7 
It is interesting to see the drop in the averages in 1904 


Yoakum acquired a controlling interest in this company. It 
operates 34 miles from Trinity, Tex., to Livingston. 

Boston & Maine.—This road has passed into the control of 
the Boston Holding Company. In June, 1908, the New York, 
New Haven & Hartford sold all its stock in the Boston & Maine, 
amounting to $10,994,900, to John L. Billard, of Meriden, Conn. 
President Mellen, in a statement to the Massachusetts legisla- 
ture on February 16, 1909, said that the sale to Mr. Billard 
was bona fide, and that the New Haven no longer had any in- 
terest, direct or indirect, in the stock. Mr. Billard and his asso- 
ciates subsequently organized the “Boston Railroad Holding 
Company,” which in October, 1909, took over the B. & M. stock, 
giving for it $140 a share, payable $125 in Boston Holding 
Company bonds and $15 in its*stock, calling for a total of 
$1,649,200 of its stock and $13,743,500 of its 5 per cent. bonds. 
Among those associated with Mr. Billard in the Boston Hold- 
ing Company are Theodore N. Vail, president of the American 
Telephone & Telegraph Company, and Philip Dexter, president 
of the Boston & Providence Railroad. The law creating the 
Holding Co. provides that a railway company may acquire 
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a controlling interest in its stock and guarantee its bonds. 
The law was drafted so as to permit the N. Y., N. H. & H. 
to control, under supervision of the state of Massachusetts, 
the B. & M. through control of the Boston Railroad Holding 
Co. President Mellen, of the New Haven, has been elected a 
director of the B. & M. and the Maine road is now controlled 
by the New Haven. 

Boston Railroad Holding Co.—See Boston & Maine. 

Canadian Northern.—See Duluth, Rainy Lake & Winnipeg. 

Central of Georgia.—Formal transfer was made to the IIli- 
nois Central of the $5,000,000 stock of this road, which was 
bought by E. H. Harriman from Oakley Thorne and others 


in 1908. The sale carried with it control of the road and of. 


three steamship lines from Savannah, one to New York, one 
to Boston and one to Philadelphia. 

Chesapeake & Ohio.—Edwin Hawley and his associates in 
January bought the $15,630,000 of stock of this road trans- 
ferred to Kuhn, Loeb & Co. by the Pennsylvania Railroad in 
December, 1906, and thus secured control. Mileage, 1,841 
miles; stock, $62,799,100; funded debt, $99,768,000. 

Chicago ¢& Eastern Illinois —See Chicago, Rock Island & 
Pacific. 

Chicago, Burlington & Quincy.—See Colorado & Southern. 

Chicago, Cincinnati & Louisville—It is understood that this 
road, which is in the hands of a receiver, is passing into the 
control of Edwin Hawley and his associates, although it seems 
that the deal is not consummated. It is understood that the 
Hawley group of financiers desire it as a connecting link be- 
tween the Chesapeake & Ohio and their roads farther west. 

Chicago Great Western.—On sale at foreclosure this road 
passed into the control of a syndicate headed by J. P. Morgan. 
(See editorial on “Receiverships and Foreclosures’ elsewhere 
in this issue.) 

Chicago, Memphis & Gulf—See Dyersburg Northern. 

Chicago, Milwaukee & Gary.—Control of this road, an outer 
belt line around the Chicago district, was transferred from 
a syndicate headed by H. W. Seaman to the St. Louis Union 
Trust Company interests, who had arranged to finance needed 
improvements and extensions. 

Chicago, Milwaukee & Puget Sound.—See Union Pacific. 

Chicago, Rock Island & Pacific—The Chicago, Rock Island 
& Pacific Railroad Company of Iowa on December 1 sold and 
delivered to B. F. Yoakum, Edwin Hawley and their associates 
the $28,940,000 out of a total of $29,000,000 of the common 
stock of the St. Louis & San Francisco which was owned by 
the Chicago, Rock Island & Pacific. With this sale the Rock 
Island-Frisco combination was completely dissolved, the Rock 
Island Lines remaining in the control of W. H. Moore, D. G. 
Reid and their associates, and the Frisco and its controlled 
lines, including the Chicago & Eastern Illinois and the Evans- 
ville & Terre Haute, passing to the control of Messrs. Yoakum 
and Hawley and their associates. (See Lehigh Valley.) 

Chicago Terminal Transfer.—It is understood that the Balti- 
more & Ohio, by purchase of the $16,000,000 stock of this com- 
pany formerly owned by the Burlington, has acquired con- 
trol. The property is advertised to be sold at foreclosure on 
January 6, when it is expected to pass under the complete 
control of the Baltimore & Ohio. 

Chihuahua & Pacific-—See Mexico Northwestern. 

Cincinnati, Hamilton & Dayton.—A plan was adopted for the 
readjustment of the finances of this company, which involved 
the practical passing of control to the Baltimore & Ohio, al- 
though nominally the passing of control is deferred. An 
agreement was made by J. P. Morgan and the B. & O. where- 
by the controlling interest in the stock of the C., H. & D. 
is to be acquired by the B. & O. on July 1, 1916, and mean- 
time the controlling stock is vested in three trustees, one of 
whom is the president of the B. & O. 

Colorado & Northwestern.—This road was sold at foreclosure 
on March 29 to representatives of the bondholders’ committee, 
and by them was transferred to the Denver, Boulder & West- 
ern Company, which was organized to take over the property. 
(See editoria) on “Receiverships and Foreclosures” -elsewhere 
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in this issue.) The new company made a mortgage securing 
$8,000,000 bonds, of which $7,000,000 were issued to pay for 
the property, and the remainder will be issued after January 
1, 1910, to pay for betterments and extensions and to buy 
more rolling stock. 

Colorado ¢& Southern.—The transfer of control of this road 
from the Hawley interests to the Chicago, Burlington & 
Quincy, which was in process at the close of 1908, was con- 
summated in the early part of 1909 by the election of direc- 
tors and officers representing the Burlington. 

Denver, Boulder & Western.—See Colorado & Northwestern. 

Duluth, Rainy Lake & Winnipeg.—The Canadian Northern 
acquired all the capital stock. 

Dyersburg Northern.—Control of this road was bought by 
John H. Watkins, S. G. Latta and Ernest Rice for $316,000, and 
its name was changed to the Chicago, Memphis & Gulf. It 
runs from Dyersburg, Ky., to Tiptonville, 31 miles. It had 
outstanding $300,000 stock and $250,000 bonds. 

Elizabeth River.—Control was bought by the Norfolk & 
Portsmouth Belt, which is itself controlled by the Penn- 
sylvania Railroad. The Elizabeth River runs from lumber 
yards in Norfolk, Va., about 10 miles to the deepwater front 
of the southern branch of the Elizabeth river. 

Evansville & Terre Haute—See Chicago, Rock Island & 
Pacific. 

Fall Brook.—See New York Central & Hudson River. 

Frankfort & Cincinnati—See Louisville & Nashville. 

Geneva, Corning & Southern—See New York Central & 
Hudson River. 

Grand Trunk.—See Pontiac, Oxford & Northern. 

Great Northern.—This road acquired control of the Spokane 
& Inland Empire (electric), operating 247 miles of track and 
doing both freight and passenger business. The Spokane & 
Inland Empire has outstanding $10,000,000 common and $6,311,- 
500 preferred, and owns the capital stock of the Coeur d’Alene 
& Spokane, the Spokane Terminal, the Spokane Traction Com- 
pany and the Spokane & Inland Railway, all of which are oper- 
ated as divisions of it. The road will be operated by the Great 
Northern as a feeder. 

Hidalgo & Northeastern.—See National Railways of Mexico. 

Hocking Valley.—The common control of this road, the To- 
ledo & Ohio Central, the Zanesville & Western and the Kana- 
wha & Michigan was dissolved in accordance with a decree 
of an Ohio court holding that it violated the state anti-trust 
law, and a reorganization was effected by which the Hocking 
Valley and the Kanawha & Michigan are under one control 
and the Toledo & Ohio Central and the Zanesville & Western 
are under another control. 

Illinois Central.—See Central of Georgia. 

Intermountain Railway.—This road was bought by Chicago 
parties. It runs from Denver, Colo., to Golden. 

Kanawha & Michigan.—See Hocking Valley. 

Kansas City, Southern ¢€ Gulf—This road was sold to Chi- 
cago capitalists, including P. E. Stanley and John A. Fletcher. 
It is 10 miles long and is being extended from Westmoreland, 
Kan., to Manhattan. 

Lehigh Valley.—It has been both reported and denied that 
control of this road has been acquired by the interests that 
control the Chicago, Rock Island & Pacific. At the annual 
meeting on January 18 the stockholders will be asked to elect 
William H. Moore, Daniel G. Reid and Edward S. Moore to 
the board, and it is understood that W. H. Moore and Mr. Reid 
will be elected to the executive and financial committees. 

Louisville € Atlantic—See Louisville & Nashville. 

Louisville € Nashville-—This road acquired all of the $1,000,- 
000 stock and bonds and $550,000 short-time notes of the Louis- 
ville & Atlantic, running from Versailles, Ky., to Beattyville 
Junction, 101 miles. 

The Louisville & Nashville also acquired control of the 
Frankfort & Cincinnati; mileage, 33. 

Manistique € Lake Superior.—This company, incorporated in 
Michigan with a capital stock of $250,000 and an authorized 
issue of $1,300,000 25-year non-cumulative income bonds, of 
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which $1,100,000 were outstanding, bought the property of the 
Manistique & Northern, running from Manistique, Mich., to 
Shingleton. The Manistique & Northern was a reorganization 
of the Manistique, Marquette & Northern, whose stock was 
controlled by the Grand Rapids & Indiana. The Manistique 
& Lake Superior is controlled by the same interests as the 
Ann Arbor. 

Manistique & Northern.—See Manistique & Lake Superior. 

Mexican Southern.—See National Railways of Mexico. 

Mexico Northwestern.—This company acquired control of the 
Chihuahua & Pacific, 175 miles; the Sierra Madre & Pacific, 
32 miles, and the Rio Grande, Sierra Madre & Pacific, 160 
miles. The last-named runs from El Paso, Tex., to Casas 
irande, Mex. 

Minneapolis, St. Paul & Sault Ste. Marie—This road, which 
is itself controlled by the Canadian Pacific, acquired control 
of the Wisconsin Central, which had a mileage of 1,023 miles, 
capital stock of $30,000,000 and funded debt of $34,450,105; 
and the identity of the Wisconsin Central was completely 
merged in that of the “Soo.” The “Soo” having acquired a 
substantial share of the common stock of the Wisconsin Cen- 
tral, gave to holders of the preferred stock in exchange for 
their stock its “leased line stock certificates” on which it 
guaranteed to pay 4 per cent. per annum, payable semi-annual- 
ly for 99 years, the preferred stockholders to forego their right 
to a share of the profits when they shall exceed 4 per cent. 
on the common stock. The deal was consummated on this 
basis. 

Missouri, Kansas & Texas.——A large interest in this road 
was bought by Edwin Hawley and B. F. Yoakum, which, in 
connection with the interest of Speyer & Co., carries control. 
The amount of stock acquired was not stated. It was stated 
that the steck obtained was bought in the open market and 
from Dutch and English holders. 

Missouri River & Northwestern.—See Rapid City, Black 
Hills & Western. 

National Railways of Mezico—Control of the Hidalgo & 
Northeastern, operating 152 miles, was secured. 

The Mexican Southern (277 miles) was leased to the Inter- 
oceanic, which is controlled by the National Railways of 
Mexico. The Interoceanic guarantees 4 per cent. dividends on 
the $3,425,225 of Mexican Southern preferred stock and also 
guarantees dividends on the $5,000,000 of common. 

New York Central & Hudson River.—This road bought the 
Spuyten Duyvil & Port Morris, running from Spuyten Duyvil, 
N. Y., to Port Morris, six miles. It had been leased since 1871 
by the New York Central, which guaranteed 8 per cent. on its 
stock. 

The New York State Railways Company was incorporated 
in New York to take over the New York Central’s controlled 
electric lines, including the Rochester Railway, the Rochester 
& Sodus Bay and the Rochester & Eastern Rapid Ry. The 
New York State Railways Company has an authorized capital 
stock of $23,140,200, consisting -of $3,862,500 five per cent. first 
preferred, $4,500,000 second prefered and $14,777,700 common. 

The Geneva, Corning & Southern was formed in February, 
1809, by the consolidation of the Syracuse, Geneva & Corning, 
the Fall Brook Railway and the Pine Creek Railways. The 
new company—as were the merged companies—is controlled 
by the New York Central. Its authorized stock consists of 
$2,325,000 common and $5,000,000 preferred (4 per cent. cumu- 
lative) and its bonded debt cannot exceed $10,000,000. The 
New York Central guarantees the interest on the preferred 
and 3% per cent. on the common. 

New York, New Haven & Hartford.—This road acquired con- 
trol of the Tarrytown, White Plains & Mamaroneck, an elec- 
tric line, which had been in a receiver’s hands. It is operated 


from Tarrytown Station, N. Y., on the New York Central, to 
Mamaroneck, on Long Island Sound, and from White Plains 
Station to Silver Lake Park, a total of 23 miles, 
Boston & Maine. 


See also 
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New York State Railways—See N. Y. C. & H. R. 

Norfolk & Portsmouth Belt.—See Elizabeth River. 

Norfolk & Western.--The Pennsylvania Railroad and its sub- 
sidiaries repurchased from Kuhn, Loeb & Co. the block of 
Norfolk & Western stock, having a face value of between $15,- 
000,000 and $20,000,000, which in September, 1906, was sold 
by the Pennsylvania management. 

Oregon Trunk Line.—Conirol of this projected line in cen- 
tral Oregon was acquired by the Hill interests, and construc- 
tion work on it is now being actively pushed. 

Pan-American.—Control of this road was acquired for $10,- 
000,000 by D. E. Thompson, U. S. Ambassador to Mexico. It 


_ runs from Gamboa, Oax., Mexico, to Mariscal, Guat., 286 miles. 


Peninsular Railway.—This company was organized in Cali- 
fornia to take over the electric lines of the Southern Pacific. 
Its capitalization is $12,000,000, and it controls at present the 
Peninsular Railroad, the San Jose & Los Gatos Interurban 
and the Santa Clara Interurban. It comprises all the present 
and contemplated railway systems on the San Francisco pen- 
insula from San Francisco to San Jose and vicinity. The 
estimated length of the lines under the control of the Penin- 
sular Railway is 222 miles. 

Pennsylvania Railroad.—See Elizabeth River; also N. & W. 

Pine Creek Railways.—See N. Y. C. & H. R. 

Pontiac, Oxford ¢ Northern.—Control of this road was ac- 
quired by the Grand Trunk. It runs from Pontiac, Mich., to 
Caseville, 100 miles. 

Raleigh &€ Western.—John B. Lennig, president of the Frank- 
ford Trust Company of Philadelphia, bought for $25,000 from 
the receiver of the Raleigh & Western the eight-mile Egypt 
Railroad, formerly operated by the Raleigh & Western from 
Colon, N. C., to Cumnock, and also the Raleigh & Western, 
which is projected from Cumnock via Gulf, N. C., to Ashe- 
boro. Mr. Lennig owns the Durham & Charlotte, from Gulf 
to Troy, about 40 miles, and the Sanford & Troy, incorporated 
to build a 14-mile line between the places named. 

Rapid City, Black Hills € Western.—This company, incor- 
porated in South Dakota, took over the Missouri River & 
Northwestern, Rapid City, S. Dak., to Mystic, 32 miles, which 
had previously been sold at foreclosure to a syndicate of 
holders of its bonds. 

Rio Grande, Sierra Madre & Pacific.—See Mexico North- 
western. 

St. Louis & San Francisco.—See C. R. I. & P. 

Sicrra Madre & Pacific.—See Mexico Northwestern. 

Spokane & Inland Empire.—See Great Northern. 

Spuyten Duyvil.—See New York Central & Hudson River. 

Stephenville North & South Texas.—A half interest in this 
property was sold to St. Louis interests. It was completed in 
December, 1907, from Stephenville, Tex., to Hamilton, 43 miles. 

Sugarland.—This road, 714 miles long, connecting the Texas 
state penal farm with the International & Great Northern, 
was sold by the state of Texas to W. T. Eldredge, its president, 
who is proprietor of a nearby sugar refining plant. He paid 
$32,000 and agreed to put the road in good condition. He also 
agreed to buy all the sugar cane produced on the state lands 
for two years at a fixed price. 

Syracuse, Geneva & Corning.—See N. Y. C. & H. R. 

Tarrytown, White Plains € Mamaroneck.—See New York, 
New Haven & Hartford. 

Toledo & Ohio Central.—See Hocking Valley. 

Toluca, Marquette € Northern.—This road was sold at fore- 
closure to the Rutland, Toluca & Northern, which had been 
organized to take it over. (See editorial on “Receiverships 
and. Foreclosures” elsewhere in this issue.) 

Union Pacific_—This road bought a half interest in the line 
of the Chicago, Milwaukee & Puget Sound from Black River 
Junction, Wash., to where it crosses the Puyallup river, three 
miles from Tacoma. 

Wisconsin -Central._See Minneapolis, St. P, & S. Ste. Marie. 

Zanesville 4 Western.—See Hocking Valley. 




















DECEMBER 31, 1909. 


DIVIDEND CHANGES AND NEW RAILWAY SECURITIES 
IN 1909. 

The tables which we print herewith showing the dividend 
changes and the arrangements made for the sale of new 
securities by railways in the calendar year 1909 reflect quite 
accurately the improved earnings of railways and the desire 
of capitalists to invest their money, hoarded in 1908, in in- 
terest-bearing securities. The two phenomena, changes in the 
rates of dividends paid on stock and the sale of stock and 
bonds by railways, are closely corelated. Moreover, this year 
the kind of security which the railways found it profitable to 
sell is directly affected by the changes in dividend rates. 

The general increase in dividend nayments in 1909 over 
1908 is, of course, primarily because of increased gross earn- 
ings. There is another cause of increased payments in 1909, 
however, which had a considerable effect on the gross pay- 
ments made. This is what is known as melon-cutting and is 
a distribution in one form or another of accumulated surplus 
of previous years. Generally this surplus as carried on the 
balance sheet represents the reinvestment of net earnings in 
the property, and to distribute it it is necessary either to 
increase the outstanding capital stock by the issue of new 
stock which may be paid in the form of stock dividends to 
shareholders or which may be offered to stockholders pro rata 
at a price so much below the market quotations that the 
“rights” are themselves a dividend. Another way of dis- 
tributing this surplus is to issue bonds (which may not 
legally be paid directly as dividends), sell these bonds and 
declare a cash dividend. It will be seen, therefore, that if a 
road desires to distribute its invested surplus either through 
the sale of bonds or by the giving of subscription “rights” it 
will only find it profitable to do so when there is a good 
market for securities. 

Payment by the Delaware, Lackawanna & Western of divi- 
dends totaling 85 per cent. is the most noticeable example of 
melon-cutting in the list that we give. The Lackawanna has 
been paying a regular annual dividend of 10 per cent. and an 
extra dividend each year of 10 per cent. so that in reality its 
annual rate was 20 per cent. The company has no bonds out- 
standing and had a very large accumulated surplus. It was 
found necessary under the ruling of the Supreme Court of the 
United States in the Commodities Clause case to form a com- 
pany which should buy the coal mined by the D., L. & W. at 
the mines co that at the time of transportation of this coal 
the Lackawanna railway should have no interest in it. The 
directors decided to sell the stock of a D., L. & W. coal com- 
pany to its stockholders in proportion of one share of coal 
company’s stock for each two shares of Lackawanna stock 
held. To enable stockholders to pay for this coal company’s 
stock a special dividend of 50 per cent. in cash was declared 
out of accumulated surplus and in addition 15 per cent. was 
paid in stock of the D., L. & W. R. R. as a special dividend. 
It was rumored in November that the regular “extra” dividend 
of 10 per cent. would be reduced or not declared this year be- 
cause that 10 per cent. represented coal profits. However, 
this 10 per cent. was declared and from the reports of current 
earnings of the railway company there does not seem to be 
any reason why the rate should not be continued. As yet no 
dividend has been declared on the coal company stock. 

The only important decrease in the rate of dividend noted in 
our table is in the case of the St. Louis, Iron Mountain & 
Southern. The Missouri Pacific and the Iron Mountain have 
recently made a comprehensive readjustment of their finances 
and the lower rate paid in 1909 marks conservatism rather 
than an inability to pay the old rate, 

It is noticeable that both the New York Central & Hudson 
River and the Pennsylvania Railroad companies, which re- 
duced their dividends in 1908, did not increase them in 1909, 
hut both these companies sold to stockholders large issues of 
stock at a price considerably ‘below the market so that the 
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“rights” so given were in the nature of an extra dividend. 
Moreover, in the case of the Pennsylvania it will be noted 
that the two largest subsidiaries of the Pennsylvania Railroad, 
the Panhandle and the Pennsylvania Company, increased their 
dividend rates late in 1909, which may be significant as to the 
Pennsylvania Railroad’s dividend policy in 1910. 

It is necessary to make some explanation of the headings 
in the dividend table. The column headed “Declared” in 1909 
does not in every case give the amount which was actually 
paid in the callendar year. For instance, late in December a 
number of important roads declared semi-annual dividends, 








DIVIDEND CHANGES. 


7Date 
Declared in Present of establish- Amt. paid 

*Name of Company 1909 an’] rate ment of in 1908 

and class of stock. per cent. per ct. presentrate. per cent. 
Alabama Gt. South’n com. ce May. None. 
Atch., Top. & S. Fe. com. 5% 6 October. 5 
Atl. Coast Line R.R. com. 6 6 May. D 
Atlantic Coast Line Co.. 9 10 September. 8 
Brooklyn Rapid ‘Transit.. 4 4 February. None. 
CONMENOI OE IN. dice sic 6 5 « 101 8 December. 8 
Cent. New Eng. Ine. bds.. 4 re September. None. 
Chesapeake & Ohio ...... 3 + May. 1 
Chicago & Alton com... 4 + January 1 
Chic., Ind. & L. com.... 31% 38% June. 3 
Cornwall & Lebanon..... 8 RS eee 7 
Del., Lack. & Western... 85§ 20 July. 20 
Del. Riv. R.R. & Brge Co. 6 8 December. 6 
Dubuque & Sioux City... 81% 3% August. 1% 
Fonda, Johnstown & G. pf 3 6 June. None. 
Grand Trunk Ist pf..... 5 5 April. Deferred. 
Grand Trurk 2d pf..... 2% 5 April. Deferred. 
Green Bay & Westn Bdeb. % of 1 me February. % of 1 
Gulf & Ship Island..... val 4 July. || None. 
Interoceanic of Mexico 

lat preferred .......-. 5 5 December. 4% 

2@ PFeTerred « ...se0.s. 1 ere December. None, 
Keokuk & Des Moines ... 1 ‘ April. 1% 
Lebign Valley .......... 6 6 December. 62 
Louisville & Nashville... 5% 6 June. 5w%t 
Louisville & Nashville.... 6% 7 December. 5 
a a IWOTEHORH ...... 2 4 November. None. 
N. & Seashore com.... 4% 5 October. 
N. 6. & Northeastern.... 5 5 October. 4 
Pennsylvania Company es 8 8 December. 7 
P.. €.;.C.. ete EB... com: ... 4% 5 December. 4 
Reading Company ......- 5 6 December. 4 
Rutland 7%: cum. pf. stk. None. S3 January. 1% 
St. J.. 8S. B. & So. com.. £ SE a waearenes 2 
St. Louis, I. M. & South'n 4 4 July. 5 
St. L. Southwestern pf. Yy 5 


4 December. None. 

Sixth Ave. R.R. (N. Y.). 1% aie April. t 

V., Shreve. & P. pf. & com 4 St October. ~~ 
» 


Wabash deb. A bonds. 6 January. 
Wabash Deb. B. bonds... ee AS eleene teas 1 


*When neither common nor preferred stock are mentioned, it is un- 
derstood that the company has but one class of stock outstanding. 

7When an “extra’’ dividend was paid, the date given in this column 
is that on which the extra dividend was declared. 


§ An extra cash dividend of 50 a7 cent. and a stock dividend of 15 
per cent was declared in July, 1909 


|| The payment of dividends in 1908, was deferred, and in 1909 4 per 
cent, was declared “for the year 1908.” 

t The 5% was cash. In addition there was paid in 1908 1 per cent. 
in "Louisville Property Co, stock. 

{ The two semi-annual dividends of % per cent. each, declared in ad- 
dition to the regular semi-annual dividend of 1 per cent., were declared 
as “extra’’ dividends. 


° The annual rate guaranteed by the Metropolitan Street Railway is 
7 per cent., but owing to the Metropolitan Street Railway being in the 
hands of a receiver, and the general unsettled condition of street rail- 
way fares in New York, the Sixth Avenue company decided not to pay 
the three quarterly dividends due in April, July and October. 

tf Declared in October. 


1A special dividend of 2 per cent. was declared in December. The 
Lehigh & Wilkesbarre Coal Co.. nearly all of the stock of which is 
owned by the Central of New Jersey, declared an initial dividend of 
6% per cent., calling for a payment to the Central of New Jersey of a 
slightly greater amount than was needed for the Central’s own 2 per 
cent. special dividend. 


*In 1908 the regular annual rate was 4 per cent., and two extra divi- 
dends of 1 per cent. each were declared. In December, 1909, a regular 
3 per cent. semi-annual dividend was declared, placing the stock on a 
regular 6 per cent. basis. 








which declaration made an increase in the rate and in some 
cases the dividend was not actually paid in December but will 
be paid in January. As the object of the table is to show what 
the management of the railways are doing rathef than what 
investors are receiving, it is proper to treat a declaration of 
increased dividends in December, 1909. as a change in the 
dividend rate taking place in that year. 

During the first part of 1909 there was a steadily improv- 
ing bond market. . Prices for gilt edged securities rose to 
such an extent that investors turned to more speculative bond 
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Amount 


Amount of refunding Month in which 
Name of Company. Kind of security issued. sold. covered. sold. 
Alberta & Grt. Waterways............. First mortgage 5 per cent. debenture bonds of 1909-1959 7,400,000 ~~... ........ November. 
Atchison, Topeka & Santa Fe.......... Convertible 4 per cent. bonds of 1909-1959........... 28,258,000 June. 
Atlanta, Birmingham & Atlantic....... Two-year 5 per cent. receiver’s certificates........... 3,250,000 Dinwabs: | wieaowiass saw 
ys pe ae eS era 4 per cent. mortgage bonds of 1909-1939.......... a 23,562,500 23,562,500 November. 
RS SED 5c pbk ae ox cbaogcsoes Pittsburgh, Lake Erie & West Virginia system refynd- 
ing mortgage 4 per cent. bonds, 1901-1941..... pate ee 13,100,000 ....... Kebruary. 
Belt R. R. and Stock Yards Co........ 4 per cent. 30-year new mortgage bonds..............- 1,000,000 1,000,000 June. 
eS LN ee ee casos en 4 OP CPOE. DOMES. 6... 05s ccc esas pcssesices 4,500,000 sascess une, 
OS Oe ne eer nee Debenture 4% per cent. bonds of 1909-1929.......... 11,700,000 January, 
momen Ti: &. Sending Co... 2.000600» ye Se ere ke eee SROREEEE = =—«s Snes s wae eos ees 
“8 = 4s i pki nese Oana aes PPTs cron bahia shih sine ipa ek bis eee Sen ae ese Biel & RARE  —ceewants (9 de s's'e ses a 070 
Buffalo, Rochester & Pittsburgh........ Series E 4% per cent. equipment bonds.......... Siete 580,000 Sept. and Oct. 
Series F 4% per cent. equipment bonds............... 7,000 August. 
Series G 4 per cent. equipment bonds................ 740,000 October. 
COUR 0 6 8ss asses tees First mortgage 4 per cent. debenture stock*......... om £1,200,000 June. 
($6,000,000) 
he benesnewneeurssc New 4 per cent. perpetual consolidated deb. stock..... ($4,950.000; November. 
’ ” J 
3b yal es mg a ae a eo howe Winnipeg Terminal 4 per cent. bonds of 1909-1939.... 8 000,000 July. 
See ta ate eek ie eae Equipment trust, series S, 44%4 per cent. first mortgage 
; ; ME sane cCasse nae’ wake oh sess how ea tou cw So 55— 1,000,000 May. 
IR Se MRC is ld shies asc sce es ee Perpetual cons. 4 per cent. debenture stock.......... £800,000 ~—_.......... June. 
: ($3,893,333) 
Canadian EERE Cb Gcus bas sceeeb eso eee oO CG ees tice caus edhe seve ba ee . 984,000  _.......... March. 
Carolina, Clinchfield & Ohio........... Mortgage 5 per cent. notes of 1909-1919.............. 5,000,000 July, 
tN be ss PM a oe Bc a 5 per cent. equipment notes, series A............. - 2,600,000 February. 
eine GB MPRIO.. ois kn hin nics kode wces General funding and improvement mortgage 5 per cent. 
: * oe  ORSSERSSSERSA Ar Se Re ee ee 11,000,000 7,500,000 February. 
Chicago & Northwestern .....0......... General mortgage 3% per cent. bonds of 1897-1987... 10,351,000 10,351,000 January. 
ig a Pee a a ek ...eee. Manitowoc, Green Bay & North Western first mortgage 
: ; 3% per cent. bonds*.......... et ee oe . 8,750,000 January. 
‘ ~ ee senerdeabe Milwaukee & State Line first mortgage 3% per cent. 
’ ; ; OO eS rey eee RBA ae ee 2,500,000 wees. January. 
Chicago & Western Indiana........... Consolidated mortgage 4 per cent. bonds of 1902-19525. 12,271,000 8,000,000 January. 
aie ‘ , : 1,000,000 2 peeece November. 
Chicago, Burlington & Quincy......... General mortgage 4 per cent. bonds of 1908-1958...... 20,000,000 276,000° March. 
Chicago, Cincinnati & Louisville...... eee Be a er re re 1,400,000 1,000,000 November. 
Chicago, Milwaukee & St. Paul........ Debenture 4 per cent. bonds of 1909-1934............ 50,000,000 -seee.. “June and Nov. 
: “3 thew om General mortgage 4 per cent. bonds of 1889-1998...... 25,000,000 22,097,0007a December. 
Chicago, Rock Island & Pacific ........ Series C, 41%, per cent. equipment trust notes matur- 
ing semi-annually from April 1, 1910, to Oct. 1, 1919. 5,300,000 weeeeee October. 
ee Soe S First and refunding mortgage 4 per cent. bonds of 
SPREE. isa Gee eS en G dod a bas ads oS 8 bee ao e660 < 5,214,000 2,714,000 Jan.,Mar.,Apr.,May 
Delaware & Eastern ............. .... First mortgage 5 per cent. bonds of 1907-1957 3,500,000 September 
Delaware, Lackawanna & Western..... . re _ sieve " (‘heb csSOKERE ASS SOS RS ae 4,077,0008 soe suly. 
Del., Lack. & Western Coal Co.®....... ere eee re ne ee ae 6,800,000 . July. 
es Boulder RS a ee First mortgage 5 per cent. income bonds............. CU | | %a June. 
RRVER Te BO MOTORS qn. 5 ccs ccocccss First and refunding mortgage 5 per cent. bonds of 
De on : : IPE IAS Reha betas hos So is Sass oko s es oes 5,011,000 6,400,000" October. 
nver, North-Western & Pacific....... Colorado-Utah Construction Co. 6 per cent. notes, 1909- 
: SES ean eS cER GREE ke vr ss GU kes kb ee shins SUSE SS es 4,000,000%°a ....... May. 
Elgin, Joliet & Eastern............... First mortgage Chicago, Lake Shore & Eastern 4% per 
Eri ee a eer 9,000,000 May. 
MICE SPSSENN EAMES rcink a si bsseeu nn See General lien 4 per cent. bonds of 1895-1996.......... 1,000,00022—....... July. 
(. SERRe SS shea ae se wne = esebnene het Collateral 6 per cent. MOLES... 2... cscccsccccccccces 1,200,000 eeeeee. oanuary. 
ey Sabu SSGSER BM BAL Coe sepa e use ents e - Jails 5 (sueeebn ec beNESCRba cee 565,000 February. 
, Aubhwenite coredvexcosanareets« ae. REE eC nce etna tilts. 8,522,000 July. 
POS Rae EEO kOse Siete rece 6k 4 Bo = si che ean cata sae eee eee 186,000 see October. 
Florida East Coast SN get ny ry Re, AR ps First mortgage 4%4 per cent. bonds of 1909-1959...... paps eps scesarnaeed | June. 
cc abeknucin’ seeks x General mortgage 5 per cent.1% 1909-1959............ 20,000,000 July. 
Fonda, Johnstown & Gloversville 6 per cent. cumulative preferred stock............... 00,000 April. 
Grand Trunk Pacific ................ First mortgage 3 per cent. bonds of 1905-19621*...... £2,000,000 ~~... ... ss e July 
2 < ($10,000,000) 
7 se SP ey ee pe 4 per cent. bonds of 1909-1919................0208- 10,000,00075 «ww. eee ee eeeee 
che sas chece ease kc EEE pnt: DSR UNED HRDDOKS i isis1s 6:6 5iesiw's oo vss sw eine we 000, February. 
: = ; ($5,000,000) 
Grank Trunk Pacific Branch Lines Co.. 4 per cent. first mortgage stg. bonds, due 1939........ £1,000,0007* --. May. 


Great Northern Consolidated mortgage 4 per 


Paul, 


Minneapolis & Manitoba................... 
Eastern Railway of Minnesota Northern Division first 


cent. bonds of the St. 


5,877,000 5,877,000 1*Nov.,08, Dec.,’09. 


mortgage bonds of 1898-1948................... ae 2,131,000 April. 
Houston Belt & Terminal ............ First mortgage sinking fund 5 per cent. bonds of 

SEEN CL Sikes cee wae Saas Oelss ee oes bb we eels 2,246,000 April. 
Kanawha & Michigan ................ Second mortgage 5 per cent. bonds of 1907-1927...... 2,500,000 November. 
Kansas City, Mexico & Orient......... First mortgage 4 per cent. 50-year bonds............. 1,500,000 June. : 

x & ie td a  pawalee ka eNO?) cic winks 216 ea clnre a Wk g oslo e's ee Sola e515 600,000 June. 

go a mis ~  w peterin ee ge a ese pice ste um tes 600,000 June. 
Kansas City Southern ............... Refunding and improvement mortgage 5 per cent. bonds 

CE SEED sks occu rues Os cs ean ees eo ee 10,000,000 5,100,000 June. 





*Guaranteed principal and interest by the New York Central & Hud- 
Se 

e bonds and stock were issued to pay for $12,570,300 common 
stock and $5.082,600 preferred stock of the Bovey « Maine. The New 
Haven — rincipal and interest of the holding company bonds. 
_ On £600,000 ($3,000,000) of these bonds the principal and interest 
is guaranteed by the government of Saskatchewan, and on the remain- 
ing £600,000 ($3,000,000) the principal and interest is guaranteed by 
the government of Alberta. 

‘The principal and interest on these bonds guaranteed unconditionally 
by the Chicago & North Western. 

5$10,000,000 of these bonds were deposited as collateral for 5 per 
cent. notes dated Feb. 1, 1907, and called for payment Feb. 1, 1909. 

*Of the total $20,000,000 bonds, $13,724,000 were sold to reimburse 
the Burlington for the amount spent in the acquisition of the Colorado 
& Southern controlling stock. 

7$25,000,0060 sold in June and $25,000,000 sold in November. 

7aThis refunding, it is understood, is to be done in 1910 with the 
proceeds of the bond sale arranged for in 1909. 

sof ~ amount $3,930,000 was used to pay a stock dividend of 15 
per cent. 

*This was the company organized to buy the coal at the mines of the 
Delaware, Lackawanna & Western Railroad, and its stock was offered 
to the railway company stockholders on the basis of one share of stock 
of the coal sales company for each four shares of stock held of the 
railway company. 

®°aThese bonds were issued to pay for the property of the Colorado 
. North Western, which was taken over by the Denver, Boulder &- 
Western. 


10This is $6,400,000 Western Pacific second mortgage 5 per cent. 
bonds bought by the Denver & Rio Grande from the Western Pacific 
and deposited under the first and refunding Denver & Rio Grande mort- 
gage. 

%q Guaranteed by D. H. Moffat, Beery of the Denver, North West- 
ern & Pacific, and secured by $8,000,000 first mortgage 4 per cent. 
bonds of the Denver, North Western & Pacific. : 

11Guaranteed, principal and interest, jointly by the Elgin, Joliet & 
Eastern and the United States Steel Corporation. a 

12These bonds were pledged as additional security under the $15,000,- 
000 6 per cent. collateral bonds of 1908-1911. 

138Interest is non-cumulative and is payable from surplus. 

14Guaranteed, principal and interest, by the government of the 
Dominion of Canada. 

15The bonds were issued to the Canadian government to be held as 
security for a loan of $10,000,000 which bears interest at 4 per cent. 
and is to be repaid in 10 years. 

16The bonds were issued by the Grand Trunk Pacific Branch Lines 
Company (a subsidiary company of the Grand Trunk Pacific) to pro- 
vide funds for the construction of branch lines in the provinces of Sas- 
katchewan and Alberta, and are guaranteed, principal and interest, for 
30 years by the provincial governments to the extent of $13,000 per 
mile, as follows: Saskatchewan, £500,000; Alberta, £500,000. Addi- 
tional issues will be made as construction work proceeds. 

17The bonds were issued from day to day for refunding purposes. 

18These bonds were given as a bonus of 40 per cent. to purchasers 
of bonds. 
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SECURITIES OF STEAM RAILWAYS ISSUED IN 1909.—Continued. 





Amount 
Amount of refunding Month in which 
Name of Company. Kind of security issued. sold. covered. sold. 
LONG TMIANG oe vvivccccecccssvccsencee Ten-year 4 per cent. debenture bonds............... 16,500,000 HERES, madciat ewe- were 
Louisv. & Nashville, Paducah & Memphis First mortgage 4 per cent. bonds, 1896-1946......... 4,500,000° cwoseae, OME 
Maine Central ...........eee0. dieha sacs Debenture 4 per cent. notes of 1909-1914. ............ 2,000,000 errr 
Manistee & North Bastern............ First mortgage 5 per cent. bonds dated Jan. 1, 1909.. 1,015,000 eae 
id as - By | gta msn veceue Mia eee First mortgage 5 per cent. bonds dated Jan. 1, 1909.. 303,000 ....... Various dates. 
Manitou & Pike’s Peak ............... First mortgage 5 per cent. bonds............ceeeeeeee 500,000 OLS ee ee 
Mexican Northern ..........eee.e0. .. First mortgage 6 per cent. bonds..............seee08. 708,000 708,000 June. 
Mexican Railway ............eeeeees 41% per cent. second debenture bonds, due 1960...... ($2°E00,000) a edwis March, 
Mexico North Western ............06- First mortgage 50-year 5 per cent. bonds............. Rpg ee ee rwasets Various. é 
($15,001,987) . 
Michigan Central ..........+. gio kaw ea 4 per cent. debenture bonds of 1909-1929............ 7,634,000 cases Appell: 
Minneapolis & St. Louis ...........66- 5 DOF CONT. CQUIDMONE DONGE....0... ccc cecceccnecccses GOOCOO ie cnn June 
ad Pm p 2  -unewhineeam ones First and refunding mortgage 4 per cent. bonds of 
NN ae ig racaig gatas alesis 478 6S: a is) «lal eee Reel aie ds 350,00U 1,015,00022 January. 
- = C. ) emale Resume am First and refunding mortgage 4 per cent. bonds of 
RRR SERRE eget ay ener irae 1,015,000 wecoese WSebruary. 
Minneapolis, St, Paul & S. Ste. Marie... Consolidated mortgage 4 per cent. bonds of 1888-19388.. 1,000,000 ceevcee et. 
se “ * “ mE ig ee A IE COIS <6 eae eeieleis. aia soa ord a 6 018] 0 Se Hee 4,032,000 errr. a 
“ i! = - oe ge ET, 66. ko ba CAE wa Re wen we ATOR 2,016,000 icvvane « ee 
Miostontept Central .....ce« a eaiera eats -. First mortgage 5 per cent. bonds of 1909-1949........ 4,100,000 3,254,000 July. 
Missouri, Kansas & TexaS ........0005 First and refunding mortgage 4 per cent. bonds...... 3,310,000 ccooeee§ P@bSuary, 1900. 
Missouri, Oklahoma & Guif......... ... First mortgage 5 per cent. bonds of 1904-1944........ 2,500,000 csccece OTe 
Missouri Pacific ........... avg aria ra Gia tarsin | MMMM Le cers ena as bla: Aid 7005) 9. ag are ei-ouahe@ facala alelercievevenehe ave qreialy 88,251,000 838,251,000 ............ 
oe Bare  aaid Gare isieaielea'e ns «arse MMMNNI eo e'-6) 6.165: 61519) 9) al 4G a to ve aie ela WRN 6-4. Fe wha 6 wR Ags 85,993,000 85,993,000 ............ 
“s Pe eee Refunding mtg. convertible 5 per cent. bonds of 1910. 29,806,000 seeeee. November, 
New York Central & Hudson River...... First series (S. D. & P. M.) 3% per cent. 50-year bonds. 2,500,000 étaaneiecs, ee 
“ls "= is myn raclpcee tees RI Sara haat a alte aren! Gia e: (6 ores oad a ieceetianare Sia ain arieiae or eiidn 44,658,000 21,966,615 December. 
New York, New Haven & Hartford..... One-year 4 per cent. notes, dated March, 1909......... a er March. 
we of * e is Pe - ainalanars UM i ah coal Giga 05-8 6 ase. ane reise were taree aR Maa on hire Oh ever 50,000,000 ..s..+.. December. 
Norfolk & Southern .............e000% One-year 6 per cent. receiver’s certificates............ 1,000,000 weoeees January. 
ae sd errr Cr roe ee One-year receiver’s certificates........... cece ee eee 442,865 «eeeees December. 
Norfolk & Western ........eeeeeeeeee Divisional first lien and general mortgage 4 per cent. 
WN ooo dis. 0 6. 4d K6 e484 e Ceieee ek ne nee 10,000,000 ..eees. February. 
ut i Sigs pe alaniaecre ... Equipment certificates, series L, M, N and O......... 2,800,000 weeeeee October, 
= * wer oO ee et SGN UCN 666 0010 ae 0ian os wince 4 00 oe Wee te eine e owas 1,530.000 -.+++++ December. 
Old Colony RB. Rice cc ccc cccccccccsss MM a atta a aaa ara losae se ¥4:4 «cal ee 6i W's: Wide oer mas Gio an ea Ss er 985,000 1,912,000 November. 
Pennsylvania Railroad ..... Piaeie we eeale ore General first mortgage 4 per cent. equipment trust cer- 
II Fo wee a iaiwincalelasard ac Onto os lc ees Sores emcees 8,100,000 vearatog, “aus 
~ Dean eee es rane RN doe lia cise oo iwdia calG Se Ae S1Sse Rao ere a wee Meee wai 80,000,000 ..+..-. November 
Pittsburgh, Shawmut & Northern ...... EBCOIVER @ CORTIRGCOAEGR: ceric cccciece ce cecesvveecceceeeas 1,600,000 1,600,000 April. 
St. Louis & San Francisco R.R........ Series P, 5 per cent. equipment bonds, dated Oct. 1, 
1909, maturing about $125,000 semi-annually from 
. April 1, 1910, to Oct. 1, 1919........ larg akan Bia serehana arate 2,650,000  ...60. October. 
“ “6 : Oe oictatsueiens General lien 15-20-year 5 per cent. bonds........... é 5,000,000  —«..... - - - June. 
ae as as te Manerrncass General lien 15-20 year 5 per cent. bonds............ 7,500.000 = ......... August. ; 
- ae. 8S de ME ee sr General lien 15-20-year 5 per cent. bonds............ GOOOCOG 9 asccess October. ‘ 
ae ee as Re ngs testahacan ars Refunding 4 per cent. bonds............e.ceeccecees 1,016,000 ~~... . ses July. 
ee Be ae - Oe aia ershe GES Series N 5 per cent. equipment notes................4. 909,000 __....... . July. 
# sanz ne elite ahaa Series P 5 per cent. equipment notes................. 2,650,000 ~—... . «ee October. 
St. Louis So. Western................ 5 per cent. equipment notes................ ccc ewes Cy) re December. 
Southern Pacific ...........00-eeeeeee IE are ties GAR ik ce ololcnleacanines  AGaedaealee  —seiediena le ce velnereaen 
a ey ee ae SMI ONE 5.6.4 6556.5 0s pies 6 og ee 8 tie WO Ne Seles Ganawer ws wesierendeas  haraierdannareacare 
as ED atachig avelsia iain aie oes eaiaracact Convertible 4 per cent. bonds of 1909-1929............ 82,000,0007¢ <0é tase. eee 
Southern Railway .........--eeeeeeee Development and general mortgage 4 per cent. bonds. . 15,000,000 } 15,000,00077 { May. 
. | Slagle Ph a Hr ee nee rere Development and general mortgage 4 per cent. bonds.. 5,000,000 April. 
- wale WAWas 3 ei ee ee Development and gen. mtg. 4 per cent. (series A) bonds 21,333,000 16,000,000 February. 
“# Me Sig aaa SRD IA aCsials Oa REN 4% per cent. equipment trust bonds (series M)....... 1,400,000 astceee 00 
Spokane International ............... First mortgage 5 per cent. bonds, 1905-1955.......... 4,200,000 ..eee.. September. 
Texas Midland ...........06. eaeww ares First mortgage 4 per cent. bonds of 1908-1938........ 2000000 8c eeeeae  cceaneeosee 
Washington Terminal] Co.............. First mortgage 4 per cent. bonds*§................... 2,000,000 cigeatd. castes eswe 
Western Maryland ..............0008. Receiver’s 5 per cent. certificates of April 1, 1909..... 1,250,000 cosecee ADEE 
4 es * Wii en heaalnae ew mare *, Receiver’s 4% per cent. certificates..............52.- 700,0002 ~=—«....... April. 
as eC ee rire Receiver’s 5 per cent. certificates of March 1, 1909-1911 2,000,000 1,133,629 February. 
<4 She 4) Nakao ai Woe Spd eiere ee! eco wks Receiver’s 5 per cent. equipment certificates.......... 536,000 secocce JGBUATY. 
Western Pacihe 2... cccscsscsseseses Second mortgage 5 per cent. bonds.................. UTjOOC OOO nice ca ceneccccce 
Wheeling & Lake Erie ............... Receiver’s 6 per cent. certificates of 1909-1911........ 73,000 acaaeta March 
eS ig a PRO Per en Receiver’s 6 per cent. certificates of 1909-1911........ 1,429,000 wédeiec, “ama 
Wichita Falls & North-Western........ First mortgage 5 per cent. bonds of 1909-1939........ 2,300,000 Slaveaued  aakaucawewse 
a | 
1°The Long Island is to use $6,032,951 of the new bonds to repay 26These bonds were offered to stockholders on the basis of 30 per 
the Pennsylvania for loans advanced for construction purposes. None cent. of their holdings of stock, so that the Union Pacific received as 
of the certificates had been actually issued up to Dec. 17. its share $37,500,000 bonds, which it sold in July to its bankers. 
20The $4,500,000 bonds sold form part of the collateral securing 27J. P. Morgan & Co., who bought the general mortgage bonds, offered 
$23,000,000 notes, which were called for payment April 1, 1909. to exchange these and bonds previously bought for 6 per cent. notes of 
*1These bonds were due Dec. 1, 1910, but through an arrangement the $15,000,000 issue due May 1, 1911, the bonds to be taken at 80 and 
made in June, 1909, with stockholders they were extended to Decem- the notes at 100%. Im April the Southern Railway also drew by lot 
ber, 1930. for redemption $3,891,000 6 per cent. convertible notes. _ 
*2Of these $455,000 were not refunded in 1909. 28Guaranteed, principal and interest, jointly by the Baltimore & Ohio 
*8Arrangements for the sale of these bonds have been made, but no and the Philadelphia, Baltimore & Washington. 
official information as to the class of bonds has been made public. 29Proceeds from this sale were used to pay the interest due April 1 
*°This stock and the 414 per cent. bonds were issued in exchange for on the outstanding first mortgage bonds. 
7 per cent. preferred stock, which was cailed for conversion or redemp- 


tion in July. 








issues and, as usual in the summer, the bond market became 
comparatively dull. 

The two important railways which made large sales of 
bonds in 1909 were the Chicago, Milwaukee & St. Paul and 
the St. Louis & San Francisco. The St. Paul had but recently 
sceld $90,000,000 of stock and is paying dividends at the rate 
o: 7 per cent., so that the reasons for an issue of bonds rather 
than stock is evident. The market price of the Frisco’s 
Stock, the first preferred is selling in the neighborhood of 74, 
is the obvious reason why it issued bonds when in need of 
ney funds. The Frisco’s sale of bonds was particularly in- 
te esting because larger blocks of them were placed abroad 
by Speyer & Co. 

‘"eaker companies found a market for their bonds when in. 








vestors turned from the high grade bonds of the large strong 
railways because of the low income yield. Companies also 
whose credit was not first-class but which were badly in need 
of a readjustment of their general indebtedness fotind it possi- 
ble to sell their bonds and provide themselves with cash both 
for paying off loans and bills and for working capital. The 
Southern Railway, which sold $41,000,000 of development and 
general mortgage bonds and the Missouri Pacific, which made 
arrangements for the sale of $86,000,000 bonds, are examples 
of such companies. 

The strong roads found it profitable to issue convertible 
bonds on account of the high price at which their stock was 
selling and the prospects of even higher prices, so that the 
convertibles brought more than their security and interest 


emaye 


ge ee 
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rate would otherwise warrant. The sale in June by the 
Southern Pacific of $82,000,000 convertible 4 per cent. bonds 
exemplifies the success of such a policy. These 4 per cent. 
bonds are secured only by the general credit of the Southern 
Pacific Company and not by any mortgage on specifically 
named property, bear interest at only 4 per cent., and are 
now selling well above par. This is because the bonds are con- 
vertible into Southern Pacific common stock at 130. When 
the bonds were offered to stockholders in June Southern Pacific 
common was selling considerably below 130 and the bonds 
were successfully offered at 96. Since then the price of the 
stock has risen to above 130 and is now selling in that neigh- 
borhood and the price of the bonds has, of course, risen ac- 
cordingly. The Atchison is another road which successfuily 
sold convertible bonds. These are roads which, because of the 
comparatively undeveloped state of the country through which 
they run, have prospects that gives a speculative character 
to their stocks. Roads like the Pennsylvania, the New York 
Central & Hudson River and the New York, New Haven & 
Hartford are standard railways whose earnings are 
more certain than such roads as’ the Southern Pacific 
and the Santa Fe, and the price of their stock fluctuat- 
ing less widely than the undeveloped railways sells on a basis 
more nearly comparable to that of high grade bonds. These 
companies found a ready market for their stock and by the 
issue of this stock to shareholders funds were secured at a 
comparatively low rate and at the same time, as we have said, 
the payment of an extra dividend was effected. 

It is rather interesting to note that apparently the passage 
of the new corporation tax law has had no effect on the kind 
of security issued by railways. This law, it will be recalled, 
through some mental twist in the minds of the legislature, 
taxes stock dividends and not interest payment on bonds. 
Probably the comparatively small amount of this tax, 1 per 
cent. of net earnings, accounts for the disregard of the pre- 
mium put on a bond issue as compared with a sale of stock. 

The table is probably not entirely complete. Some com- 
panies refuse to give out information as to the arrangements 
made for sale of securities, but in every case where it was 
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possible, the figures given are official. By the amount sold 
we mean the total amount for the sale of which arrangements 
have been made.’ Probably in a number of cases the delivery, 
for instance, of certificates has not been made. This is 
notably the case with the Missouri Pacific, which has simply 
made arrangements through its bankers for the refunding of 
its outstanding bonds, and it is doubtful whether actual cash 
payments and exchange of securities have yet taken place. 
In many cases the roads have not received the money or have 
only received part of it from the sale of their securities, as 
shown in our table. For instance, the New York Central & 
Hudson River offered in December their $44,000,000 stock to 
shareholders at par. This is considered, for our purposes, as 
an arrangement made in 1909, although the first payment on 
stock will not be made until in 1910. Electric roads have 
been entirely disregarded, and the sale of securities amount- 
ing to less than $500,000 has also been disregarded. No at. 
tempt has been made to get the complete list of securities sold 
by terminal companies, except in cases where these securities 
are guaranteed by other railway companies. 

Late in December a number of railways made announce- 
ments of sales of securities that are to take place early in 
1910. The Canadian Pacific, the M., K. & T., the San Pedro. 
Los Angeles & Salt Lake, and the Chicago & Northwestern are 
among the more important of these companies. 





RAIL ORDERS IN 1909. 


The following list of rail orders placed during the current 
calendar year is incomplete, being compiled solely from such 
returns as we were able to get directly from the railways. 
While it could have been made approximately complete by 
taking figures of rail orders as published in our news columns 
throughout the year, such a summary would not be surely ac- 
curate in details, and the details are more valuable than totals. 
Enough companies are included in this compilation to repre- 
sent fairly the trend of present practice as regards the sec- 
tions, weights and materials specified: 








Tonnage. 
NN ON a a ae Se tis es Tr rica te i a SH a 
Arizona & New 
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Atlanta, Birmingham & Atlantic.................... 
Atlantic, Quebec & Western § 


—s 
h cad i 
oi 
SS 
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eee \ 5,000 


ns ee RR. oo oss oii kb ak os oes Yoko ad's 650 
1,000 
2.750 
1,500 
3.500 
3.500 
8.000 
1,897 
3.368 
1,700 
9,100 
3,000 
400 
f 10.000 
i 2,000 
f 6,400 
J 2.600 


9.700 
3,500 


Buffalo, Rochester & Pittsburgh..................... 


eS 


Carolina, Clinchfield & Ohio 


Central New England 


Central of Georgia 


oan gia 


Central of New Jersey 


SD MRO occ cure ciel eee ee ee see Rt he ee 500 
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Wt. Section. Material. Maker. 
— tee. 06|6|l6 (eee ee ewe Lackawanna. 
75 A. 8. Cc. E. Open hearth. Colorado. 

85 A. R. A. Open hearth. Illinois. 

90 Santa Fe. Open hearth. Illinois. 

96 Santa Fe. Open hearth. Colorado. 
See Titanium. Lackawanna. 
85 A. 8. C. E. Manganese. Lackawanna, 
80 A. S. C. E. Bessemer. Tennessee. 
60 A. 8S. C. E. Bessemer. Algoma. 

60 A. 8. C. E. Open hearth. Algoma. 

90 A. R. A—B. Bessemer. Maryland. 

90 A. R. A—B. Bessemer. Carnegie. 

90 A. R. A—B. Bessemer. Cambria. 

90 A. R. A—B. Bessemer. Illinois. 

90 A, R. A.—A. Bessemer. Carnegie. 

90 A. R. A.—A. Bessemer. Illinois. 
100 A. R. A.—B. Bessemer. Maryland. 
100 A. R. A.—A. Bessemer. Carnegie. 
100 A. R. A.—A. Bessemer. Illinois. 

90 A. R. A.—B. Open hearth. Bethlehem. 
90 A. R. A.—B. Open hearth. Illinois. 

90 A. R. A.—A. Open hearth. Illinois. 

90 ' A, R. A.—B. Nickel chrome. Bethlehem. 
| ES . Bessemer. Maryland. 
100 A. R. A.—B. Bessemer. Carnegie. 

15 B. & M. Bessemer. Penna. and Maryland. 
85 A. S. C. BE. Open hearth. Bethlehem. 
80 A. S. C. E. Bessemer. Lackawanna. 
90 A. S. C. E. Open hearth. Carnegie. 

90 A. S. C. E. Open hearth. Bethlehem. 
90 A. 8. C. E. Bessemer. Lackawanna, 
90 A. 8. C. E. Titanium. Lackawanna. 
90 A. 8S. C. E. Bessemer. Carnegie. 

en eo ee Oe er errr 
80 A. S. C. E. Bessemer. Pennsylvania. 
80 A. 8. C. E. Open hearth. Pennsylvania. 
sO A. 8. C. E. Open hearth. Bethlehem. 
80 A. 8S. C. E. Open hearth. Tennessee. 
90 Cc. of Ga. Open hearth. Tennessee. 
90 A. Ri A. Open hearth. Tennessee. 
100 A. R. A.—A. Open hearth, — .eecceeeeeee 
100 A. R. A.—A. Titanium. Lackawanna. 
80 A. R. A. Bessemer. Illinois. 

80 A. 8:°€, ' 3. Bessemer. Illinois. 

80 A: 8.0: Open hearth. Lackawanna. 
80 A. 8. C. E. Titanium. Lackawanna. 
85 T. S. Co. Bessemer. Illinois. 

85 I. S. Co. Open hearth. Illinois. 
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Chicago & Erie ...... 


Chicago, Milwaukee & St. Paul 


Chicago, Rock Island & Pacific 


Cincinnati, Hamilton & Dayton 


Cincinnati, New Orleans & Texas Pacific.. 
AR Ee MOO es Nae 066s hws SNK KR wE SS 
Cumberland Valley .cccscceceesscscseeves 
Delaware, Lackawanna & Western 


Denver & Rio Grande...............4. 
Detroit & Mackinac.........cccesseens 
Duluth & Iron Range...............068. 
Duluth & Northern Minnesota 
Le OG are TE PS LR Cre Rae 


Evansville & Terre Haute 


Grand Rapids & Indiana 


Grand Trunk Pacific....... 


CPI RN aie 05 606 4-060 6 OKC OS 


Green Bay & Western.........+..4- 
Gulf, Texas & Western......... . 
Houston & Texas Central 


MINS MONE 55. sca 4 sia wie 000s Waa eit 


Boo ck | a ieee alee 
eg So a ee ee ee eee 


Kansas City Southern 


RSENaaes MORNE ooo 6 haa, cated ard ew aac orate 


Louisville & Nashville 
Maine Central 


Mexico North-Western 


Minneapolis & St. Louis......... 


Mississippi Central 


Missouri, Kansas & Texas 


Mobile, Jackson & Kansas City........ 
Nashville, Chattanooga & St. Louis.... 
Nevada Northern ............ 


New York Central & Hudson River... 


New York, Chicago & St. Louis 


New York, New Haven & Hartford 


New York, Ontario & Western 


Norfolk & Southern 
Norfolk & Western..... 
Ocean Shore 


POR: BIATUMIOULG | ion dacs eiswenwsicns 


Pittsburgh & Lake Erie........ aie 
Pittsburgh, Shawmut & Northern...... 


@uebee Central ....... 


RUUGBA . oseibseass . 


Tennessee Central ..... 
Texas & New Orleans .. 
‘Texas-Mexican ..... 

Texas South Eastern.. 
Tionesta Valley .... 


Trans-Continental .......... 
VANGAUG! caiasieewvisieeien 
AVADREEY Sodas oatets re 


“20 per cent. may be open hearth. 


Chicago, Indianapolis & Louisville....... 


ee 


Kort Worth & Denver City 


Galveston, Harrisburg & San Antonio 
Georgia & Filoridg......crcccccveccecie 


eer ere esrereereee 


ee 


 ) 


Kingston & Pembroke.............06- 
Lake Superior & Ishpeming 


ed 


Ce 


ee) 


Salem, Falls City & Western 
Southern Pacific of Mexico 


Temiskaming & Northern Ontario 


pen eeaaweee ease 





eeeee 


Toledo, Peoria & Western.. 
Toledo, St. Louis & Western..... 


ee oe 


a 
pacPuam, 
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Section, 


A, &-C. BB 
A. R. A.—A. 
A. BOC. 
A. S. C. E. 
A. 8S. C. EB. 
A. R. A 

A, SS. Ei. 
A. R. A.—A. 
A. R. A. 

I. S. Co. 

i. By Co. 
Special. 
Special 

A. BC. BE. 
sa. & ‘€.. BD. 
Pennsylvania. 
D., L. & W. 


Cc. ¥. & 1. Co. 
Cc. Bo & I. &e. 


A. iB Cy BE: 
Pennsylvania. 


Pennsylvania. 
A. B.C. Be 
A. & €. SB. 
Girder. 
Third rail. 
<b ee 
Cc. Be 
> ee 


Ranh 
Q 


E. 
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Pennsylvania. 
Pennsylvania. 


ie) 
& 
Q 
72) 


Material. 


Bessemer. 
Bessemer. 
Bessemer. 
Bessemer. 
Bessemer. 
Bessemer. 
Bessemer. 
Titanium. 
Titanium. 
Titanium. 


Bessemer Electric. 


Bessemer. 
Open hearth. 
Bessemer. 
Bessemer. 
Open hearth. 
Bessemer. 
Open hearth. 
Open hearth. 
Bessemer. 
Open hearth. 
Bessemer. 
Bessemer. 
Bessemer. 
Bessemer. 
Bessemer. 
Open hearth. 
Open hearth. 
Open hearth. 
Open hearth. 
Open hearth. 
Bessemer. 
Bessemer. 
Bessemer. 
Open hearth. 
Open hearth. 
Bessemer. 
Open hearth. 
Bessemer. 
Bessemer. 
Open hearth. 
Bessemer. 
Open hearth. 
Open hearth. 
Open hearth. 
Open hearth. 
Bessemer. 
Bessemer. 
Titanium. 
Bessemer. 
Open hearth. 
Open hearth. 
Open hearth. 
Open hearth. 
Bessemer. 
Bessemer. 
Bessemer. 


Bessemer. 
Open hearth. 
Open hearth. 
Bessemer. 
Open hearth. 
Bessemer. 
Open hearth. 
Bessemer. 
Bessemer. 
Bessemer. 
Bessemer. 
Open hearth. 
Titanium. 
Titanium. 
Bessemer. 
Bessemer. 
Open hearth. 
Open hearth. 
Re-rolled. 
Re-rolled. 
Open hearth. 
Open hearth. 


Nickel chrome. 


Open hearth. 
Open hearth. 
Bessemer. 
Open hearth. 
Bessemer. 
Bessemer. 
Bessemer. 
Bessemer. 
Bessemer. 
Bessemer. 


Bessemer. 
Bessemer. 
Bessemer. 
Bessemer. 
Open hearth. 
Open hearth. 
Open hearth. 
Open hearth. 
Bessemer. 
Bessemer. 
Bessemer. 
Titanium. 
Bessemer.* 
Bessemer. 
Open hearth. 
Bessemer. 
Bessemer. 
Bessemer. 
Titanium. 
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Maker. 
Illinois. 
Illinois. 
Illinois. 
Illinois. 
lllinois. 
lllinois. 
Illinois. 
Illinois. 
Lackawanna. 
Lackawanna. 
Illinois. 
Illinois. 
Illinois. 
Carnegie. 
Lackawanna. 
‘Tennessee. 
Cambria. 
Pennsylvania. 
Bethlehem and Lacka. 
Colorado, 
Colorado. 
Lackawanna. 
Illinois. 
Carnegie. 
Illinois. 
Bethlehem. 
Illinois. 
Colorado. 
Colorado. 
Tennessee. 
Maryland. 
Cambria. 
Algoma. 
Dominion. 
Dominion. 
Lackawanna. 
Dominion. 
Illinois. 
Lackawanna. 
Tennessee. 
Illinois. 
Tennessee. 
Dominion. 
Illinois. 
Illinois. 
Algoma. 
Lackawanna. 
Lackawanna. 
Pennsylvania. 
JVennsylvania. 
Pennsylvania. 
Pennsylvania. 
Cambria. 
Tennessee. 
Lackawanna. 
Illinus. 
Guest, Keen & Nettle- 

folds, Eng. 
U. S. Steel. 
Illinoiy. 
Steel Rail Supply Co. 
Illinois. 
Illinois. 


Colorado. 
Lackawanna. 
Lackawanna. 
Lackawanna. 
Bethlehem. 
Lackawanna. 
Lackawanna. 
Illinois. 


Bethlehem and Penna. 


McKenna. 
McKenna. 
Bethlehem. 
Bethlehem. 
Bethlehem. 
Pennsylvania. 
Colorado. 
Colorado. 
Lackawanna. 
Carnegie. 
Carnegie. 
Carnegie. 
Lackawanna. 
Cammell, Laird & Co., 
Eng. 
Lackawanna. 
Illinois. 


Illinois. 
Tennessee. 
Colorado. 
Illinois. 
Steel Rail Supply Co. 
Illinois. 
Illinois. 
Lackawanna. 
Algoma. 
Illinois. 
Illinois. 
Illinois. 
Lackawanna. 
Carnegie. 
Lackawanna. 
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MILEAGE OF RAILWAYS BLOCK SIGNALED. 


Our table this year shows a marked increase in total length 
of lines block signaled, and the improvement is still greater 
than appears from the statement of mere mileage, for in a 
rumber of cases automatic signals have been introduced in 
place of manual signals, shortening the block sections 
and increasing the capacity of the lines. By the 
wrongful inclusion of the Grand Trunk our table which 
was printed a year ago (page 1639), made the total of 
signaled lines too large; the comparison of the present figures 
should be made with those which we published May 14, 1909, 
page 1022, taken from the government bulletin. The increase 
in the 12 months is 3,775 miles, or more than 75 per cent. 
greater than the increase which was made in the hard-times 
year of 1908; and large sums have been expended for new 
automatic signals which do not increase the total mileage 
block sigmaled because the lines were worked by the space 
interval before—by the manual block system. The totals of 
the present table and that published last May compare as 
follows: . 

Jan. 1, 1909. Jan. 1, 1910. 
Automatic signals, miles of road............- 12,191 14.419 
Manual 47,358 49,905 
59,549 63,324 


eae eee ees eesesseeereeseseseseseseseee 





In the table a dagger indicates those companies which did 
not respond to our circular in time for this issue, and the 
mileage of which is repeated from the table published last 
May (page 1022). 

The work planned for the coming year aggregates probably 
3,000 miles of road, automatic, and over 1,000 non-automatic; 
but the automatics on the New York Central are to take the 
place of manual signals. 

Following are notes of these proposed new installations, 
. together with explanations of some of the changes from last 
year, and other notes: 

Atchison, Topeka & Santa Fe.—The non-automatic block 
signal mileage on the Atchison system includes six sections 
on which the electric train staff is used. These aggregate 44 
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miles, of which 20 miles is on the steep grade between Jansen 
and Raton, N. M. The new work proposed during the present 
‘year by the Atchison includes automatic signals on double track 
lines as follows: Bucklin to Rothville, 13 miles; Cedar Point 
to Wagoner, 12 miles; Illinois river bridge, two miles; also 
automatic signals on the single track between Los Angeles 
and Garvanza, five miles; also manual signals on the middle 
division, 147 miles. The 20 new interlocking plants proposed 
for the coming year were noticed in the Railroad Age Gazette 
of December 17, p. 1220. The company also proposes to take 
out enclosed disk signals on 13 miles and put in their place 
electric motor semaphores. 

Baltimore & Ohio Southwestern.—This company is to begin 
at once the erection of automatic block signals between Cin- 
cinnati and Loveland, 24 miles. 

Baltimore & Sparrow’s Point-—The manual block system 
will be extended two miles. 

Buffalo, Rochester & Pittsburgh.—On this road the block 
signals are used ordinarily only for the protection of passen- 
ger trains. 

Bessemer & Lake Erie.—The increase of nine miles in this 
road during the past year includes one section of 0.8 mile 
operated by the electric train staff. 

Boston & Maine.—The mileage of automatic block signals 
on this road shows during the past year the very large in- 
crease of 207 miles; and during 1910 the company proposes 
to equip 475 miles of line (single-track) with automatic 
signals. . 

Chicago & Alton.—On this road there has been during the 
past year an increase of 249 miles in automatic block signals 
and a decrease of the same mileage in non-automatic. During 
the coming year the company proposes to put up new auto- 
matic block signals on the double-track between Bloomington 
and Atlanta, 19 miles, and between Iles and Nilwood, 27 
miles. . 

Chicago, Burlington & Quincy—This company proposes to 
introduce the controlled manual block system in place of the 
simpie manual, on its line from Lincoln, Neb., to Denver, Colo., 
482 miles (single-track). 








LENGTH OF RAILWAYS WORKED BY THE BLOCK SYSTEM, JANUARY 1, 1910. 














1 2 3 4 5 6 7 8 9 10 11 
ti tMiles of road ~ 
Automatic Non-automatic Percentage 
-—block signalsk——, —block signals——, Total operated 
’ Two or Two or Total, passenger under 
i : Single more Single more both lines block _ Increase, 
Name of Railway. track, tracks., Total. track. tracks. Total. kinds. operated. system. miles.* 
Alabama Great Southern.—-See Queen & Crescent. 
Atchison, Topeka & Santa Fe, including Pacific Coast and 
re ee Oke ah hacks bb wiles ee oS eR ewe seh en 63 60 123 985 453 1,438 1,561 8,307 Bes 2 
DER PME Os 25 bb ca as Eee oie hee ied oh oe eS OS Fic ween pints —— 6 6 6 225 2 des 
Sti a en. face shee ae see kobe ee Shae vss eases =a 2 2 505 82 587 589 4,240 14 94 
Pen EOI oe ci eG cb bh hese Eke whe hee eS SS hE SO 13 166 179 590 712 #§ 1,302 1,481 3,241 46 421 
RIAU Os AOMED DIDI ROIOTENs 6 0 <0 0505s s0 cs snus ee s cue oF ane 9 51 60 60 981 6 : 
ST CO i a sees ere are Sei 3 3 3 5 64 
Or i rie NUD © 6 cles Ck Sk b.0 aS ie nina wae eens 's Bieis ui Sone ae 91 104 195 195 188 100 9 
RMD RNR EBD Ca oes cd Ch Sam wie Sb aia Se ws o-6 Grsleie wis 4 539 543 Save 5 5 548 2,239 24 179 
Ph CRE cc nles ss ss hae cess babies ken xn shows ee a 11 11 shes sate aes 11 11 100 
eee gk eee ae Pl ee 14 14 Ss ee ox 14 14 100 
eee OO ot. eer ee Se reus he Ae 298 124 422 422 422 100 
Senne, an RRND MCT ERER GS 1 ins wists bie wie SS oie wise Swi 8 eae 8 note WE. Joa 8 26 30 
Senn ee RNR ne has bbs k Sb wis W's o tie: Siew ahs san — — 2 Sees 2 2 23 10 
Se RE COS k bc nkb se ae epee eS oa sce ee ss ish s ees es sone 52 12 64 64 1,915 4 4 
NS ge eee Sy ree ee ee ee et re 13 199 212 eu ie eas 212 470 45 ae 
i a Lok ack sas bok CEES RS Neb ee cee ee hic ise ae Lr 2 slice 2 2 403 sae ie 
Oe sc cikin gsc eso e Sk ee b bes K's bs ees ees ese 48 48 1.209 256 1,465 1,513 1,446 100 = 
Chicago & Alton ....... eeabn rebar skbe seb siseses uses So 416 145 361 141 ists 141 702 999 70 a 
Sa ye a ee eee 4 103 107 169 58 227 334 693 ce 15 
Chicago & BMorthwestern. ..... . 2... 2. .005s.0e.sencscess 735 735 2,154 116 2,270 3,005 7,724 39 a 
A EES Og SS ee ee ie ee 18 18 ae 9 27 27 100 
ee ee eS a eee eee 28 28 = 8,152 525 8,677 8,705 8,705 100 
es ee TOR oss 5 coin ipo 5's re BH sis os WN ime wy 96 eis we 16 16 264 27 291 307 1,474 21 8 
Chicago, Indiana & Southern.—See N. Y. C. 
Cann: Desens ae GE SARNE GS as 6 ose ceccceesceeces 6 43 49 3,487 385 3,872 3,921 6,550 60 me 
Chicago, Milwaukee & Puget Sound (see note)........ oe WA sate 1,254 ER 1,254 1,254 1,254 100 oe 
Pe CCL. Cl ec che ace bs PKs b women ob kha RSG iu Eo ae 93 93 93 153 61 a 
Penne. ONE CEE UMN eS cals sb om Sip ss ois bo ooo < S's te s's 1 5 2 tet soe 1 235 pon a 
CUS, Rt SUION OY RIO ss 5 0100's S.0(h Sir ms alee Ss wS'e 0100 406 280 686 912 ee 912 1,598 7,941 20 915 
Chicago, St. Paul, Minneapolis & Omaha................ oe 6 6 592 64 656 662 1,487 44 oe 
CeCe URE II. 5 55 bss a G\nie bie e.cs.c 0s swans » en 5 5 ‘py ie sais 5 46 12 
ee ee Ae eee AE my A 11 erik 11 11 148 8 
CRSEE, RNNIDIN EC RPRUOOR So 506 boas wo ce des ccews ie 8 8 73 20 93 101 907 
Cincinnati, N. O. & T. P.—See Queen & Crescent Route. 
eee een ee ee ee ee ee ee 126 16 142 142 178 80 
SelereGo DEM CEROTES “MBE ) soins cscs cc cisecewsss 355 niet on are oat wwe 


*Increase over mileage reported to the Interstate Commerce Commission one year ago (Railroad Age Gazette, May 14, 1909). 
+Figures taken from Government report of last year. Corrected figures not received. 
tFraction of .5 or more called 1 mile; less than .5 ignored. 
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LENGTH OF RAILWAYS WORKED BY THE BLOCK SYSTEM, JANUARY 1, 1910.—Continued. 








: 1 2 3 4 5 6 7 8 9 10 11 
—_—__—_——§ —tMiles of road———-_—_—-——_ 
Automatic Non-automatie Percentage 
-—block signals——. ———block signals——, Total operated 
Two or Two or Total, passenger under 
Single more Single more both lines block Increase, 
Name of Railway. track. tracks. Total. track. tracks. Total. kinds. operated. system. miles.* 

TOOTRrGl! BO TGABOR! bo ionsc eins Ves RoW Ree oed ee ene - 8 14 22 22 22 100 

Cumberland & Pennsylvania ..........cccccceccrcceees “xt 4 3 7 7 31 23 

bE OT rrr en rr ie eee Vf 7 19 ee 19 26 162 16 

Davenport, Rock Island & Northwestern..............+. 5a rai 41 1 42 42 42 100 

ee RO a reer ree eee eee “164 241 405 1 ‘ 1 406 744 55 ae 

Delaware, Lackawanna & Western.. 52 480 532 6 ate 6 538 922 58 51 

Duluth & Iron Range ............. ee nore care 14 2 16 16 168 10 .e 

Duluth, South Shore & Atlantic....... Pd Bak 4 as 4 4 593 

Se ie RIN 9665.4 6-4 8 DE RE DEW SENET ON 0 0 we wes wares sah wee 56 ea 56 56 56 100 

CSR a ae re CT Tee Tee ee ee eee or 100 100 923 620 1,548 1,643 2,068 70 

Galveston, Harrisburg & San Antonio.—See So. Pacific. S 

Grand Rapids & Indiana...............+.. eta Claes age one foes eratls 2 ae 2 2 537 

Grand Trunk System (St. Clair Tunnel)...............0685 1 2 3 4 ee Pee 3 

NE alates a 'dileaid'a 8 dis SAGE oo «A De) o 6.96 Ne Kew a 8 62 70 260 ae 260 330 6,529* es 

i NE A sai ab iA 6s oe AROMA AAS SSW 0s «com eels iactate as i 75 nr 75 75 337 22 

i osc ae 6 area 6 416 aa ee we Rab eee) els 6 88 eelww nes 6 6 as , wa 6 6 100 

RN I 69s wa. 6 a6 1k Gud Oe oe SO GM aH © bre 0600S 06 31 ° 246 277 5 5 282 4,273 7 
MOR ce MUERTE = VOMOG. cin ce ccc en seestviseseva 7 4 1,192 

Iowa Central SNE I Bs a 599 '0-4:6:10'0 G0 i018 4 0 0 i8 0 owe evans rr dite wae ee are eiaes ee ea 

yKansas City, Clinton & Springfield.................-.05- 8 aa 8 ae ade Re 8 155 5 

Kentucky & Indiana Bridge & Railroad Co.............. sees lt yee 7 3 10 10 10 100 - 

Lackawanna & Wyoming Valley .............eeeeeeeee tata bene as 1 2 3 3 23 15 aie 

Lake Shore & Michigan Southern.—See New York Central. 

RE EEE og ha 1ea' 4 GSO 24 WW AI OW OE SW ON AH OLN io oe «088 14 467 481 675 61 736 1,217 1,181 100 

rr ee re ee reer 4 93 97 mee 23 23 120 392 81 F 

SENT A, UIE 3 o.oo nda 0:00 0 6. bid 064 Was Oe 98) wow wre ee 25 10 35 91 44 135 170 3,775 4 pi 

NES I ooo a Arg 57% We 6:4 eLacs 0a awa Ra aS Grae 8 Salelw e's 276 45 321 re ae 321 903 36 130 

DEMRUUGUOR Ge BOUGHORD 2c cst ie ccs nec ce cv er erie sesense een eee aia 4 rer ‘4 = 4 51 7 ae 

Michigan Central.—See New York Central. 

Minneapolis, St. Paul & Sault Ste. Marie................ gfe wan ie 1,992 res 1,992 1,992 — 100 P 
IIE TOMI gk a Soe ws. & ose: wai Soe 418 4:% ace.ys 40 eneie Sates eats erie at 4 + 4 ne A 

eee ce ee ee ee are Roatatts <a mcs eis as oe 

NIE I rn Ge Solin 6 in'vey a8 91/8 16 Wide oe ave walele 48 oe tG aa 4)0e 8 44 17 61 27 r 34 95 3, 864 3 y | 
St. Louis, Iron Mountain & Southern................. 84 9 93 7 1 8 101 2,577 5 we 

RI RIUM gs 15 arch ota oi Gold cd. Rinse SENS SLED AVA wid dw ar ouain arian 5 5 42 42 47 825 6 

+Monongahela (less than 1 mile)........... ec eee eee e eens ee nen aie ‘ ome were wea wad es 

BIORMRRONOIG CONMOCTIOE occ. ects ccs seieceseecveves giorora — aks 9 4 + 4 55 8 

Morgan’s Louisiana & Texas.--See Southern Pacific. 

Nashville, Chattanooga & St. Louis........cccccccccccees ene tess as 93 5 98 98 3 

STUUR Me IOUT TIIIOEC® 60.05 65 606 000 tcn se sewcnedeee re ate emis 3 2 5 5 ‘2 

DY TOUR Gy TGS BM. ok vv ici cccceesceccccscces ree 38 38 avai a wae 38 38 100 ‘ 

New York Central & Hudson River................-20e% ee ere 236 236 1,712 884 2,596 2,832 2,844 4 
Pen A NES 30. o's GA's 154 a. inid dg S64 also @ oly oN canis 182 182 rats 25 y 207 380 55 

New York Central Lines (West) : 

Chicago, Indiana & Southern................e0200. aatets 2 2 17 oY! 19 303 6 or 
Cleveland, Cincinnati, Chicago & St. Louis.......... sagas mere ews 549 318 867 867 1,763 49 cor 
Se RUNG: Re NEI S05. ue Kno Wis 0) 4161808 9d eee vow alee dais et reed 873 9 882 882 832 100 863 
Lake Shore & Michigan Southern................... 7 513 520 1,038 17 1,055 1,575 1,451 100 64 
Dunkirk, Allegheny & Pittsburgh................ es ee went 90 rea 90 90 90 100 
Lake Erie, Alliance & Wheeling................ areas aire 88 as 88 88 88 100 
RIE I ok ows yok Cae we A on eta ais ao Selene — 272 272 901 19 920 1,192 1,192 100 
ge Sg ST eee er err eek err ahanene re 3 2 5 5 338 Z 
Pee Ge THOUS: FIG ok ce teksevesscesseeeens siensie 149 149 20 3 23 172 191 87 

New York, New Haven & Hartford...............ceeeeee 20 236 256 258 284 542 798 1,968 41 a 

Now ZOrk, Gntario G& Western «2c cscvcccseeveccseces ‘“ 36 110 146 chaos Sate Pre 146 493 30 9 

pS ES Sn re err ee eae 4 134 138 1,345 162 1,507 1,645 1,719 95 

eR ENE ak aoa erala are, abe A SS U6Ia we Kowa Mer Le 48 4)o.s Oar a 2 58 60 1,016 223 1,239 1,299 4,732 27 

SO errr ec er em eee 1 9 10 cana Jas ian 10 327 3 

WADE WRN, NG a a ia. 5 G6: 4-0 9b 14.0 0.20: 64.0 esaigy 6:69 tessa 0 0-4) 0,6 teers ina tee 16 a 16 16 30 53 

Oregon Railroad & Navigation Co.—See Union Pacific. 

RONAN RENN cia 5i0%5 <6) 9 0S. isso ata ASR GR Ri cae al Otgnd 970) aa e BRAS re 246 246 1,271 960 2,231 2,477 3,296 75 20 
PURE URE RN AOENOD, 5 5 66s: 088 Si 6 o SAWS S66 -01s Sia elecese'e sates sien we 288 146 434 434 439 99 3 
Philadelphia, Baltimore & Washington.............. Carers 36 36 108 179 287 323 638 50 
WERE 2GPNNG Ge TOR TOTO: oo is6 occ cc cst eeccbeccnee Rashi 94 94 46 34 80 174 291 60 

Pennsylvania (West) : 

PPOMREVIVOMEN COMNDOIY 6 o.siveise e's ew ecerecevecvcccicnvese Saves 241 241 200 428 628 869 1,312 66 oe 
Pittsburgh, Cincinnati, Chicago & St. Louis........ ehanera 9 9 611 492 1,103 1,112 1, ‘417 78 9 

BOGETR ie Atl CUI oie 55.64. 5.0 0 0-6 0 ie eNO Se oe eas Stone a ota ne ase 6 6 6 15 39 

Ort RAMNRAIRIOIIONS | arm farrg ae 6 6s ig jaj dod aSe Guaola les we 44) 4 WB 0ns 6G <8 13 eer 13 19 Hace 19 32 1,537 2 

Philadelphia & Reading, including Atlantic City and other 
MRM AM recs) ign tas Saag alates, «ave B0\a ab, eons slew 21 442 463 255 122 377 840 1,181 Zi 

Philadelphia Rapid Transit Co.......... ccc ewe eee eee ees rae T 7 bare aes rete 7 7 100 

Pittsburgh & Lake Erie.—See New York Central. 

Queen & Crescent Route: 

Alabama Great SOuthern. .. icc cic ccc cess ccccces 92 saad 92 er aed atcn 92 291 31 
Cincinnati, New Orleans & Texas Pacific............ 266 69 335 1 ee 1 386 336 100 

Richmond, Fredericksburg & Potomac.................... meets oe ears 10 78 88 88 88 100 

St. Joseph & Grand Isiand (less than 1 mile).......... sisieke sites aera ‘aa pate a aya wets oa 

BG Tate Be BS PRAMS soos sk 6 vine 6 a6 wien ere eee nee cas 208 37 245 183 By 183 428 4,727 9 

St. Louis Merchants’ Bridge Terminal.—See T. R. R. Assn. 

St. Louis Southwestern (less than 1 mile)................ Sucre sata hard Paes 

San Pedro, Los Angeles & Salt Lake.............--.005- 1 wiaie 1 yy ne ad 1 1,066 ‘ ae 

SAS DEN CRIS SE Oe ee eee eee ie eh aoe ens 214 me 214 214 2,437 9 ie 

CO Pee IOS ee ee erave ie Wialalexdleleieie ioimle/ere oerat 3 3 1,595 240 1,835 1,838 6,648 28 ® 168 

7Southern [llinois & “Missouri PROMI ease oheinieiare-v ee Ga'aiai.as 5 5 ree oats mere 5 5 100 zt 

Southern Pacific, Atlantic System: 

Galveston, Harrisburg & San Antonio.............. 215 os 215 aide sree ae 215 1,271 17 125 
ee ee 104 aia 104 eee wees ae 104 140 74 
Morgan’s Louisiana & Texas...........ccceccceccece 95 Sarg 95 ee ai ee 95 242 39 
ORAS We OW CORIO RIG sis 52556. 5055.0:0 0 oh t eed bed wees vel 110 ve 110 ~ Pte abe 110 438 25 = 

Southern Pacific, Pacific System...................0008. 1,923 135 2,058 95 oe 95 2,153 6,340 34 160 

RUNNIN UMM TRTNT So ons ig ka i's Ge en 488 5 8 hie eho acetate 8.0.08 ae ard oie ae aadig rea ha a iets a4 nt es aes 

Staten Island Rapid Transit ............. cece eee e eee mayen 10 10 abi ca ee 10 10 100 

Terminal Railroad Association of St. Louis.............. or Ses 12 12 Sa 2 2 14 22 tee 

MMT > is URN os cao sic new wns ele Sheba parte 6 @ cera iw ade ae 24 mr 24 i ed rer 24 129 19 

UMMM DR te eee haters car cst Wa Aunureheinie Sing OAS ia 6 6 9a%e iets 1 1 1 1 2 3 7 oe 

WOO PAcihe: (G06 OTC) onion cc ks scsicecscveveescecdses 857 461 1,318 11 ee 11 1,318 3,416 a 
Oregon Railroad & Navigation Co................ ae 418 mee ee Pee 418 1,327 31 A 

’ OS SCS a: OF an ee ee 367 7 374 moe See atata 374 1,457 26 40 

PMMREEEEIRIE So aerc aa gsteicdces0l-4ce) S erbsdi er atelbree ever aie eae are la neiigid wie wlécehd 6% Paes Sane shat 202 36 238 238 828 30 

Virginian ..... Pea tral cia a Wa Vare Se av eial tan AV ere acsickue Weta nes aie. sveitoioraraats ee aah shean 2 ane 2 2 859 

INE oo MS AE} ET Ad wd oe aA ieee 4 DNAS Duele pe aes mens 7 7 1,727 94 1,821 1,828 2,009 91 

Wabash Fittsburgh Terminal................. tisha igh aascolie Roe 4 + ance Pee: ie 4 64 6 

VERITON BOUCHIOID 66 ccc cect e ccc ssedsivesesesecce sans are ree 32 “ae 32 32 100 

UATE: “TOPUNUMNA xo. 0650 63o0:0 0.0 swine eee 46 09 ovis es one eters 2 2 eran ware era 2 2 100 


Wisconsin Central—See M., St. P. & S. S. M. 
a lel A rhe TCA OES OTL el 6,436 7,988 14,419 40,823 8,593 48,916 63,324 158,938 
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Chicago, Milwaukee & Puget Sound.—No report received. 
As the whole road was worked by the block system last year 
we have assumed that the same is true this year. 

Chicago & North Western.—Automatic mileage increased 
129 miles, non automatic decreased 245 miles. 

Chicago, Rock Island & Pacific——The increase in automatic 
block signals has been 422 miles, and in non-automatic 493 
miles, a total increase of 915 miles, largely single-track. The 
manual block signal mileage reported includes nine miles 
worked by the electric train staff and nine miles of simple 
manual block system worked by telephone. All of the auto- 
matic block signals put up during the past year are three- 
position upper quadrant. 

Chicago Terminal Transfer.—Proposed increase, six miles 
double track, automatic. 

Cincinnati, Hamilton & Dayton.—This road reports auto- 
matic signals for the first time. It is proposed, during the 
coming year, to erect automatic block signals on 22 miles of 
single-track and seven miles of double-track. 

Delaware, Lackawanna & Western.—The increase in non- 
automatic block signaling on this road includes 4.3 miles on 
the Bangor & Portland division, where the electric train 
staff is used. The train staff stations have no attendants, the 
staff being taken out by the trainmen after consultation by 
telephone with the train despatcher. The new signaling pro- 
posed hy this road for the coming year aggregates 83 miles, 
as follows: Single-track automatic, Chenango Forks tc Cort. 
land, 32 miles single-track; Waterville to Utica, 20.5 miles, 
automatic, and on third track, Scranton to Pocono, 30.2 miles. 
Electric motor signals will be used for all of these installa- 
tions. 

Great Northern.—The statement of length of road operated, 
6,529 miles, is unofficial. 

Grand Rapids & Indiana.—This company uses the block 
system, on the mileage shown, only during the months of 
July, August and September. During the coming year it is 
proposed to establish the non-automatic block system between 
Fort Wayne Junction, Ind., and Sturgis, Mich., 56 miles. 

Grand Trunk.—From the report issued by the Interstate 
Commerce Commission, showing mileage January. 1, 1909, it 
apnears that except for the three miles now shown the state. 
ments heretofore sent out by this company are erroneous, the 
term “block signal’ having been interpreted on this road so 
loosely as to include something that does not embrace the 
space interval principle. 

Lehigh Valley.—Automatic block signals to be installed dur- 
ing the coming year on the Perth Amboy branch, nine miles, 
double-track. 

Maine Central.—The increase during the past year in auto- 
matic block signals has been 130 miles; expected increase in 
1910 approximately 150 miles. 

Missouri, Kansas & Texas.—This road has block signals only 
in half mile sections at four principal points. 

Missouri Pacific—On the Iron Mountain it is proposed in 
1910 to install automatic signals from Hogan to Piedmont, 
Mo., 29.6 miles. 

Naspwille, Chattanooga & St. Louis—It is proposed to in- 
stall controlled manual and automatic signals combined, be- 
tween Cowan and Sherwood, 9.1 miles, with a view to running 
trains wholly by the block signals and without written train 
orders. Plans are under consideration for the installation 
either of this system or automatic signais alone on 30 miles 
of line near Nashville. 

New York Central Lines.—On the New York Central & Hud- 
son River during the past year the manual block system, part 
controlled and part simple, has been abandoned on 61 miles 
and automatic signals put in its place. The automatic sig- 
nals are three-position upper quadrant. On another length of 
60 miles three-position upper-quadrant signals were put up in 
place of two-position lower quadrant. During the coming 
year the manual block system is to be installed on 177 miles 
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of the Chicago, Indiana & Southern. On the Cleveland, Cin- 
cinnati, Chicago & St. Louis automatic block signals will be 
installed in place of the manual system on 262 miles. On the 
New York Central & Hudson River automatic signals will be 
installed in place of the manual block system, much of it 
controlled manual, on 215 miles. On the Harlem division, 
between Mount Vernon and White Plains, where the line is 
being electrified, alternating-current automatic block signals 
will be installed in place of the automatic block signals now in 
use on that section of the road. 

On the Michigan Central the telegraph block system is used 
for the protection of passenger trains only. 


New York, Ontario & Western.—This company expects dur- 
ing 1910 to erect automatic electric-motor block signals be- 
tween Luzon, N. Y., and Liberty, six miles, and clock-work 
disk signals between Carbondale, Pa., and Pleasant Mount, 
11.2 miles. 


Northern Pacific—The increase of 40 miles in the automatic 
block signal mileage of this company represents the substitu- 
tion of automatic for manual signals on the line, double-track, 
between Seattle and Tacoma. The non-automatic block-signal 
mileage on this road includes 116 miles more worked by the 
A BC system than last year, that system having been intro- 
duced between Billings, Mont., and Livingston. 


Norfolk & Western.—There was an increase during the past 
year of 71 miles automatic, but a net decrease in the total, the 
manual block system having been abandoned on a consider- 
able mileage. 

Pennsylvania.—The mileage statement of this road was 
made up September 30, but we understand that no important 
changes have been made since that date. As to new work, 
this company advises that the introduction of the block sys- 
tem on all of the passenger lines of the company is in imme- 
diate contemplation. Notes on seven important interlock- 
ings now in course of construction, and on eight others, which 
it is proposed to install in the near future, are given in the 
news columns of this issue. 


Philadelphia & Reading—The automatic mileage on this 
line includes 16 miles of line on which no passenger trains 
are run. 

Queen & Crescent.—On the Alabama Great Southern dur- 
ing the past year the increase has been 18 miles. On the C., 
N. O. & T. P. three electric interlocking plants are to be put in 
during ithe coming year, one of 14 levers, at Cincinnati and 
two, of 44 levers and 36 respectively, at Chattanooga. 

St. Louis & San Francisco.—The statement of total miles of 
passenger lines operated is estimated. Increase in automatic 
during the past year 204; decrease in manual, 208 miles. It 
is proposed during the coming year to install automatic block 
signals on 495 miles of road, namely: 
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Southern.—This company is to install a 24-lever mechanical 
interlocking at Austell, Ga. The plant will have power dis- 
tant signals. This company has decided that all new sema- 
phore signals hereafter erected shall be of the upper-quadrant 
type. 

Southern Pacific, Pacific System.—Increase of automatic 
mileage, 160 miles. Six new mechanical interlocking plants 
are to be erected during the coming year and six all-electric. 
This proposed new work has been noted alrady in the Rail- 
road Age Gazette. It is proposed, during the coming year, to 
install automatic signals on 440 miles of line. 

Southern Pacific, Atlantic System.—tIncrease in automatic 
mileage during the past year on the Galveston, H. & S. A., 
125 miles. It is proposed during 1910 to install automatic 
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block signals on this line between Del Rio and Langtry, 64.7 
miles. 

Union Pacific.—On this road the total block signal mileage 
is the same as the total automatic mileage, the entry of 11 
miles, non-automatic, representing a section of road where the 
electric train staff system is used, while at the same time the 
road is equipped with automatic block signals. During the 
coming year it is proposed to install automatic block signals 
from Topeka, Kan., to Salina, 117.4 miles and from Sand 
Creek, Colo., to La Salle. 45.3 miles. On 208.8 miles of line 
heretofore single-track a second main track is being built and 
the automatic signals will be rearranged for double-track 
working. The seven electric and 12 mechanical interlocking 


plants proposed for the coming year were noticed in our issue 


of December 17. 

On the Oregon Short Line during the past year the increase 
in automatic block signal mileage has been 40 miles. During 
the coming year it is expected that 299 miles of line will be 
equipped with automatic signals; and of this 19 miles is 
double-track. 

On the Oregon Railroad & Navigation Company’s lines dur- 
ing the coming year 18 miles, single-track, will be equipped 
with automatic block signals, and a considerable mileage, 
which now has non-continuous automatic signals, will be made 
continuous by the erection of new signals. 





CARS AND LOCOMOTIVES ORDERED IN 1909. 


The folicwing tables show the new freight cars, passenger 
cars and locomotives ordered by American railways in 1909. 
The collection of this data involves a large amount of time 
and labor, and the compiiation is necessarily subject to some 
slight omissions, but it is sufficiently accurate to meet the 
general purpose for which these statistics have been prepared. 
Practically all the data is derived from official sources, but 
in a few instances where no replies have been made to in- 
quiries, figures from our regular weekly records have been 
used. Attention is called to the fact that these statistics 
refer to cars and locomotives ordered during the year; statis- 
tics of equipment built during the year are given elsewhere 
in this issue. 

The orders received have been far larger than last year 
and compare very favorably with the average orders placed 
during the nine years since this record has been kept. The 
car and locomotive shops have sufficient orders now to keep 
them running for some time. The totals show that during the 
year there were ordered 189,360 freight cars, 4,514 passenger 
cars and 3,350 locomotives. Of the freight cars 74,820 are all 
steel and 77,532 have steel underframes. Of the passenger 


cars 1,635 are all steel and 943 have steel underframes. Of the 
locomotives 238 are compound and 163 are Mallets. The totals 
for the last nine years are as follows: 
———Cars———+ r -Cars—-——_, 
Locomo- Passen- Locomo- Passen. 
Year. tives. ger. Freight. Year. tives. ger. Freight. 
1901... .4.340 2,879 193,439 1906 9,642 3,402 310,315 
1902... .4,665 3459 195,248 1907... .3,482 1,791 151,711 
1908... .3,283 2,310 108,936 1908... .1,182 1,319 62,669 
1904 2,538 2,213 136,561 1909... .3,350 4,514 189,360 
1905....6,265 3,289 341,815 
FREIGHT CARS ORDERED IN 1909. 
Purchaser. No. Kind. Capacity. Builder. 
Ala. Great Southern... *250 Gndola.100.000 Standard Steel. 
*375 Gndola.100.000 Standard Steel. 
*200 Flat ..100,000 Pressed Steel. 
Alabama Gt. Southern. 55 Bx. bds. 60.000 Mt. Vernon Car. 
7 Gondola 80,000 Mt, Vernon Car, 
15 Coke... 60,000 Mt. Vernon Car. 
1 Flat.... 80,000 Mt. Vernon Car, 
Alabama & Vicksburg. . 85 Box ... 60,000 West. Steel C. & F. 
17 Box ... 60.000 American C. & F. 
4 =, . 80,000 American C. & F. 
1 ... Company shops, 
Aliquippa & So. R.R....  *25 Gndola. “300, 000 American C. & F. 
*5 Flat.. ey 7000 American C. & _ 
+6 Box ... 80,000 American C. & F 
sm. Smelters Sec. Co.. *100 Ore. 150:000 Ingoldsby Auto. Car Co. 
730 Flat.. *100:000 Middletown Car Co, 
nglo N’f’d Dev. Co.... We BEE 6-5 wsese. eee Silliker Car Co. 
28 Flat........... Silliker Car Co. 


*Asterisk indicates steel cars. 
+Indicates steel underframe cars. 
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500 Refrig. . 70,000 
71,000 Box ... 80,000 
93 Caboose 

Bellingham Bay & B, C. 10 Flat.... 70,000 
Berwind-White C.M. Co. *300 Coal... .100,000 
Bird’s Hill Sand Co. *18 O. dmp.100.000 
Birmingham Southern.. *80 Coke. - 100,000 
*20 Hopper 100: om 

710 Box ...100,0 
Borough Dey. Co...... 15 — 90,000 
Boston & Maine...... *900 Coal.. 80,000 
*1,000 Box ... 80.000 
7200 Ice. ... 60,000 
732 Caboose..... 
Boyne City, G. & Alpena 20 Logging 60,090 
Brooks Scanlon Lbr. Co. 10 Flat.... 60000 
.... Tank .. 80,000 ‘ 
Buff., Roch. & Pitts... +500 Box ... 80.000 
500 Box ... 80.000 
*1,000 Hopper 100,000 
Buff. Un. Furnace Co.. *25 Hopper 100.000 
Butier Co. B.R.......> 2 Rox... 800M 
Cal. Westn Ry. & Nav. 20 Flat.... 50,000 
Canadian Northern.. 7 Refrig. . 60,000 
100 Flat.... €0,000 
= Box ... 60.000 
15 Caboose 40.009 
1 ~ Box ... 60,000 
0 Caboose 40,000 
750 Box ... 60,0090 
7100 Flat.... 60000 
100 Box . 60,000 
Canadian Nor. Ont..... 50 Box ... 60.000 


*100 
Canadian Nor. Quebec.. 3 


2 Caboose 40.000 
Ore. ...100,000 
Caboose 40,000 


1291 


Ann Arbor. .......... *500 Coal... .100,000 Standard Steel. 
300 Box ... 80,000 Standard Steel, 
Ark., Okla. & Westn... 15 Box ... 60,000 ticks Loco. & Car. 
Armour “a i ae 400 Refrig. . 60,000 Company shops. 
“3 ae Bastcnees ks 4500 Auto... 8,000 Am. Car & KFdy. 
*1,050 Refrig.. 60,000 Am. Car & Fdy. 
433 Caboose ..... Am. Car & Fdy. 
*500 Tank... 80,000 Am. Car & Fdy. 
4500 Au, Frn 80,000 am. Car & Fdy. 
#500 Auto... 80,000 Am. Car & Fdy. 
+5,000 Box ... 80,000 Am. Car & Fdy. 
7500 Flat.. 80,000 Am. Car & Fdy. 
735 Caboose. Company shops. 
71,000 Ballast. 100, 000 Nat’! Dump Car Co. 
+1,000 Dpg stk 80,000 Nat’! Dump Car Co. 
Atl., Birm, & Atl...... 25 Stock... 60,000 Am. Car & Fdy. 
Atlantic Coast Line.... 7500 Vnt. bx. 60,000 Barney & Smith. 
425 Hopper. 80,000 Pressed Steel. 
*50 Hrt Con100,000 Rodger ballast Car Co. 
*1,200 Box ... 60,000 barney & Smith. 
7240 Box ... 60.000 So. Balt. Stee] Car & F. 
Alt. & St. Andrews Bay 10 Box ... 60,000 ticks Loco. & Car. 
‘Atlas Car Company... *10 Tank .. 60,000 Chicago Steel Co, 
Augusta Southern .... 5 Flat.... 50,000 Georgia Car. 
Baltimore & Ohio..... +1,000 Gondola100.000 Standard Steel. 
*620 il 100.000 Standard Steel. 
«1,000 Coke. ,000 Standard Steel. 
71,000 Box ... 80,000 Standard Steel. 
«2,400 Hopper 100,000 Standard Steel. 
*1,000 Coke...100,000 Cambria Steel. 
*1,000 Hopper 100,000 Cambria Steel. 
7500 Vnt. bx. 80,000 Ralston Steel. 


Whipple Car. 
Am. Car & Fdy. 


. Company shops. 


Company shcps, 
Cambria Steel. 
Hart-Otis Car Co. 
Pressed Steel. 
Pressed Steel. 


00 Pressed Steel. 


Mt. Vernon Car. 
Laconia Car Co. 
Laconia Car Co. 
Laconia Car Co. 
Laconia Car Co. 
Russell Wheel & Fdy. 
Ry an Car Co 

“hicago Steel Car. 
Am. Car & Fdy. 
agen Steel. 
Cambria Steel, 
Pressed Steel. 
Company shops. 

W. L. Holman Co. 
Crossen Car. 

Crossen Car. 
Crossen Car. 
Crossen Car. 

Rhodes Curry. 
Rhedes Curry. 
Canada Car. 
Dominion Car & Fay. 
Silliker Car. 

Crossen Car. 
Rhodes Curry. 
Dominion Car & Fay. 
Rhodes Curry. 


Canadian Pacific ...... *502 Coal....100,000 Dominion Car & Fdy. 
998 Box.... 60.000 Company shops. 
531 Stock... 60,000 Company shops. 
CO VEBBsic cs ceedine Company shops. 
4 Stf. sup Company shops. 
*2 Horse.. Company shops. 
*3 ag 8 100,000 Dominion Car & Fay. 
2 Bx. Company shops. 
11 Seis” 80, 000 Company shops. 
15 Flat.... 60,000 Company shops. 
*125 Flat.... 80,000 Dominion Car & Fdy. 
*1,000 Box ... 80,000 Dominion Car & Fay. 
10 Vans Company shops. 
‘aro.. Clinchfld & Ohio. *750 Hopper 100, 000 Pressed Steel, 
So oo ” #250 Gondolal00.9%0 Pressed Steel. 
Cent. Cal. Tr. Co..... oo: . 50,000 W. L. Holman Co. 
Central New England. ilk. ... 2... 
Central Pacific ....... +800 Box ...100,000 Am. Car & Fdy 
4120 Ballast.100.000 Rodger- Ballast. ‘Car Co. 
+200 Flat....100,000 Vressed Steel, 
80 bodies.100,000 Pressed Steel. 
*100 Gondolal100,900 Dressed Steel. 
5 Caboose Standard Steel, 
Cent. of New Jersey. ..+1,000 Gondola100.000 Am. Car & Fay. 
*1,000 Hopper 100,000 Standard Steel, 
7200 Refrig. . 60,000 Standard Steel, 
750 Flat.... 80,000 Standard Steel. 
Charlotte Har. & Nor.. 725 Flat.... 60.000 barney & Smith. 
725 Vnt. bx. 60,000 Barney & Smith. 
Chesapeake & Ohio....*1,500 Hopper 100. po Standard Steel, 
82 Box ... 80.0 Am. Car & Fdy. 
41 Stock... 80, 000 Am. Car’& Fdy. 
26 Flat.... 80.000 Am. Car & Fdy. 
82 Coke... 60,000 Am. Car & Fdy. 
*§ Gondola100.000 Am. Car & Fdy. 
*1,000 Hopper 100,000 Pressed Steel. 
*1,000 Hopper 100,000 Am. Car & Fdy. 
Chic. & Nor. Westrn..71,000 Box ... 80.000 Am. Car & Fay. 
7500 ) nana 000 Am. Car & Fdy. 
*500 Ore....100,000 Am. Car & Fdy. 
41,500 Gondola100, 000 Am. Car & Fay. 
7300 Flat.. . 100.000 Am, Car & Fdy. 
300 Stock... 60.000 Haskell & Barker. 
500 Box ... 80,000 Haskell & Parker. 
500 Auto... 80,000 Haskell & Barker. 





*Asterisk indicates steel cars. 


+ Indicates steel underframe 


cars. 
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Chic. & Nor. 


Chic., Burl. & Quincy.. 


Chic. Great Western. . 


Chic., 


Chic., Ind. : Ronthere 
Chic., Mil. & St. P. 


Chic. Refrig. Car Co.... 
Rock I. & Gulf.. 


Chic., 


Chie., Rock I. & Pac.. 


Chicec., 


St. P., M. 


Chicago Southern 
Cin., N. O. & Tex. 


Cincinnati 


c & <— 


- Colima Lumber Co.... 


Colo. & Southern 
Copper Range 


Cornwall & Lebanon... 


Cudahy Refrig. Line.:. 


Cuyahoga Valley Ry.... 
Delaware & Eastern... 


Del., 


Del. 


Western. 


Ind. & Louisville. 


& Om. 


Pac. 


Northern... 
Cleve., Akron & Col.... 


& St. Louis.. 


Lack, & Western.. 


River & Union.... 
Denver & Rio Grande. . 


300 
*50 
50 
10 
*500 
3,000 
500 
*500 
1,000 
7500 


- 71,500 


7500 
250 
7200 
7200 
*200 
20 
20 
250 
240 
25 
000 
50 


BF 
- 7! 
74 


V0 
00 


150 
15 
710 
{375 
; 150 
71, 000 
7500 
575 
7400 
*425 
110 
7100 
10 
1,000 
200 
90 
18 


Vv 
800 
2 
5 


+ 
! 
T2, 


17 


8 Flat.. 80,00 


*100 
+100 
75 
#25 
or 


=v 


500 Coal.. 


0 Ore... 


0 Box... 


Refrig. . 60,000 
-100,000 
Caboose 
D. cabin .. 
Gondolal100, 000 
Box ... 80,000 
Refrig. . 60,000 
Flat... .100,000 
Stock... 60,000 
Ballast .100,000 
Box . 000 
BOK sis 

Stock.. 

- con. 100, 000 
00 Fla 80,000 
cone” ‘100; 000 
Caboose ayn 
Cinder. . 60,000 
en) eee 
Box... 
Stock... 
Gondola100,000 
80,000 
Box .. 

Auto. 
Gondola10v, "000 
Refrig. . 60,000 
Cn. dmp 30,000 
Refrig. . 60,000 
Refrig. . 60,000 
Box ... 80,00 
Stock... 80,000 
Coal... .100,000 
Box ... 
Furn... 
Box ... 
Flat.... 
Coal... .100,000 
Cabo oose 
Gondolai00, 000 
Refrig. . 60, "000 
PE 56. aese'e 
Coal... .100.000 
Bx. bds. 60,000 
Vnt. bx. 60,000 
Gondola 80,000 
Gondola 60,000 
Coke. 60,00 
Hopper 60,900 


Gondola100, 000 
Box .. .100,00 

Box ...100,000 
Hopper 100,000 


Caboose 
100, 000 
( yondola ‘. 


Flat.. 


Tank . + 


5 Hrt con100,000 


4 Refrig. . 


60,000 
Gondola 80,000 
Box ... 60.000 

Ore... .100,000 
Refrig. . 60,000 
ying 60,000 
Ore. . -.120,000 
Flat... . 60,000 
Box ... 60,000 


2 Caboose 


7100 
*40 
*1,500 
41,500 
+500 
*250 
200 

10 


0 Gondola 


OK s«6 
Refrig. . 60,000 
Tank... 80,000 
ae D, 
OK css 
Stock. . 
Flat... 
Refrig. . 
Caboose 


60,000 


0 Mt. 
0 Mt. 
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Haskell & Barker. 
Am. Car & Fdy. 


-.-- Am. Car & Fdy. 


Am. Car & Fdy. 
Pressed Steel. 


& Fdy. 

Am. Car & Fdy. 

Mt. Vernon Car. 
Haskell & Barker. 

A Car & Fdy. 

. Car & Fdy. 

. Car & Fdy. 

. Car & Fdy. 

. Car & Fdy. 

. Car & Fdy. 

Car & Fdy. 
Hicks Loco. & Car. 
Haskell & Barker. 
Haskell] & Barker. 
Haskell & Barker. 

Am. Car & Fdy. 

Company shops. 

Company shops. 

Company shops. 

Company shops. 

Company shops. 

Company shops. 

Company shops. 

Company shops. 


0 Am. Car & Fdy. 


Am, Car & Fdy. 
Standard Steel. 
West. Steel Car & Fdy. 
Standard Steel. 
Am, Car & Fdy. 
Am, Car & Fdy. 
Standard Steel. 
Am, Car & Fdy. 
Am. Car & Fdy. 
Haskell & Barker. 
Haskell & Barker. 
Haskell & Barker. 
Mt, Vernon Car. 
Mt. Vernon Car. 
Mt. Vernon Car. 
Mt. Vernon Car. 
Vernon Car. 
Vernon Car. 
Vernon Car. 
Car & Fdy. 


Mt, 
Am. 


0 Standard Steel. 


Pressed Steel. 

Pressed Steel. 

Company shops. 

Am, Car & Fdy. 

Am. Car & Fay. 

) W. L. Holman Co. 

W. L. Holman Co. 
Rodger-Ballast Car Co. 
Am. Car & Fdy 
Pressed Steel, 
Pressed Steel. 
Standard Steel. 
Company shops. 
Company shops. 
Ingoldsby Auto. 
Georgia Car. 
Georgia Car. 
Georgia Car. 
Am. Car & Fdy. 
Am. Car & Fdy. 
So. Balt. Steel 
Am. Car & Fdy. 
Pressed Steel. 
Am. Car & Fdy. 
Am. Car & Fdy. 
Am. Car & Fdy. 
Haskell & Barker. 
Haskell & Barker. 


Car Co. 


FREIGHT CARS ORDERED IN 1909. 


Purchaser. 
Den., 
Den., N 


Dominion Const’n Co.. 


Dominion I. & Stl Co.. 
Duluth & Iron Range... 


Duluth & N 


Dul., Mis. & ie 


Dul., So. Shore & Atl.. 
E. Brd Tp R.R. & Coal. 
Escanaba & Lake Sup.. 


Esquimalt r ee. 
= uier, E. & G. E. 


Laramie & N. W. 
. W. & Pacific. 
Diamond Match Co.... 


No. 
= 


2 Fiat... 


Kind. Canacity. 
Hrt Con100,000 
. ome : 

.100, 000 


Ore. 

5 Flat.... 80.000 
. 60,000 

Hopper 100,000 

Ore... .100,000 

Ore... .100,000 

Ore... .100,000 

Flat.... 80,000 

Ore... .100,000 

Ore.... F 

Ore... 

Ore... 

Ore.... 

“t Plat. ne 


7 2 
Au. Frn 80,000 


00 Flat.. 


odge, Bes: ri & So. 
Ft. Worth & Den. City. 


Gahagan, Walter H 


Garden City, Gulf & N. 


Gardiner Mill Co. 


Generali Chem. Co..... 
Ger.-Am. Car Line.... 
Giichrist-Fordney Co... 
Gilmore & Pittsburgh. . 


3 
*100 


. 80,000 
Coal... .100,000 
Hrt con 80,000 
Condola 80,000 
Box ... 60,000 
SRP 
Dump.. 30,000 
Dump.. 
Seam ay k 
Logging 40,000 
efrig. . 80.000 
Taek . 80,000 
Logging 60,000 
Gondola100,000 


*Asterisk indicates steel cars. 
+ Indicates steel underframe cars. 


Builder. 
Nat’! Dump Car Co. 
Danville Car Co. 
Am. Car & Fdy. 
Ralston Steel Car Co. 
Dominion C. & Fdy. Co. 
Standard Steel. 
Summers. 
Pressed Steel. 
Clark Car Co. 
Company shops. 
Summers. 
Pressed Steel. 
Clark Car Co. 
Am. Car & Fdy. 
Company shops. 
Company shops. 
Company shops. 
Pressed Steel. 
Fitzhugh-Luther. 
Dominion C, & F. 
Hart-Otis Car Co. 
Haskel] & Barker. 
Haskell & Barker. 
Company shops. 
West’n Wh’l Scraper Co 
West’n Wh’l Scraper Co 
a”. Car & Fdy. 

L. Holman Co. 
Miatictoon Car Co. 
Company shops. 
Company shops. 


Western Steel C. & F. 


Gilmore & Pittsburgh. . 
Grand Rapids & Ind... 


Grand Trunk .. sa 
Grand Trunk Pacific. . 


Great Northern ... 


Gulf, Sabine & Red Rv. 
Gulf, Texas & Westn.. 


Hamilton I. & S, Co... 


Hastings Express 
Heinz, H. J., 
Hocking Valley 


Hoosac T, & Wilmingtn 
Ill. Traction System... 


Interboro’ Rap. Tran. . 


Intercolonial 
Iowa Central 


Kentwood & Eastern.. 


Lk. Chmplain & Moriah 
Lk. Shore & Mich. So.. 


Lk. Sup. & Ishpeming. 


Lehigh & Hudson River 
Lehigh C. & Nav. Co... 


Lehigh Valley 


Lemac eg Co.. 
Little River R. R..... 
Live Poultry Tr. Co.. 
Long Island R. R 


La, Ry. & Nav. 
Louis. & Nash. 


Major & Co., Guy G... 
Maine Central 


Malcolm, T. 

Maricopa & Phoenix 
Marshall & EH. Texas.. 
Mather H. & S. Car. Co. 


McArthur, J. D., Co.... 
McCloud River R.R.... 


Mexican Ry. .. 
Mexican Southern ; 


Mich. Ammonia Wks.. 
Michigan Central 


Mil. Refrig. Tran. Co.. 
Mineral Range R.R. 
Minn. & St. Louis 


Miss. R. & Bonne Terre. 
Mobile & Ohio 
Mo., Kan. & Texas... 


*100 
50 Gondola 80,000 


= 


Stock... 


2 Flat... 


rb 


ae beers 
Tho 


Osc 


| 
o 


* * 
oO oe 
ono 


* 
Sho St 
IMIwWOS 


25 
Naas 


12 
*85 


0 Coal. 


18 


Vor. XLVII., No. 27. 


- 80,000 
... 80,000 
- 100,000 

- 100,000 

-.- 60,000 

. 60,000 

- 60,000 

. 60,000 

... 60,000 

. . 80,000 
80,000 

‘100, 000 
Logging 40, '000 
Logging 40,000 
Box ... 60,000 


60,000 
Caboose ..... 
Coal.... 80,000 
- 100,000 
Gondola100,000 
Flat... .100,000 
Box ...100,000 
Tank . .100,000 
Box ... 60,000 
Gondola100,000 
Piat.... 50,0 
Coal. .. 80,000 


a 
Flat... . 40,000 
Caboose ‘ 

Dump. .100, 000 
Gondola100, "000 
Gondola 80,000 
Flat.... 30,000 


Flat.... 80,000 
a 


Box . 


Auto... 
Coke... 
Coke... 
Coal. .. 
Bor... 
ae 
Auto... 80, 000 
Coal. ..100, 000 
Coal. ..100,000 
Auto... 80,000 
Caboose 

Ore. .100, 000 
Caboose... 
oo 
Coal. 
Flat... 


.100, 000 
. 100.000 
Ash. .. 60.000 
Refrig. . 50,000 
Gondola100.000 
Gondola100,000 
Auto... 60,000 
Box ... 80,000 
Poultry. 60,000 
Flat.... 80,000 
Poultry. 20,000 
Box ...100,000 
Gondola100,000 
Hrt con. 80,000 
Caboose .... 
are 65,000 
Gondola 80,000 
Auto... 65,000 
Tank . .100,000 
Gondola100.000 
Gondola 80,000 
Ballast .100,000 
Gondola100,000 
Flat.... 80,000 
Flat. . ee 
Caboose ee 
eae 
Refrig. . 
Tank. 
Flat.. 
Tank . . 
Tank . 
Caboose 
: 53,500 
45,000 


” 40,000 


.. 80,000 
- 80,000 


. 80,000 
.100, weed 
Gondola re 


poh igg 
—- | 80,000 


-.. 60,00 
Gondola 80, :000 
Box ... 60.00 
Dump. .100, 000 


Flat... .100,000 


Gondola100,000 M 
60,000 } 


Caboose 
Stock... 
Box ... 60,000 
Furn.. .. 60,000 
Ballast. 80.000 
Ex. Ref. 60,000 
Hrt con.100,000 


*Asterisk indicates steel cars. 
+ Indicates steel underframe cars. 


Hicks Loco. & Car. 
Hicks Loco. & Car. 
Standard Steel. 
Pennsylvania Co. 
Am. Car & Fdy. 


Canada Car Co. 
Canada Car Co. 
Canada Car Co. 
Canada Car Co. 
Rhodes Curry. 

Am. Car & Fdy. 
Haskell & Reteer, 
Western Steel C. & F. 
Orange Iron Works. 
Company shops. 
Haskell & Barker, 
Haskell .& Barker, 
Haskell & Barker, 
Haskell & Barker, 
Dominion Car & Fdy. 
Ralston Steel. 
Ralston Steel. 
Pullman. 
Middletown Car. 
Company shops. 
Ralston Steel. 


00 Company shops. 


Am. Car & Fdy. 
Am, Car & Fdy. 
Ralston Steel. 
Hicks Loco. & Car. 
Dominion Car & Fdy. 
Pressed Steel. 
Mt, Vernon Car. 
Company shops. 
Am. Car & Fdy. 
Haskell & Barker. 
Pressed Steel. 
Company shops. 
Company shops. 
Standard Steel. 
i Steel. 
Am. Car & Fdy. 
Am. Car & Fay. 
Am. Car & Fdy. 
Am. Car & Fdy. 
Am. Car & Fdy. 
Am. Car & Fdy. 
Standard Steel. 
Barney & Smith. 
Company shops. 
Ralston Steel. 
Company shops. 
S. Balt. Steel C. 
Standard Steel. 
Standard Steel, 
Standard Steel. 
Standard Steel, 
Standard Steel. 
Cambria Steel. 
Standard Steel, 
Standard Steel. 


Ryan Car Co. 

Georgia Car. 

Am. Car & Fdy. 

Pressed Steel. 

Pressed Steel. 

Rodger-Ballast Car Co. 

Company shops. 

Company shops. 

Company shops. 

Company shops. 

Chicago Steel Co. 

Standard Steel, 

Standard Steel. 

Rodger-Ballast Car Co. 

Standard Steel, 

Standard Steel. 

Rhodes Curry. 

Standard Steel. 

Company shops. 

Standard Steel. 

Haskell & Barker. 

Standard Steel. 

Crossen Car. 

Am. Car & Fdy. 

Company shops. 

Company shops. 

Pressed Steel. 

Met. Amal. Ry. Car, & 
Wagon Co., of Birm- 
ingham, Eng. 

Calanee Steel Co. 

Am. Car & Fdy. 

Company shops. 

Pullman. 

Standard Steel. 

Am, Car, & Fdy. 

Company shops. 

Am. Car & Fay. 


0 Mt. Vernon Car. 


Mt. Vernon Car. 
Mt. Vernon Car. 
Am. Car & Fdy. 

Company shops. 
Ralston Steel. 

. Vernon Car. 
. Vernon Car, 
. Vernon Car. 
. Car & Fay. 
. Car & Fay. 
. Car & Fay. 
. Car & Fdy. 
. Car & Fdy. 
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Mo., Okla. & Gulf . 50 Box ... 80,000 
20 Gondola 60,000 

Missouri Pacific....... 758 Hrt con.100,000 
Mob., Jackson & Tenn. 4 Stock... 60,000 
Monongahela Con. Ry.. 12 Coke... 60,000 
1 Gondola 50,000 

Mont., Wyo. & So..... 57 Box ... 80,000 
Montreal Street Ry.... *25 Dump.. 30,000 
Morris & Co, Ref. Line. *53 Tank .. 30,000 
Se RE cere ae 
Munising Ry. ........ *50 Flat.... 80,000 
1 Caboose ..... 

Nash., Chat. & St. L.. 7100 Box... 80,000 
7100 Hopper 100,000 

Natchez, Col. & Mobile. 10 Flat.... 60,000 


National Car Line Co.. 109 Beef... 60,000 
Nevada Northern ..... *100 Ore....120,000 
New Orleans & N. E.. 51 Box ... 60,000 
70 Flat.... 60,000 

29 Box ... 60,000 

88 Coal. .. 80,000 

10 Box ... 60,000 

3 Caboose ..... 
3 Coal.... 80,000 

7100 Flat... .100,000 

N. Y. Cent, & Hud. R. .*1,000 Coal... .100,000 
200 Stock... 60,000 

150 Piit....  <sass 
71,000 Auto... 80,000 
*1,000 Coal... .100,000 

71,000 Box ... 80,000 
*100 Gondola100,000 

12 Caboose me 

40 Caboose ..... 

7500 Produce 60,000 

100 Stock... 60,000 

71,000 Box ... 80,000 

*500 Gondolal00,000 

71,000 Auto... 80,00 
71,000 Box ... 80,000 

*1,000 Coal 100.000 

*400 Flat. 100,000 

WO wae aioe « 60,000 
N. Y., N. H. & Hart...71,600 Box 60,000 
TO WEG ice a cas.s 

N. Y., O. & Westn.... 7500 Gondola 80,000 
Norfolk & Southern ... 200 Flat.... 60,000 
500 Box ... 60,000 

Norfolk & Western 7500 Stock... 80,000 
*500 Hopper 100.000 
7500 Box ... 80,000 
*2,000 Hopper 100,000 
*600 Gondolal100,000 

North Coast ......... 15 Flat.... 80,000 
750 Flat.... 80,000 
2 Caboose 50,000 

Northern Central *331 Hopper 100,000 
765 Box ...100,000 

74 Cabin... ..... 

*122 Hopper 100,000 

+75 Box ...100,000 

+360 Gondola100,000 

Northern Pacifie ..... 1,000 Box ... 80,000 
200 Box ... 80,000 
800 Box ... 80,000 

450 Box... 80.000 
250 Auto... 80,000 
100 Caboose ..... 
800 Flat.... 70,000 
200 Refrig. . 50,000 
*500 Coal .... 

7400 Hrt con.100,000 
50 Flat.... 70,000 

10 Transfr. ..... 
Ohio Blectric ....... 2 Box ... 60.000 
14 Expr’s.. 60,000 

Ore. R. R. & Nav.... 6 Caboose ..... 
Ore. Short Line....... 7500 Box ...100,000 
5 Caboose ..... 
Pac. Coast Coal M. Ltd. 30 Dump.. 80,000 
Pacific Electric ...... 50 Gondola 60,000 
52 Box ... 80,000 
Pacific Fruit Exp..... 1,521 Refrig. . 60,000 
Penn. Lines West....*1,000 Coke. ..100,000 
7500 Stock... ..... 

7600 Gondola100,000 

7100 Flat... .100,000 
2,000 Coke. ..100,000 
“1,200 Coke. ..100,000 

*2,500 Coke. ..100,000 
“1,500 Gondola100,000 

*500 Box ...100,00 
*500 Box ...100,000 

Pacific Lumber Co.... 15 Flat.... 50,000 
50 Flat.... 80,000 

Penn. R.R. .......+-- *200 Hopper 100,000 
*1,214 Hopper 110,000 

*669 Hopper 100,000 

+300 Auto. ..100,000 

+789 Box ...100,000 

715 Refrig. . 90,000 

+32 Gondola100,000 

748 Cabin... ..... 

#5 Cabin. . 2.2. 

*1 Coke. ..100,000 

*350 Coke.. .105,000 

426 Box ...100.000 

*228 Hopper 100,000 

*250 Box ...100,000 

*350 Hopper 100,000 

*150 Coke. ..105,000 

+500 Box ...100,00 

*500 Coke... .105,000 





*Asterisk indicates steel cars. 
+ Indicates steel underframe 


cars. 


RAILROAD 


Barney & Smith. 

Hicks Loco, & Car. 
Rodger-Ballast Car. 
Company shops. 
Company shops. 
Company shops. 

Mt, Vernon Car. 
Dominion Car & Fdy. 
Chicago Steel Car. 
Rhodes Curry. 
Western Steel C, & F. 
Company shops. 

Am, Car & Fdy. 

Am, Car & Fdy. 

Am, Car & Fdy. 
Company shops. 
Pullman, 

Western Steel C. & F. 
Western Steel C. & F. 
Am. Car & Fdy. 

Am. Car & Fdy. 

Miss. Central. 
Company shops. 
Company shops. 
Western Steel C. & F, 
Standard Steel. 
Haskell & Barker. 
“ompany shops. 
Merchants Des. Tr, Co. 
Am. Car & Fdy. 

Am. Car & Fdy. 
Pressed Steel. 
Company shops. 
Merchants Des, Tr. Co. 
Merchants Des, Tr. 
Merchants Des, Tr. 
Merchants Des, Tr. 
Pressed Steel. 


0 Am. Car & Fdy. 


Am. Car & Fdy. 
Pressed Steel. 
Am. Car & Fdy, 


Merchants Des. Tr. Co. 
Keith C. & M. Mfg. Co. 


Company shops. 
Company shops. 
Fitzhugh Luther. 
Fitzhugh Luther. 
Am. Car & Fdy. 
Barney & Smith. 
3arney & Smith. 
Barney & Smith. 
Barney & Smith. 
Seattle Car. 
Bettendorf Axle Ce. 
Seattle Car. 
Am. Car & Fdy. 
Company shops. 
Company shops. 
Standard S‘eel}, 
Company shops 
Pressed Steel. 
Pullman. 
Seattle Car. 
Pullman. 

So. Tacoma Co. 
Company shops. 
Company shops. 
Company shops. 
Am, Car & Fdy. 


100,000Pressed Steel. 


Rodger-Ballast Car Co. 
Company shops. 
Company shops. 
Cincinnati Car. 
Cincinnati Car. 
Standard Steel. 
Am, Car & Fdy. 
Standard Steel. 
Hart-Otis. 

Hicks Loco. & Car. 
Mt. Vernon Car. 
Pullman. 

Cambria Steel. 
Pressed Steel, 

Am, Car & Fdy. 
Standard Steel. 
Standard Steel. 
Cambria Steel. 
Pressed Steel, 
Pressed Steel, 


0 Pressed Steel, 


Ralston Steel. 


W. L. Holman Co. 
W. L. Holman Co. 
Middletown Car. 
Cambria Steel. 
Am. Car & Fdy. 
Company shops. 
Company shops. 
Company shops. 
Company shops. 
Company shops. 
Company shops. 
Company shops. 
Pressed Steel. 
Pressed Steel. 
Standard Steel. 
Pressed Steel. 
Pressed Steel. 
Pressed Steel. 


0 Am, Car & Fdy. 


Cambria Steel, 


AGE GAZETTE. 


OBR Arak e 06a eae ees 
! *3,500 


Penn. Steel Co........ 
Pen., Ala. & Tenn.... 
Peninsular Ry. 
Pere Marquette 
Peters S. & L. Co., R.G. 
Phila, & Reading...... 


Phila., Balt. & Wash.. 


Phoenix Bridge Co..... +2 
Pitts. & Lake Erie.... *500 
*50 
“1,000 
71,000 
10 


Pitts., Chartiers & Y.. *1 


Pitts., Shawmut & Nor. Poe 
25) 

Quanah, Acme & Pac.. 7 

5D 
Quebec Central ...... 30 
Quebee Contracting Co. 10 
Rio Grande & Eagle P. 20 
Rock Island Southern. . 75 


50 
+100 
*250 
*500 
#250 

150 
*500 
*500 

500 

*10 

#25 

50 

#15 

500 

200 


Mutiond WR. ..6.05<. 
St. Louis & San Fran. . 


St. Louis Southwestern 


Salem Falls City & Wn. 
San An. & Aran. Pass.. 


San Diego & Arizona.. 


S. F., O. & San J. Con. 
S. F., Prescott & Phoe. 


Seaboard Air FANGS... 36.0: 


710. 


Hopper 100,000 
Hopper 110,000 
Hopper 110,000 
Flat... .100,000 
Gondola100,000 


Box ...100,000 
Auto. . .100,000 
Ore on ees 
Flat 50,000 
Flat £0,000 
Box ... 80,000 
Gondola100,000 
Coal... .110,000 


Coal... .110,000 


Box ... 80,000 
Gondola ..... 
Box .. .100,000 
Cabin é Galette 
Box 100,000 
Box ...100,000 
Derrick.100,000 
Coke... 80,000 
Flat... .100,000 


Coal... .100,000 
Gondola100,000 


Caboose 
Flat.... 80,000 
Box ... 60,000 
Gondola100,000 
Flat.... 60,000 
Caboose 60,000 
Box ... 60,000 
30x ... 60,000 
Hrt con. 80,000 


Gondola100,000 
Gondola 80,000 
Box ... 60,000 


Flat....100,000 A 


Tank ..100,000 
Coal... . 100,000 
Flat... .100,000 
Caboose. ..... 
Hopper 100,000 
Gondola100.000 


Stock... 80,000 
Jy ere 
Flat.... 70.000 
Flat... . 80,000 
Tank .. 80,000 
Vnt. bx. 60,000 
Stock... 60,000 
Box ...100,000 
Flat... .100,000 


Tank ..100,000 


Caboose..... 
Flat.... 60.000 
Flat.... 80,000 
Flat.... 60,000 
Box ... 60,000 
Phsphte100,000 
Hrt con.100,000 


*1,000 Box ... 60,000 
725 Stock... Sone 
i 14 Ore.... Ol 

Shannon Ariz. Ry.. ne Si: anaes 
2 te ae pry 

Savdae Co Ui so wcccsts *12 Tank .. iy 
leleny Process Co.... *3 Hopper 100,900 
Honore: We occu enc. 7100 Box ...100,000 
00 Fes 100,600 

acific ...<.. 41,9 L a : 
on "4300 Flat... .100,000 


F. bdies100,000 
Gondola100,000 


10 Caboose ..... 
7180 Hrt con.100,000 

Sou. Pac. in Mexico... 7100 Box ...100,000 
*100 Coal... .100,000 

NN seca ek sete: 7200 Stock... 60,000 
71,000 Vnt. bx. 60,000 

Sparks Shows, John H. 1 Flat.... 60,000 
Spokane, P. & Seattle. 10 Caboose ..... 
Standard Steel Works. *3 DGMP.. cose 
Stearns Lumber Co.... 4 Logging 40,000 
Sterling Coal Co...... 4 Hopper 80,000 
Standard Lumber Co... 1 Tank .. 60,000 
15 Flat.... 50,000 
Sullivan Co. R.R.w.... *80 Coal.... 80,000 
S. Venziente Lmbr, Co. 4 Flat.... 50,000 
Tehuantepec National.. 7210 Box ... 60,000 
Temiscouta Ry. ...... 4 Box ... 60,000 
DWM S 66 ol ceeme 

Temiskaming & N, Ont. 750 Box... 80,000 
*12 Cinder.. 80,000 

+7 Caboose. ..... 

Texas & N. Orleans... 212 F. bdies100,000 
12 F. bdies 80,000 

‘Texas Central ........ 83 Caboose ..... 
Texas Company ...... *5 Tank .. 80,000 
*25 Tank .. 60,000 

*70 Tank .. 80,000 

Texas Southeastern.... 50 Flat.... 60,000 
28 Flat.... 60,000 

Tol. & Ohio Central... 7500 Box... 60,00 
71,000 Gondola 100,000 

Tor. Construct’n Co... 8 Fiat.... 60,000 
Trinity & Brazos Val.. 6 Box ... 60,000 
Ulster & Delaware .... 1 Milk. .. 40,000 
Union Pacific ........ 7625 Box ...100,000 
*150 Gondolal100,000 

#250 Furn... 60.000 

4110 Stock... 80,000 

25 Caboose ..... 


*Asterisk indicates steel cars. 


+ Indicates steel underframe 


cars. 
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Standard Steel. 
Standard Steel. 
Pressed Steel. 
Pressed Steel. 
Pressed Steel. 
Company snops. 
Company shops. 
Summers Steel Car. Co. 
Company shops. 
Seattle Car. 
Pullman, 
Chicago Steel Co. 
Standard Steel. 
Am. Car & Fdy. 
Standard Steel. 
Am, Car & Fdy. 
Cambria Steel. 
Company shops. 
Company shops. 
Pressed Steel. 
Company shops. 
Middletown Car Co. 
Am. Car & Fdy. 
Pressed Steel. 
Pressed Steel. 
Pressed Steel. 


. Company shops. 


Pressed Steel. 

Am, Car & Fdy. 

Am, Car & Fdy. 
Southern I. & Equip. Co 
Southern I, & Equip. Co 
Hicks Loco. & Car. 
Company shops. 
Hart-Otis Car Co. _ 
Pressed Steel. 

Haskell & Barker. 
Haskell & Barker. 

Car & Fdy. 

. Car & Fdy. 

. Car & Fdy. 

. Car & Fdy. 

. Car & Fdy. 

. Car & Fady. 
Standard Steel, 
Company shops, 

Am, Car & Fdy. 

Am, Car & Fay. 
Haskell & Barker. 

Am, Car & Fdy. 

Am, Car & Fay. 

Am, Car & Fdy. 
Ralston Steel. 

Ralston Steel. 


Company shops. 
Company shops. 
Company shops. 

So, Balt. Steel C. & F. 
Barney & Smith. 
Rodger-Ballast Car Co. 
Pressed Steel. 
Pressed Steel. 

Hicks Loco, & Car. 
Hicks Loco, & Car. 
Hicks Loco, & Car. 
Chicago Steel Co, 
Ralston Steel. 

Am, Car & Fdy. 
Standard Steel. 

Am. Car & Fdy. 
Pressed Steel. 
Pressed Steel. 
Pressed Steel. 
Standard Steel, 
Rodger-Ballast Car Co. 
Am, Car & Fdy. 
Pressed Steel. 

Lenoir Car Co. 
Lenoir Car Co. 

Mt. Vernon Car. 
Company shops. 
Middletown Car Co. 
W. L. Holman Co. 
Middletown Car Co. 
W. L. Holman Co. 
W. L. Holman Co. 
Laconia Car Co. 

W. L. Holman Co. 
Haskell] & Barker. 
Rhodes Curry. 
Rhodes Curry. 
Dominion Car & Fdy. 
Dominion Car & Fdy. 
Silliker Car Co. 
Pressed Steel. 
Pressed Steel. 
Company shops. 

Am, .Car & Fdy. 

Am, Car & Fdy. 

Am, Car & Fay. 

Am, Car & Fay. 
Company shops. 


0 Pullman. 


Ralston Steel. 
Rhodes Curry. 
Pullman. 
Company shops. 
Am. Car & Fady. 
Pressed Steel. 
Standard Steel. 
Standard Steel. 
Standard Steel. 
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Qnion Pacific......... 


4515 Hrt con.100,000 Rodger-Ballast Car Co. Charlotte Hrbr & Nor. 2 Bg., ml & —_ Barney . Smith. 
Union Railroad ....... 7400 Box... .... Pressed Steel. 5 Coach . Barney & Smith. 
United Fruit Co...... 7115 Cane.. 40.000 Middletown Car Co. Chesapeake & Ohio.... 3 Dining — Sere Pullman, 
U. S. Government..... 5 Flat.. 60,000 Mt. Vernon Car. 4 (OORCR ...... 506 Standard Steel. 
Vandalia R. R. ......- *52 Hopper 100,000 Cambria. *4 Pass. & bagg.. Standard Steel. 
*52  memanag ¥ 000 Cambria. *1 Business ..... Pullman. 
472 Box ...100,000 Am. Car & Fdy. Chicago & Alton ..%... Je | | ar Am. Car & Fdy, Co. 
431 Stock.. :100, "000 Standard Steel. 4 Baggage ..... Barney & Smith. 
Vermont Valley R.R... *20 Coal.... 80,000 Laconia Car Co. 8 Chair ........ Am. Car & Fdy. Co. 
Vicks., Shreve. & Pac.. 8 Box... 60,000 Western Steel C. & F. Chic. & Nor. Westn *88 Coach Pullman 
2 Coal.... 80,000 Company shops. ; : “""* #12 Chair ........ Pullman. 
54 Box ... 60,000 Am. Car & Fdy. *8 Chair & smoker Pullman. 
8 Coal.... 80,000 Am. Car & Fdy. *10 Smoker Pullman. 
Wabash-Pitts. Ter. &-- *500 Hopper 100,000 Standard Steel. *2 Observ. smoker Pullman. 
Weir Lbr. Co., R. 5 Logging 80,000 Orange Iron Works. *6 Parlor .. Pullman. 
Wenatchee Val. & ae 10 Flat.... 40,000 Am. Car & Fdy. *4 Observ. ‘parlor. Pullman. 
West Jersey & Seashore 712 Box ...100,000 Company shops. *10 Mail Pullman. 
+8 Box ...100,000 Pressed Steel. *8 Mail & bagg... Pullman. 
427 Box ...100,000 Company shops. *10 Baggage pullman. 
Wstn. Heater Despatch. 200 Refrig. . 60.000 Haskell & Barker. 77 Pass & bagg > Pullman: 
Western Maryland .... 7550 Gondola 80,000 Standard Steel. *5 Diner _.... Pullman. 
7300 ae -- + 80,000 agg Steel. C. & Oak Park Fl.... #20 Blevated cars.. J. G. Brill, 
- 12 aboose So. alt. Steel Cc. & F. Chic. Burl. & Quincy. 3 75 es Pullman. 
Western Pacific ...... 50 Caboose . Haskell & Barker. . - +4 Club Pullman 
Westmoreland Coal Co. 100 Gondola . Cambria Steel. 412 Chair |...... Am, Car & Fay. Co 
100 Hopper _..... Cambria Steel. 740 Chair. ©...... barney & Smith. — 
Willard Kitchen Co.... 16 Hrt con. 80,000 Hart-Otis Car Co. +8 Dining ....... barney & Smith. 
16 Dump.. 40,000 West. Wheeler Scraper. > gaalageeiataante Barney & Smith. 
12 Dump.. 20,000 West. Wheeler Scraper. +10 Baggage ..... Company shops. 
2 Flat.... 60,000 Rhodes Curry. 715 Mail WeeRe,: Company shops. 
Woodward Iron Co.... *10 Dump..120,000 Pressed Steel. te tek Southern. a oc Barney & Smith, 
PASSENGER CARS ORDERED IN 1909. Chic., Ind. & Louisvl. TO TORE: .eicsces Am. Car & he Co. 
Purchaser. No. Kind. Builder. Chie’ Mil ee: +7 page. om. bonny 
Aberdeen & Asheboro. . 1 Coach. ....... Hicks Loco. & Car. 410 Baggage. ..... Com tog Me oe 
Abilene & Southern ... 2 ADORI css se o> Hicks Loco. & Car. +30 Pass ree ats Goasbeme oe 
Acme, Red Riv. & Nor.. 1 Coach (vest.). Am, Car & Fdy. Co, 415 Coach as barney & Smith 
Alabama & Vicksb’g... 1 Mai' & baggage Am, Car & Fdy. Co, +10 Mail & bagg... Barney & Smith. 
Ala. Great Southern... *10 Coach ....... Pullman. 72 Buffet library. Barney & Smith. 
+3 Mail ......... Am. Car & Fay. Co. #10 Coach ........ Pullman ; 
#2 Baggage ..... Am. Car & Fdy. Co. +10 Sleeper » Pullman: 
Anglo Nflnd Dev. Co... 1 Coach ........ Silliker Car. Co, 415 Baggage ..... Fullman. 
Ann Arbor .......... *1 Café parlor .-- Pullman. +5 Dining ....... Pullman. 
*2 Coach ........- Pullman. *} Compt. slpr .. Barney & Smith 
Arizona “ ‘sso -* 71 Combination .. Pullman. *9 Buffet observ.. barney & Smith. 
A. T. & 8. F......--- 76 Coach ........ Pullman. *10 Tourist sleeper Barney & Smith. 
+9 Baggage ..... Pullman. *10 Baggage Barney & Smith. 
+10 Postal ....... i‘ullman. *18 Bagg. & Mail... Barney & Smith. 
+7 Composite .... Pullman, *27 Coaches Am. Car & Fdy, Co 
71 Café eeerenin Pullman. *18 Baggage ..... Am. Car & Fay. Co. 
74 Diner . Pullman. *1 Compt. sleeper. Pullman eins 
Ce ee Pullman. *92 12-sec_ sleeper. Pullman. 
752 Chair Pullman. *36 10-sec. sleeper. l’ullman, 
#3 Chair & smokr Pullman. *8 Tourist sleeper I-ullman. 
82 Coach ........ Pullman. *4 Parlor.. Pullman, 
710 Part. coach .. Pullman. *20 Dining. Sebes ts Pullman. 
edt — se ceeee ree — *59 Coaches, ..... Pullman, 
aggage ..... Am. Car y. Co. x ae 
+18 Baggage _.... Am. Car & Fay. Co. Chic., R. I. & Gulf.... *11 Gone seeeeees Am. Car & Fdy, Co 
712 Mail & baggage Am. Car & Fay. Co. S eee a ae eee ee 
Atl. Birm. & Atl.. 3 Baggage ..... Hicks Loco. & Car. Chic., R. I. & Pac..... *29 Coach .. yy Am. Car & Fay. Co 
Atlantic Coast Line. 76 Coach ........ Hicks Loco. & Car. 5 *25 Baggage ..... Am. Car & Fdy, Co 
+4 Express ...... Hicks Loco. & Car. *1 Pass. & bagg.. Am. Car & Fdy. Co 
2 Mail & express Harlan & Hollingsworth *6§ Mail & bagg... Am. Car & Fdy. Co 
i Private ...... Pullman, *15 Chair .... Am. Car & Fdy. Co 
Baltimore & Ohio ..... #45 Coach ....... Am. Car & Fdy. Co. *2 Mail. ...... .. Am. Car & Fdy. Co 
75 Pass, & bagg.. Am. Car & Fdy. Co. 1 Observation Pullman ; 
710 Baggage ..... Barney & Smith. *2 Motor ........ MeKeen Motor Car 
Bellingham & B, C.. *1 Motor ....... McKeen Motor Co. Chic., St. Pp. M. & Om.. *192 Coach ....... Pullman ‘ 
Boston & Albany ..... *2 Mail ......... Pullman. *4 Smoker. ...... Pullman. 
Boston & Maine ...... 50 Coach ....... Laconia Car Co. *4 Baggage. ..... Pullman. 
4 Bagg. & mail.. Laconia Car Co. 2 ree Pullman. 
6 Bagg. & smokr Laconia Car Co. *2 Dining ....... Pullman. 
10 Milk PRT IE Laconia Car Co. *2 Postal ....... Pullman. 
2 aggage ..... aconia Car Co. : : ; 
i awe - ... Company shops. c., C., C., & St. Louis.. al oan gives ieee, 
Buft., Roch, & Pitts... 3 Bagg. & smokr Am, Car & Fdy. Co. ae ete’. nee eae 
Canadian Northern .. 6 1st class coach Rhodes Curry Co. 3 Smk & bage Raraay Sinith, 
1 Café parlor... Crossen Car Co. 3 Dini & eed ~oniat & Smith. 
3 Sleeper ...... Barney & Smith. 1 “al ue & Smith. 
2 2d class coach. Preston Car & Coach. 1 Pa Pg mecha : & Smith. 
4 Bagg. & mail.. Preston Car & Coach. *] Mair & i a eee & Smith. 
6 Baggage ..... Rhodes Curry Co. : : 1 oe & ek tame & Smith. 
je) See Crossen Car Co. Coal & Coke Ry. Co.. = Connk sSmokr . ao . ta 
Canada Nor., Ont..... 1 Café parlor Crossen Car Co. Copper Range z 1 Café observ... * Dattenn — 
4 Parlor ....... Crossen Car Co. hears & Eastern . 2 Coach ....... Georgia Car 
ae oe eee . Pass. & bagg.. Silliker Car Co. , oo 1 Combination .. Georgia Car. 
an. ea “State 0... TEVMUOe 2 ccees 1¢KS s0coO. & ar. ry * . 
Canadian Nor., Quebec. 4 1st class coach Silliker Car Co. Den. & Rio Grande. ... aD — & exp... ‘™. road : ray = 
2 Pass. & bagg.. Silliker Car Co. Den., Lar, & N. W.. ey: aie , 
Canadian Pacific ..... 20 Bagg. & exp.. Company shops. El Oro Min. Ry. fio... tie Ree Company shops. 
os se 4 - .- ten trv a 2 2d class coach. Company shops. 
5 servation b n Ss. a 
10 Sleeper Ree Company shops. Biwhe ..ccccsccessce ss "1 oa ecceeve fm. car . ches 4 be c 
2 2d class coach. Company shops. ; - bon a yen ‘Ga & Fads Co, o 
3 eee Company shops. Gallatin Val. Electric. . 9 Coae we on .. Hick Th ’c o 
Caro., Clinchfld & O... *6 Ragg. & exp... Pressed Steel. Garden City. G. & Nor. S Wall & tare. oo — “wed 
C22 (ORO. wks akan Hicks Loco, & Car. Georgia & Florida .... 2 Mai Ags - - .~ 40c0. & Car. 
Central of Georgia .... 15 Coach ....... Pullman. Georgia Northern ..... 1 Coach teen sees Sted Loco. & Car. 
3 Mail & bagg... Pullman. ; —- COP ...4% a cks ge Car. 
5 Express .... Pullman. Grand Trunk ........ : —— raee yan need meee. 
1 Pass. & bagg.. Pullman. 20 hed - tune a mors. 
Central New England. . 6 Coach ........ Wasom Mfg. Co. serape tensa ompany shops. 
Central Pacific ....... #2 Observation | Pullman. Grand Trunk Pacific.. 24 1st class coach. Canada Car Co. 
*45 Coach ....... Pullman. 10 Colonist ...... Canada Car Co. 
*4 Baggage ..... Pullman. 8 2d class coach. Canada Car Co. 
+5 Mail ... Pullman. 5 Parlor café... Canada Car Co. 
1 Dining ... Pullman. 3 Dining ....... Canada Car Co. 
Cent, of New Jersey... 715 Coach(non- v8.) Harlan & Hollingsworth 12 Raggage ..... Rhodes Curry. 
410 Coach, do.. Harlan & Hollingsworth Great Northern ..... 34 Tourist sleeper Barney & Smith, 
74 Coach (vest.) . Harlan & Hollingsworth 21 Dining ....... Barney & Smith. 
+1 Combination . Harlan & Hollingsworth 21 Compt. sleeper. Barney & Smith. 
+5 Combination .. Company shops. 2 Parlor ..... . Barney & Smith, 
Charlotte Hrbr & Nor.. 2 Bagg. & exp... Barney & Smith. 5 Observ. parlor. Barney & Smith 





*Asterisk indicates steel cars. 
+ Indicates steel underframe cars. 


*Asterisk indicates steel cars. 
+ Indicates steel underframe cars. 
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Great Northern....... 5 Vest. parlor... Barney & Smith, N. ¥: Cont. & H. Bi... 2 Smoking ..... Am. Car & Fdy. Co. 
7 Smoking -.... Barney N Smith, 3 Dining .... tullman. 
30 Baggage - «+++ Barney & Smith, ie: ae Pullman. 
60 Coach, .:..... Barney & Smith, *9 Mail, ........ 1uliman. 
30 Sleeper. ...... Barney & Smith’ a eee Company shops. 
10 Bagg. & Mail. Am, Car & Fdy. Co. *20 bagg. & exp... Am. Car & Fdy. Co. 
10 Exp. refrig.... Am, Car & Fdy. Co, *16 Bagg, & exp... Standard Steel. 
Green Bay & Western. 2 1st class coach Hicks Loco. & Car, to |. eae Company shops 
Gulf, Tex. & Western. 1 Mail & bagg... Hicks Loco. & Car. 6 Dining ....... Barney & Smith 
Halifax & Southwestn. _2 Café parlor .. Rhodes Curry. 50 Coach , Am. Car & Fdy. Co 
Hastings Express..... 74 Express, ..... Pullman. *20 Baggage. ..... Standard Steel. 
Hocking- Sunday Creek... 1 Motor ....... McKeen Motor Car. *2 Buffet ....... Barney & Smith 
Hubbard, D. H........ t Private: .% 5. Hicks Loco. & Car. N. Y., N. H. & Hartford 25 Coach (vest.). Bradley Co. ; 
Illinois beaten Bre aeay 10 Mail & exp..... Company shops. 2 Mail & bagg... Bradley Co. 
r, Coach ....... Pullman. 5 Horse & Carr.. Bradley Co. 
6 Coach, ....... Pullman. 20 pagg. & Smokr Bradley Co. 
7G: OROEE ce-sax'sss Pullman. 10 Smoker ..... Bradley Co 
Ill, Traction System... 2 Sleeper ...... Am. Car & Fdy. Co. 1 Mail. ........ Bradley Co. 
: eu ga rl Car. 5 Smoker, ...-+- Bradley Co. 
Private, ...... Janville Car. 2 z € 5 
Interboro Rap. Tran.. 40 Elevated cars.. Barney & Smith. 30 fo dan endiey Co. 
20 Elevated cars.. Wasom Mfg. Co. N. O. & West'rn. S SOGG 2 scives Harlan & Hollingsworth 
20 Elevated cars.. St. Louis Car Co. Nort. ‘: ‘Southern. .... *1 Motor ........ MeKeen Motor Car. 
20 Elevated cars.. Jewett Car Co. 2 Baggage ....- Harlan & Hollingsworth 
*110 Subw’y coaches Am. Car & Fdy. Co. N. & S. ‘Carolina..... 1 Bagg. & pass.. Hicks Loco. & Car. 
40 Subw’y coaches Standard _ Steel. 1 Coach (vest.).. Hicks Loco. & Car. 
*100 Subw’y coaches Pressed Steel. Barth Coast oc 6 ssc ce *2 Motor. ....... McKeen Motor Car 
Intercolonial ......... 3 Baggage ..... Crossen Car. Northern Pacific ..... : *1 Motor. ... McKeen Motor Car. 
6 Box, bagg.. Rhodes Curry. 20 ist class coach Barney & Smith, 
4 Colonist. ..... Preston Car & Coach. 10 Tourist sleeper. Barney & Smith. 
3 Colonist. - Rhodes Curry. 15 Dining .. Barney & Smith 
10 Miscel, .. Sillker Car. ° @ Patlor ....... Barney & Smith, 
3 Colonist. ..... Sillker Car. 11 Observation Barney & Smith, 
2 Mail & bagg... Crossen Car. 20 COBCW Boece. ds Am. Car & Fdy. Co. 
Jackl 3 5 8d class coach. Preston Car & Coach. 6 Coach & bags. . Am. Car & Fdy. Co. 
ackling, D. C......... +1 Private ...... Pullman, 12 Mail & exp.... Am. Car & Fdy. Co 
Kentwood & Eastern .. ! Motor OAS Fairbanks Morse, 20 Baggage ...... : Am. Car & Fay. Co. 
Yoach. ....... icks Loco. & Car. 28 Sleeper, ...... Pullman. ‘ 
owanee, Grn Bay & W. 1 1st class coach Hicks Loco. & Car. Northampton & Bath... 1 Pass, & bagg... Harlan & Hollingsworth 
eweenaw Central .... @ Coach, . 06665 Pu'lman Norwood & St.Lawrence 1 Coach Hicks Loco. & Car 
Lake Shore & M. 8.... 20 Coach ........ Pullman: Ocean Shore-ity....... +7 Coach, ....... W. L. Holman Co. 
5 Coach ........ Barney & Smith, Ohio Electric ......... 1 Steam coach .. Cincinnati Car 
2 Dining «ee. Pullman, Oregon & Cal 72 Dining .. Pullman j 
*2 Buffet ....... Pullman. salt dl Sh CORON 60.0.0 ccs Pullman. 
*4 Mai) ......... Pullman, *2 Baggage. ..... Pullm 
2 Café coach | ...» Pullman, SF MOtOR 5.55 «sie MeKeen. Motor Car. 
10 CORER 6canne< Am. Car & Fdy. Co. Ore. R.R, & Nav....... 7b, er Pullman. 
30 Coach oe .. Barney & Smith. : 72 Observation .. Pullman. 
P Dining ... Barney & Smith. 72 Combination. . Pullman. 
v2 Baggage pactice Standard Steel. "6 Cogeco «2422+ Pullman. 
2 BUETet .5.60 6-0: sarney & Smith. *4 Baggage. ..... Pullman. 
Lehigh Valley ........ *18 Coach. ....... Standard Steel. Oregon Short Line .... *2 Motor. ....... MeKeen Motor Car. 
Little River R. R...... 1 Coach & bags. . Georgia Car. 72. Observation. .. Pullman. 
Long Island R.R....... *100 Motor .... Am, Car & Fdy. Co. +6 Combination. . Pullman. 
*15 Pass. & bg. “mtr Am. Car & Fdy. Co. "15 Coseh ~.... Pullman. 
*15 Bagg. motor .. Standard Steel. *14 Baggage, ..... Pullman. 
*1 Private ...... Pullman. *6 Mall. ....<...<« Poliman. 
La, & Arkansas....... SE COaCh, 66.00% Barney & Smith. ye ee MeKeen Motor Car. 
11 Mail & bagg... Barney & Smith. Pan American R.R..... 4 Cogeh. o 620 Rarney & Smith. 
Louisville & Nash..... 3 Postal & bagg. Company shops. 4 Ml, bag. « hes Rarney & Smith. 
5 Baggage ..... Company shops. Penn. Lines West...... *18 Mail. .... Pressed Steel. 
4 Coach (vest.). Company shops. *17 Mall. ........ Am. Car & Fdy. Co. 
6 C’ch (non-ves.) Company shops. *6 Coach. ....... Standard Steel. 
Luse Land Company... 1 Private ...... Hicks Loco. & Car. *§ Pass. & bagg... Standard Steel. 
Maine Central ....... 2 Bagg. & mail.. Laconia Car Co. *1 Private. ...... Pullman. 
2 Pass. & bagg.. Laconia Car Co. PenRO NS Bees sics i035 *27 Postal-storage . Pressed Steel. 
76 Coach ...... Laconia Car Co. *41 Coach. ....... Am. Car & Fdv. Co. 
+3 Bagg. & mail.. Laconia Car Co. *15 Pas. & bagg*.. Am. Car & Fav. Co. 
Maricopa & Phoenix .. 2 Motor .... McKeen Motor Car. *32 Coach. ....... Am. Car & Fav. Co. 
Marquette & S, Eastern 2 eee Hicks Loco. & Car *18 Pass. & bagg... Am, Car & Fav. Co. 
Marshall & East Texas. 1 Coach ..... Am, Car & Fdy. Co. *30 Coaches. ...... Standard Steel. 
1 Mail., bag. & P Am. Car & Fdy. Co. *16 Coach. ....... Standard Steel. 
McArthur, J. D........ L Private: a. 660% Hicks Loco. & Car. =a oe 
Michigan Central ..... di Coach ....... Barney & Smith 34 Dining. ... P. R.R., Alt. Car shops. 
i Dining .. Pullman, ‘ oat Fagg. & mail.. P. R.R., Alt. Car nove: 
2 Buffet. ...... Pullman, Uni . Dn ag aaa 
*10 Rage. & Exp... Pullman. Peoria & Pekin Union. 2 Coach. saeat ts : Fone & Smith. 
3 Codch ....<.. Barney & Smith. Pere Marquette i poe _— salen sins lng ae : 
2 nee & bagg. Barney & Smith. Phila, & Reading...... ‘a inn... Harlan & Wollingsworth: 
2 Rage’ mi exp se hendy doe Phila. Rapid Transit.. 20 Rlevated. ....! Pressed Steel, 
uo. Maeaee Lee Pitts. & Lake Erie.... 2 Coach. ....... Rarney & Smith, 
4 Dining, rola Barney & Smith. Quebec Central ....... 2 Bage. bn —_ Comeunns tg 
: — go ls eed ; a Quincy Western 1 Pass © begs. * Holman Car Co 
ag arney & Smith. e one... * separ a : ; ; 
*10 Baggage. . oi . Standard Steel. Hock Bs, -% R.. a ¢ Fang * smoker Am. = ng ie 
*2 Buffet ....... Barney & Smith. ck Island Southern. 8 Pass, & smoker Niles Car & r. 
Milltown Air Line .... 1 Coach ..... Barney & Smith. R R 2 Sepreme. .-.. +. Ni a Car & Mfg. 
Minneapolis & St. L.. 1 Smoker & bagg. Pullman. Rutland Rt we Tei nae ; rE aa hai Cease es PRradlev pied c 
Minn., St. P. & S. S. M 2 Comvt. observ. Barney & Smith. St. Loui &s. rt pt jan C otor -» MeKeen ——— oe 
3 Dining. ..... © Barney & Smith. a Se eso = + KB song fa. Cet oa ee 
6 Mail & exp.... Barney & Smith. +7 — —_ yy Cav & way. Co 
bl ee Barney & Smith. *6 one Sat wee aes & Tay Co. 
+2 Bagg. & mail.. Barney & Smith. ta Steak & con yt mayge Sealy a 
pack _ pees 6 Mail & coach.. Am, Car & Fav. Co. 
Miss, R. & Bonne Terre. 2 Coach ....... Am. Car & Fdy. Co. *9 Mail & Sent - Am. Car & Fav. Co. 
Mo., Kan, & Texas.... 75 Express. ..... Am. Car & Fdy, Co. 5 Café coach.. = Car & Fav. Co. 
Mobile & Ohio ....... +2 Bagg. & mail. Am. Car & Fay, Co. #6 Dining. ...... | Am. Car & Fav. Co. 
17 Baggage ...... Am. Car & Fdy. Co. * St. L. Southwestn .... 14 Coach. ....... Am, Car & Fav. Co. 
{10 Coach ....... Am. Car & Fdy. Co. 6 Chait, 2 i.e Am. Car & Fdy. Co. 
_t2 Coach & mae Am. Car & Fdy. Co. we} F. Cc. & West.. *L MGR... 6 vssia ss McKeen Motor (Car. 
TAO CHAI ass 0 Am. Car & Fdy. Co. & Aran. Pass.... 2 Raggage. ..... Company shons. 
1 Private ...... Am. Car & Fdy. Co. SK. «? S. J. Con. Ry 16 COREE, occ ce Comnany shops. 
Mo., Okla. & Gulf..... 2 Coach .... Barney & Smith. S. P., L. A. & Salt Lake 3 Diving. ...... Pullman. 
LS Barney & Smith. *3. Mal... Pullman. 
2 Bagg. & mail.. Barney & Smith. *3 Raggage. ..... Pullman: 
Mob., Jackson & Kan. C. 1 Baggage ..... Company shops. we |e MeKeen Motor Car. 
Munising _ SRA @ CORED 50.530 5/64 Hicks Loco. & Car. F., Prescott & Phoe. Café Parlor. Pul'man. 
, Chatt. & St. L.... DS COGCR o.o.6:6:00% Am. Car & Fdy. Co. RRS Ar Line... .. 2 Rarnev & Smith. 
3 Part. coach... Am. Car & Fdy. Co. Pass. & bagg... RParnev & Smith. 
8 Bagg. & mail.. Company shops. Mail & Bagg... Barney & Smith. 
1 Rageage Ss phate Comnany shops. Express. ..... PRarney & Smith. 
Nat. Rys. of Mex...... 4 Pullman. 0. Parney & Smith. 
yf 2: & Nor. Eastern. . = Mail & ‘bagg.. Am. Car & Fay. Co. Pass. & bagg... Rarney & Smith. 
Y. Cent. & H. R..... 50 Coach ........ Am. Car & Fdy. Co. Mail & bagg... Barney & Smith. 


* Asterisk indicates steel cars. 


+ Indicates steel underframe 
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Seaboard Air Line ‘ 5 Express. Barney & Smith. Canadian Pacific 2214x28 190,000 
— Motor. McKeen Motor Car. 2 21x28 214,200 
South Georgia Ry..... Coach. Harney & Smith. 2214x28 185,000 
Southern Pacific Dining. Pullman. 2214x28 194,700 
+5 Observation .. Pullman. 1 22x28 214,200 
Coach, ....... Pullman. 2214&33x28 195,000 
Pullman. 2 21x28 191,000 
Pullman. 221%4x28 
x McKeen Motor Car. 3 21x28 
Southern Ry. 75 hs 90> Pullman. : 22 2215x28 
; Bagg. & exp.... Am. Car & Fay. Co. Carnegie Steel Co 2 15x20 
Mail & bagg.. Am. Car & Fdy. Co. Caro., Clinchf’d & O. 24&37x82 
. Am, Car & Fdy. Co. 3 28x30 
Am. Car & Fdy. Co. Carter Construction Co: 7 10x16 
Barney & Smith. Central Pacific 26&40x30 
Pullman. Central of New ae 6 20x26 
General Electric. Charlotte Har. & Nor.. 3 18x24 
Pullm : _ 2 20x24 
araar "% Smith. Chesapeake & Ohio....15 22x28 
Pullman. 20 22x28 
Pass. & al Pullman. 22x28 
Bagg. & exp... Pullman. 2 17x18 330,000 
Mail & exp Pullman. Chesapeake & Wes.... 1 20x24 132,000 


ae American 
Observ. butfet. Pullman. Chica y 
vw tag ’ Sheffield Car. cago & Alton 22&35x30 300,000 ) American 


0 24x30 259,000 2-8-2 American 


1 
Coach. Wason. Chi Ww 
Coach. Harlan & Hollingsworth icago Gt. Western. .10 23&385x32 360,000 Baldwin 


20 24x30 216,000 
Private. Preston Car & Coach. ’ 
= 4 26x28 f ldwin 
ist class coach Evasion Car & Coach. Chic. & North Western .20 rt er ; 33s 'o00 ye a. 
Ac ver 20 25x32 232/000 American 
Sen - Rie bey ag) tees 
‘ 5 x J meric 
area ; Chgo. & Wes. Ind 10 26x28 ‘American 
Baldwin 


McKeen Motor Car. Chi 
Coach ........ Hieks Loco. & Car. 1, Bur. & Quincy... 22x28 Baldwin 
Baldwin 


; ar “5 21144&33x32 355,000 
Cc ombination. : reg aay xe =. 911, &33x32 362. 000 
Am. Car & Fdy. Co. 22x28 228,000 Baldwin 
. Am. Car & Fay. Co. ! 20x24 122,500 Comp. Shops 
McKeen Motor Car. Chi., Ind. & § 6 23x32 236,000 American 
Harlan & Hollingsworth Chi., Ind. & ee. 3 22x28 American 
Harlan & Hollingsworth Chica o Junction Ry... 7 20x26 American 
Barney & Smith. il. & Gary Beri 1 19x26 Baldwin 
. Barney & Smith. . & St. 24x30 Comp. Shops 
Barney & Smith. 5 19x26 Comp. Shops 
Barney & Smith. 5 21x30 Comp. Shops 
. Am. Car & Fdy. Co. 23x30 Comp, Shops 
Mail & exp. ... Barney & Smith. 23x28 Comp. Shops 
Baggage. Barney & Smith. 22x30 American 
Parlor, ....... Barney & Smith. 50 23x28 American 
Am. Car & Fdy. Co. 23x30 Baldwin 
Coa Pullman. 21x28 206,000 Comp. Shops 
Lib. ‘i buffet. Barney & Smith. 2014 x26 178,000 American 
Dining. os Barney & Smith. 15&25x28 202,000 Baldwin 
DIN Re Sis ceca sees Comb. coac a. W L. Holman Co. 5 21x28 206,000 American 
LOCOMOTIVE EQUIPMENT ORDERED IN 1909. ot se & samen. Pee ee American 
Purchaser. No. Cylinder. Weight. Type. Builder. +: Ht. x30 American 
Acme, Red River & No.. 1 19x26 140, 46-0 Baldwin C, RT & 23x30 American 
Aetna Const. Co 1 9x14 Davenport 23x28 American 
Ala. Gt. Southern 23&35x32 Baldwin 174% x26 American 
1 26x30 Baldwin c., St. P., M. & O.... 21x28 American 
22x30 Baldwin 21x26 American 
22x28 Baldwin 18x24 American 
39x28 Baldwin Chicago Southern 22x28 Rogers 
Am. Steel Fdys 16x24 American Chilian State Rys.. 15x24 Lima 
1 16x24 American Cin., Ham & Dayton. . 23x30 American 
18x24 American 21x26 American 
Ann Arbor 22x30 American City of Los hope... 12x18 ank Vul. I. Wks 
be Cc. & St. American 
American 


» CG, 22x26 
22x26 

American 

American 


Comp. Shops 
American 
Comp. Shops 
Mont. L. Wks 
Comp. Shops 
Comp. Shops 
Comp. Shops 
Comp. Shops 
Comp. Shops 
ome. Shops 
Porter 
Baldwin 
Baldwin 
Davenport 


DARN 


Braponm 
RPDS 
CONor 


id 

SR ESP BIS 
=O 
=the) 
* 


Qow 


Go Co OS a> 


oooooo 


American 
American 
American 
Lima 


CUOUOTNS G9 ODS > Sd 


Spok., Port. & Seattle. . 


bo mueewy poo 
1» Bang 
rf ~~ ir eo 

i] 


2 
ey 

=? 
Zo 


Stanley, Merrill & Phil. 
Staten Island Rap. Tr. 
Strouds Ck. & Muddlety 
Temiskaming & N. Ont. 


<4 

Np 

oR 
enscooos 


Union Pacific 


ANDRO pow 
PALO 


* * 
how. be 
oo 


ROSH 
Pe 


No 


Valvosta, Moultrie & N. 


* * 

— bet oe CD 
ad 
_ 
pS 
an 
I 
Oo 
tot 


* 
” 
So 

= 


Vandalia 


Virginia & Truckee ... 
Virginian Ry 


PO A 


Be On 
ONS ow 


DOP 


CNONSSCONS 


Wash., I. & Mont. 
Western Maryland .... 


+ * % 
mR po hom 69 00 OOF bob 
Ona 


PW AM AS 


WPM ANWRONOS 


Western Pacific 


32> OO 
35 


poh oes 
te pa 
nooo 
Pimor 
mwob 


o 
* 
i—] 
PPLITSON BAe 


He >. 00 GH» 


k= 
7 
= 
@ 
o 


1 ys 
DRA S 


SOOHNWNHOSCSS 


Fog 
Sonny Now 


wWOoSSoONNSS 


D 


he Go o> be He Co C2 do Go 


BOSS ANL 
Pens 
Hod 


NM 
3 
i) 
= 


Lima 


— jt 5 fas 
VID TH ClO POLO NNN wp 


2 
Argentine oO" % Ry.. 100,000 
Ark., La. & Gulf 1 eee American 
A, T&S. 26&38x34 Baldwin 


21x28 
23x32 


te 
S 
Terk 
PRARE 


24&38x28 
25x28 

15&25x26 

30 24&38x28 
Atlanta, Bir. & Atl.... 19x26 
2 25x32 
Avoyelles Cyp. Co 10x16 
Augusta §S 2 18x26 


Baldwin Corrigan, McKinney 
Baldwin Co. 2 19x26 -6-0 American 
Baldwin Corvallis & Alsea River. g : Heisler 
Baldwin Craig Mtn. Lmbr. Co. 0-6-0 American 
Baldwin Crane Iron Works 15x22 Baldwin 
Baldwin Cumberland & Pa 3 21x26 Comp. Shops 
Davenport Dakota & Western.... 16x24 92,500 2- Davenport 
Baldwin Davidson, Hicks 
Baltimore & Ohio 22x30 American Green 1 84,000 Geared Heisler 
26 22x26 -2 Baldwin Delaware & Eastern... 18-in. 0 nee Dickson 
ectric Gen. Electric Delaware & Hudson...*6 26&41x28 t Mallet American 
22x30 / 2-8-0 American Del., Lacka. & Wstn.. 22x28 2 0-8-0 American 
19x24 E 8. Tank Baldwin 9 22%x26 0 American 
Seared Heisler 21x26 . American 
20x26 -4-0 American 19x24 : -6-0 American 
22x28 2- American ted - American 
24x32 Y -8-0 Baldwin Denver & Rio Grande. .19 2 194,000 -2 American 
22x28 6-0 Baldwin *8 BO IGe 33x32 340,000 American 
15x20 H. K. Porter 3 20x26 149,000 0-6-0 American 
16x20 ) H. K. Porter Deny., Laramie & N. W. 2 
21x26 é -0 American Denver, N. W. & Pac. .*2 = ~ lene 329,000 yy American 
21x26 , i Detroit & Mackinac... 1 20x26 142,000 6-0 American 
Birmingham So 22x28 200, 000 -8- i Detroit Riv. Tunnel Co. 6 Electric i. Electric 
Bliss-Cook Oak Co.... 48,000 Dominion Ir. & »t. Co.. 4 12x16 0-4-0 H. K, Porter 
Blouin, L. A., * B 4 - 000 a Duluth & Iron Range.. + 22x28 2-8-0 Baldwin 
Book Cliff Ry 000 Li . 10 2-8-0 Baldwin 
Boston & Albany DOL3Bx82 343, 000 Mallet American Dul., Mis. & Northern. Mallet Baldwin 
Boston & Maine....... 18x2 123,600 4-4-0 American 4-6-0 Baldwin 
: 18226 145,000 Baldwin 
19x24 119,000 -0 American Duluth & Nor. Minn... Baldwin 
20x30 171.200 2-8- American Dul., So. Shore & Atl.. Baldwin 
10 22x28 217,000 -6- American E. Jordan & Southern. . American 
- Eddystone Mfg. Co.... Baldwin 
1 18x24 130,000 - Baldwin Elgin, Joliet & East’n.. American 
parieee St. Cast’g Co.. 1 - American 22x28 American 
Buff., Roch. & Pittsb’g. 12 21x28 195,000 2-8-0 American 22x28 American 
1 20% x26 183,500 4-4-2 American Emporia Mfg. Co Heisler 
2 24x28 280,000 2-10-0 American Erie & Michigan om American 
Buffalo & Susquehanna.10 21x28 188,000 2-8- American R. R 22x32 Baldwin 
Canadian Pacific 30 21x28 214,200 - Mont. L. Wks. 20x26 - Baldwin 
is *1 22&33x26 250,000 } Comp. Shops 5 20x26 148/540 = Comp. Shops 
*Asterisk indicates stee] cars. *Asterisk indicates steel cars. 
{ Indicates steel underframe cars. ; Indicates steel underframe cars. 
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Escanaba & Lake Sup.. 1 19x26 133,000 
Eureka Hill Ry....... 1 12x15 140,000 
Fitshugh & Co........ | eT TN 
Florida East Coast.... 6 20x26 200,000 
Ft. Dodge, D. M.& So.. 3 ~— ~+- ..aeee 
Fresno Copper Co..... 1 16x24 80,000 
Gahagan, Walter H... 4 17x24 120,000 
4 10x16 38,000 
4 10x16 38,000 
agg Valley Ry.. ee 
Galv., Har. & San Ant.*12 21&33x30 310,000 
Gard. City, Gulf & Nor. 1 17x24 93,000 
Georgia & Florida..... 2 19x26 144,000 
Georgia Railroad...... 2 20x26 165,500 
2 20x26 165,500 
Georgia So. & Florida.. 4 21x28 190,500 
2 22x28 138,500 
Gila Val., Globe & Nor. 1 19x26 140,000 
Gilchrist-fordney Co... 1 20x24 142,100 
Gilmore & Pittsburgh.. 2 20x28 213,000 
1 18x26 213,000 
3 20x24 213,000 
1 19x26 213,900 
Goble-Nehalen Pac.... 1 16x24 72,000 
Goodland Cypress Co... 1 11x16 46,000 
Grand Rap. & Indiana. 4 20x26 170,000 
Grand Trunk Pacific. .25 18x24 121,688 
25 <— 161,976 
Grand Trunk R. R... 25 1 136,000 
*15 ot ig @a0x82 211,200 
10 22x 210, 000 
Great Northern....... 20 36230 235,750 
20 26x30 185,000 
*10 23&35x32 370,000 
1 10x14 31,000 
Gulf, Sabine & Rd. Riv. 1 16x24 98,000 
Gulf, Texas & Western. 2 19x26 137,000 
2 19x26 137,000 
Hardaway, B. H...... 1 84,000 
Hartwell Ry. ....... 1 18x24 105,000 
Homestead Plantation. 1 7x12 24,500 
SO ae 1 64, 000 
Hunt. & Broad Top... 2 — ...... 
Houston Belt. & Ter.. 3 19x24 127,000 
Idaho & Wash. No.... 1 22x28 184,000 
2 22x28 196,000 
Idaho Southern ...... : ee ie? 
Illinois Central....... 5 22x28 222.000 
18 22x30 223,000 
Illinois Tract. System. 2 = =  — ..aeee 
Indiana Harbor Belt.: 3 21x28 163,000 
Indiana Northern ..... 1 17x24 83,000 
Indiana Steel Co...... 6 17x20 _~—..... wut 
Intercolonial ......... 10 21x28 164,850 
; 1 21x28 187,000 
Internat. & Gt. Nor.. 5 20x28 174,350 
Int. Ry. of N. Bruns.. 1 18x24 108,000 
lowa Central ........ 12 21x30 172.000 
Jeffrey, Donald ...... 3 10x16 36,000 
Johnson, Dauchy & 
ROMEMED © arate ie ie ere 258% 7 10x16 36,000 
2 16x24 72,000 
Jones & Laughlin S. Co. 1 14x20 75,000 
2 18x24 117,000 
Juragua Iron Co...... 1 16x20 70,000 
Kansas City Belt..... 2 19x24 121,000 
6 20x26 156,000 
K. C., Mex. & Orient.. 5 22x30 207,000 
4 19x26 139,000 
Kew., Gr. Bay & Wes.. 1 19x26 133,000 
Lake Shore & Mich So.20 23x30 241,000 
40 23x32 236,000 
50 22x28 266,000 
10 20x26 148,00 
Lake Sup. R Ishp.... 5 20x28 174,000 
Lake Sup. & T. we 1 20x24 144,000 
Lake Tereisel Ry.. 3 21x26 137,000 
Lehigh Valley ........ 4 21x28 170,000 
10 21x28 203,000 
8 20x24 127,550 
Liberty en ee 1 12x15 40,000 
Little River R. R..... *1 15&23x22 165,000 
1 12x12 50,000 
Louisiana & Pacific....*1 14&21x22 140,000 
Louisiana Ry. & Nav.. 3 15x20 83,00 
3 18x24 122,150 
1 18x24 101,000 
Louisville & Nashville..20 21x28 187,000 
4 20x28 183,000 
Lufkin Land & L. Co.. 1 19x24 123,000 
Macon, Dub. & Sav. 1 18x24 116,000 
Maine Central ....... 8 22x28 214,000 
2 18x24 126,000 
1 18x24 126,000 
2 20x26 137,000 
1 22x28 214,000 
t 5 22x28 193,000 
Manistee Mill Co. a a ee e 
Manufacturers’ Ry.. 1 20x26 50,500 
Marquette & S. E..... 3 20x28 174,000 
Marsch, John ........ 3 16x24 0,000 
M arysv. Arlington Ry.. 1 12x12 120,000 
Mexico North Western. 4 © ...... 
Mexican Railway...... 4 15x20 83,000 
- ‘xican Southern .... 5 17x20 88,000 
Michigan Alkali Co. 1 19x24 115,000 
M ‘higan Central ..... 1 14x22 54.000 
18 28x32 236,000 
6 22x26 245.500 
6 22x26 245,500 
2 21x28 162, 500 


“Asterisk indicates steel cars. 
~ Indicates steel underframe cars. 
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4-6-0 Baldwin 
Shay Lima 


S. Tank Vulcan I. Wks. 


4-62 American 
Electric Baldwin 
0-6-0-8 Davenport 
4-6-0 Baldwin 
S. Tank Baldwin 
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Canadian Loco. 
Canadian Loco. 
Loco. 


Montreal Loco. 


Loco. 


Michigan Central..... 13 21x28 162,500 
. 20 23x32 236,000 

5 22x26 245,500 

5 21x28 162,500 

10 23x32 236,000 

5 22x26 245,500 

1 24x28 275,000 

1 24x28 275,000 

Minn. & St. Louis..... 7 21x30 172,000 
4 21x26 182,000 

3 20x28 157,000 

M., St. P. & S. Ste. M.. 4 19x24 127,500 
4 20x26 06,000 

*6 23&35x34 204,000 

4 2414x26 228,000 

aa eta en 4 25x30 213,000 
Mississippi Central ... 2 19x26 136,000 
Missouri & No. Ark.... 2 22x98 182,200 
2 22x28 124,000 

Missouri, Kan. & Tex..16 20x28 170,500 
Missouri, Okla. & Gulf.. 2 20x26 165,000 
8 18x26 115,000 

; ; . 3 18x24 113, 770 
Missouri Pacific ...... Pleo.) ll —_— an 

Monongahela Connect’g. 4 20x26 144,000 
Monongahela R. R..... 8 21x30 192,000 
Monroe & Southeast’n. 1 10x10 72,000 
Montpel. & Wells Riv.. 1 18x26 127,000 
Moody Bros. ...cccces 1 9x14 28,000 
Morehead & No. Fork.. 1 12x20 56,000 
Morgantown & Kingw’ d. 1 18x26 130,000 
Morley Cypress Co. 2 22x28 179,000 
Nash., Chat. & St. i, 1 10x14 31,000 
Nelson-Neal Lmbr. Co.. 4 24x28 169,000 
Nevada Northern ..... 1 84,000 
Newburgh & So. Shore.. 1 21x30 168,000 
New Canadian Co..... 1 18x24 105,000 
N. Y. & Pa. as ne 2 18x24 109,000 
N. Y. Cc. & H. ~ 62.000 
25 23x32 236,000 

25 22x28 266,000 

23 21x28 163,000 

= : 12 22x28 266,000 
N. Y., Chi, & St. L..25 19x24 140,500 
10 18x24 103,450 

Ne Yay Ne BO esc an... eames 
N. Y., Ont. & Western. 3 2014x26 150,000 
Norfolk & Western. 6 2214x28 247,000 
“05 2414 &39x30 390,000 

*5 2414&39x30 360,000 

Nort. &.Portem Belt: 2° = eeewne 
o. & So. Carolina.... 2 18x24 _ 99,000 
North Coast ......... 2 20x26 © 155,000 
Northern Central 2 22x26 188,600 
3 20x24 4,10 

Northern Pacific...... 13 22x26 233,250 
31 22x26 3,500 

*5 26&40x30 425.900 

*6 20&31x30 300,300 

49 24x30 265,000 

15 20x26 148.000 

10 20x26 148,000 

No. Redw’d Lmbr. Co.. 1 72,000 

O’Brien, Fowler & Mc- 

eo a ee 2 18x24 117,000 
Ohio Construction Co.. 1 10x16 36,000 
Oregon & California... 4 22x28 203,000 
2 19x26 140,000 

Oreg. R. R. & Nav. Co. 6 22x28 203,000 
2 19x26 140,000 

*2 24&40x30 425,900 

Oregon Short Line.... 7 22x28 203,000 
Oregon Tim. & Lum. Co. 1 4,000 
Ore.-Wash. Logging Co. 1 124,000 
Pacific & Eastern..... 1 84,000 
Pac. Coast Coal Mines. 2 14x22 79,000 
Pacific Lumber Co..... 1 16x24 111,000 
Pac. Port. Cement Co.. 1 19x24 120,000 
Pardee & Curtin L. Co. 1 72,000 
Pennsylvania ........ ee 0 t«Cs 
Pennsylvania Steel .... 2 =  — ...... 
Penna. Railroad....... 19 24x28 238,000 
8 1814%4x24 116,500 

5 22x26 188.600 

30 24x26 272,500 

Penn. Lines W. of P..27 20x24 144,100 
13 20x24 144,100 

5 24x28 238,000 

50 24x28 238,000 

10 22x26 188,600 

: . 35 24x26 272.500 

agg —— Union.. 8 21 x28 165,000 
ere arquette ...... 2 191%4x28 175, 500 
Phila. & Reading...... . rae 
Phila., Balt. & Wash: -18 22x26 188.600 
i 1 64,000 
Pittsb. & Lake Erie. -10 20x26 140,000 
15 20x26 140.000 

5 21x30 192,000 

Pittsb. Iron Ore Co. 4 120,000 
Postel Milling Co. . 1 24,000 
Prettyman & Son, J. ‘Fl 64,000 
Quebec Central ....... 2 19x26 144,500 
Quebec Contracting ve 2 10x16 36,000 
Quinalt Lumber Co. 1 120,000 
Quincy Western ...... 1 17x24 68,000 
Ragiey Lumber Co.....1 jj.§- i iscecs 
Roanoke R. R. & T. Co. 1 48,000 
Rock Island Southern... 1 18x24 100,000 
Rutiand BR. R......... 4 22x26 198,000 
4 22x30 209,000 

Saginaw & Flint....... Oro © ea 
Sewell Valley Ry.. 1 11x12 100,000 
St. John’s Riv. Term. 1 19x24 127,500 





*Asterisk indicates steel cars. 
f+ Indicates steel underframe cars. 


0-6-0 American 
2-8-0 American 
4-6-2. American 
0-6-0 American 
2-8-0 Mont. Loco. 
4-6-2 Mont. Loco. 
0-10-0 Mont. Loco. 
0-10-0 Mont. Loco 
2-8-0 Baldwin 
4-6-0 Baldwin 
2-6-0 Baldwin 
0-6-0 American 
4-6-2. American 
2-8-0 American 
4-6-2. American 
2-8-0 American 
4-4-0 American 
4-6-0 Baldwin 
2-8-2 Baldwin 
4-6-0 American 
2-8-0 Baldwin 
4-4-0 Baldwin 
4-6-0 Baldwin 
2-8-0 American 
0-6-0 H. K. Porter 
2-8-0 American 
Shay Lima 

2-6-0 Baldwin 
0-4-0 et eg 
S. Tank H. K. Porter 
4-6-0 Baldwin 
2-8-0 Baldwin 
0-4-0 Davenport 
4-6-0 Baldwin 
Geared Heisler 

na American 
0-6-0 Baldwin 
4-6-0 American 
Geared Heisler 
2-8-0 American 
4-6-2 American 
0-6-0 American 
4-6-2 American 
4-6-0 American 
0-6-0 American 
Electric Westinghouse 
0-6-0 American 
4-6-2 American 
Mallet Baldwin 
Mallet American 
witch Baldwin 
4-6-0 Baldwin 
2-8-0 American 
4-4-2 Comp. Shops 
0-6-0 Comp. Shops 
4-6-2 Baldwin 
4-6-2 Baldwin 
Mallet Baldwin 
Mallet Baldwin 
2-8-2 American 
0-6-0 American 
0-6-0 American 
Geared Heisler 

2-6-0 Canadian Loco. 
0-4-0 Davenport 
4-6-0 Baldwin 
0-6-0 Baldwin 
4-6-0 Baldwin 
0-6-0 Baldwin 
Mallet Baldwin 
4-6-0 Baldwin 
Geared Heisler 
Geared Heisler 
Geared Heisler 

2-4-2 Montreal Loco.’ 
2-6-2 Baldwin 
0-6-0 Baldwin 
Geared Heisler 
Electric West. El. & Mfg 
.... American 
2-8-0 Comp. Shops 
0-4-0 Comp. Shops 
4-4-2 Comp. Shops 
4-6-2 Comp. Shops 
0-6-0 American 
0-6-0 Comp. Shops 
2-8-0 Comp. Shops 
2-8-0 Baldwin 
4-4-2 Comp. Shops 
4-6-2 Comp. Shops 
0-6-0 American 
2-8-0 American 
--+. Comp. Shops 
4-4-2 Comp. Shops 
Geared Heisler 

0-6-0 Comp. Shops. 
0-6-0 Comp. Shops. 
2-8-0 American 
Geared Heisler 
GaslIne. Mil. Loco. 
Geared Heisler 

4-6-0 Canadian Loco. 
0-4-0 Montreal Loco. 
Geared Heisler 
Forney American 
4-6-0 American 
Geared Heisler 

0-6-0 Baldwin 
4-6-0 American 
2-8-0 American 

Baldwin 
Sha ay Lima 
0-6-0 Baldwin 
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St. L. & San Fran....15 22x30 


201,500 2-8-0 Baldwin 
15 23x30 201,000 2-8-0 Baldwin 
20 26x28 212,000 4-6-2 Baldwin 
St. Louis Southwestern..10 22x30 195,000 2-80 Baldwin 
6 21x28 185,000 4-6-0 Baldwin 
San Diego & Arizona... 1 18x24 90,000 0-6-0 American 
Seaboard Air Line..... 15 21x28 172,000 4-6-0 Baldwin 
5 19x28 144,000 0-6-0 Baldwin 
Shannon Arizona Ry... 2 17x20 111,000 2-8-0 Baldwin 
Shattuck-Edinger Co... 1 6x10 15,000 0-4-0 Davenport 
1 11x16 40,000 0-4-0 Davenport 
1 12x16 46,000 0-4-0 Davenport 
Shelvin, E. C., Lbr. Co.. 1 84,000 Geared Heisler 
Sierra N. Wd. & L. Co. 4 10,000 Gaslne. Milwaukee Loc. 
OS: ae 1 40,000 Geared Heisler 
Smith & Morrison..... 1 48,000 Geared Heisler 
Pe Bis Or nant in kewse 5 22x30 204,000 2-8-0 American 
4 22x30 184,000 2-8-0 Baldwin 
5 22x30 206,000 2-8-0 Baldwin 
2 22x30 206,000 2-80 Baldwin 
South Bekele RE. B...-. 2.  $§  w«asess 0-6-0 American 
Southern Pacific....... 4 21x28 174,000 2-6-0 Baldwin 
So. Pac. in Mexico....15 21x28 174,000 2-6-0 Baldwin 
Southern Railway..... + 22x28 220,000 4-62 Baldwin 
Southern Utah Ry 1 20x24 153,000 2-8-0-8 Lima 
Spok., Port. & Senttic. *10 15&25x26 213,000 2-2-1 Baldwin 
S. R. & R. Lakes R. R.. 1 10% x14 50,000 Forney Baldwin 
S. Ant. & Aran. Pass.. 1 18x24 100,000 4-4-0 Baldwin 
Standard Steel Works. 1 19x24 109.000 0-6-0 Baldwin 
Staten Isl. Rap. T.... 4 16x24 116,300 4-4-0 American 
Stearns Salt & Lbr.Co. 1 ...ecc.- .... Baldwin 
Stone & Webster E.Co.1 ——.4..... 0-6-0 American 
7 9x14 28.000 0-4-0 Davenport 
Sugarland eee 1 17x24 105,000 .... Baldwin 
Sup. & te: SMES Ry. 1 17x24 112,000 2-8-0-8 Lima 
Temiscouta Ry. errs 2 18x24 108,500 4-6-0 Montreal Loco. 
Temiskaming & N. Ont. 2 19x26 128,000 0-6-0 Canadian Loco. 
2 19x24 146,000 4-6-0 Canadian Loco. 
, 4 19x24 146,000 4-6-0 Canadian Loco. 
Deen. Coal, L&E: B.. 2 36590 sc sence sooo Ses ee ewer. 
ire _§ wanieies a H. K. Porter 
Ter. R.R. Assn. of St. L.10 20x26 141,000 0-6-0 American 
Texas Central he 3 18x24 130,000 4-6-0 American 
Thompson Bros. L. Co. eee: — eoeeee rn a ee rg 
Three States Lbr. Co.. 1 44,000 Geared Heisler 
Tioga & Southeastern. . - 1 15x24 90,000 2-6-0-8 Lima 
Tor., Ham. & Buffalo.. 1 22x28 208,000 2-8-0 Montreal Loco. 
Union Lumber Co..... 1 99,000 Geared Heisler 
1 160,000 Geared Heisler 
Union Pacific ....... .21 22x28 222,000 4-62 Baldwin 
10 19x26 140,000 0-6-0 Baldwin 
: *3 26£40x30 425,900 Mallet Baldwin 
Vach. & L. des All. Ry. 1 9x14 35,000 0-4-4 Davenport 
WHER ke oc cues 7 24x28 238,000 28-0 American 
4 24x26 260,000 4-6-2 American 
2 21x26 182,000 4-4-2 American 
k 2 22x24 169,000 06-0 Penn. R. R. 
RD i os alae 7 24x32 254,000 2-8-2 Baldwin 
Wab.-Pittsb. Terminal... 2 22x30 225,300 2-80 American 
9 22x32 228,400 2-8-0 American 
1 25x32 228.400 2-8-0 American 
Walsh Const. Co. 6 16x24 72,000 0-4-0-8 Davenport 
Wenatchee Val. & Nor.. 1 18x24 132,750 26-2 Baldwin 
West Ky. Coal Co. aera eee 4-6-0 American 
West Side Belt R. R. “2 kama 328,000 Mallet American 
West’n Maryland R. R. 5 22x2 188.800 4-6-2 Baldwin 
: *2 33k 35x32 342,000 Mallet Baldwin 
Western Pacific ...... 45 22x28 03,000 2-8-0 American 
21 21x26 184,000 4-6-0 American 
: 12 20x26 149,000 0-6-0 American 
West ow: Air B. Co. 1 7,000 Gaslne. Milwaukee Loc. 
i ye eae 1 84,000 Geared Heisler 
Wichita’ Falls & So... 2 18x26 116,600 26-0 Baldwin 
Winston-Dear Co. .... 1 46,000 Geared Heisler 
Wolv. Port. Cem. Co.. 1 7,000 Gasine. Milwaukee Loc. 
Woodward Iron Co... 1 20x26 164,000 2-6-2 Baldwin 
1 16x24 111,000 2-6-2 Baldwin 
Wrightsv. & Tennille... 1 18x26 128,500 4-6-0 Baldwin 
* Asterisk indicates steel cars. 
j Indicates steel underframe cars. 





CHARLES B. DUDLEY. 





BY B. W. DUNN, 
Chief Inspector of Bureau for the Safe Transportation of Explosives. 
My first impressions of Dr. Charles B. Dudley came from 


the frequency with which I found it useful to consult the 
Pennsylvania Railroad specifications, and these impressions 
were corroborated by the practice observed among technical 
men to accept the specifications as standards. Later, after 
having enjoyed for several years the pleasure and the ad 
vantage of an intimate association with the Doctor, I learned 
something of the difficulties that he overcame in the develop- 
ment of these specifications. 

Close and continued application to work and to study; an 
inspiring and unselfish loyalty to the Pennsylvania Railroad; 
an ability to consider questions from different points of view 
and thereby to appreciate the difficulties of the manufacturer 
of materials, while forcing him to make additional efforts to 
meet the necessities of the consumer; a disposition so genial, 
a patience so vast and an optimism so contagious, as to com- 
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pel the willing co-operation of his associates; these were some 
of the traits that distinguished Doctor Dudley. 

It is easy to understand why the members of the American 
Society for Testing Materials insisted year after year on 
making him their president, and why a handsome loving cup 
from them occupied such a conspicuous position in his home. 
Those who read the proceedings of this society will note the 
breadth and the soundness of view as well as the charm and 
the dignity of style with which his annual presidential ad- 
dresses review modern progress in the testing and standard- 
izing of materials for construction purposes. They will note 
also the frequent and valuable contributions by Doctor Dudley 
to discussions on a great variety of technical subjects. At 
Copenhagen last summer he attended, as a delegate, the meet- 
ing of the International Society for Testing Materials and 
was elected president of that society to serve until its next 
meeting in the United States in 1912. The honor was great, 
but no greater than the merit of its modest recipient. 

I met him for the first time in 1905, shortly after the dis- 
astrous accident on the Pennsylvania Railroad at Harrisburg 
which involved the explosion of a carload of dynamite. From 
that time until his death he devoted a large part of his time 
to promoting the safe transportation of dangerous articles. 
Only those closely associated with him during the last years 
of his life appreciate his many sacrifices to this work. 
Hurried journeys that called for the strength of a younger 
man, all day conferences with manufacturers and shippers in 
successful efforts to win their co-operation, patient reviews of 
technical laboratory reports followed by useful suggestions for 
the guidance of his subordinates, were some of the “extras” 
to a program already full. 

His friends admired him much, but they loved him more. 
Who of them can ever forget his characteristic greeting, the 
contagious smile that banished temporarily, at least, all your 
troubles, the double hand grasp, the effectionate pat on your 
shoulder, that accompanied his “How are you?” 





GRADE CROSSINGS.* 


BY H. J. PFEIFER, 
Engineer M. of W., Term. R. R. Association of St. Louts. 

The remarks I am about to make are not an erpression of 
the views of the management of St. Louis railways; they are 
merely the individual ideas of the writer. 

Grade crossings are recognized by all as a grave evil, es- 
pecially in large cities, and, abstractly considered, you will 
find every one in favor of their abolition. Most serious and 
distressing accidents occur on them, especially where they are 
used by street cars. Expensive and vexatious delays to both 
railway and highway traffic are an ever-occurring result of 
their presence. Protection in the form of gates and watchmen 
must be furnished, the crossing must be maintained and kept 
clean, items which in themselves represent the interest on a 
no inconsiderable investment, Their abolition will permit the 
railway to run its trains through the city at full speed, per- 
form its switching service without interference from street 
traffic and give it better control over its right-of-way on ac- 
count of the lessened opportunities for trespassing. 

The benefit to the public is fully as great, if not greater. 
The street railway, if there is one on the crossing, also shares 
in the benefits not only by obtaining greater safety and quicker 
transit for its passengers, but also by avoiding disarrangement 
of its schedules through delay at the crossing. 

Grade crossings can be eliminated by placing the railway 
over the street, or the street over the railway. The first re 
quires a vertical separation at the crossing of about 17 ft., 
consisting of 14 ft. for street headfoom and 3 ft. depth of 
floor in the railway structure, and the second a vertical sep 
aration of 25 ft. to 26 ft., depending on conditions, consisting 
of 22 ft. of headroom above the tracks and 8 ft. to 4 ft. depth 





*From a paper read before the St. Louls Railway Club, May, 1909. 








DECEMBER 31. 1909. 


of floor of the street structure. Other things being equal, there- 
fore, placing the railway overhead would appear to be the bet- 
ter and more economical plan on account of the saving of 8 
ft. to 9 ft., or from 32 per cent. to 35 per cent. in vertical sep- 
aration. While 22 ft. of headroom for the railway cannot al- 
ways be attained, on account of adverse conditions, good prac- 
tice in most states, and the law in others, requires it because 
this height is necessary to clear a man standing on a box 
car. In no event, however, can the vertical clearance for the 
railway be less than 16 ft., which is still a greater vertical 
separation than if the railway is placed overhead, This prin- 
ciple is universally recognized in Chicago, where the ground 
is practically level, where all railways are overhead, and 
where they speak not of grade separation, but of track eleva- 
tion. 
EFFECTS OF CITANGE IN RAILWAY GRADE. 

These naturally group themselves under the following 
heads: 

1. Probable increase in maximum gradient and its effect on 
the efficiency of the road. 

2. Effect on railway improvements, such as depots, water 
and fuel stations, interlocking plants, switching yards, ete. 

3. Effect on industrial tracks, buildings and other property 
adjoining the right-of-way. The last two items are sometimes 
of serious import, as a material change in grade may involve 
the almost complete destruction of improvements costing large 
sums of money. 

4. Provisions for draining the right-of-way cannot be over- 
looked and must be given due weight in any plan of grade 
separation, sometimes at a considerabie outlay of money. 

5. Damages on account of change in grade must be paid 
to any one who is injured thereby. 

6. The plan proposed for the crossing under consideration 
may seriously affect a proper solution for adjoining crossings 
which makes it necessary at time to consider a series of cross- 
ings as a unit. 

7. Grade separation on the existing right-of-way may involve 
80 much expense and such unsatisfactory results that a new 
line, for which right-of-way must be acquired, is the only solu- 
tion of the difficulty. j 

8. Due regard must be had for the future development of 
the railway. 

9. Care must be exercised so that the railway will have the 
proper side and vertical clearance along its tracks. 

EFFECTS OF CHANGE IN STREET GRADES. 

1. If the grade of the street is changed, a reasonable 
gradient must be secured; if it is too steep, great expense 
and inconvenience result to those using the street. Opinions 
differ as to what constitutes a reasonable grade, but I believe 
I am safe in saying that any slope with less than 4 ft. rise in 
a hundred feet comes within that definition. 

2. Abutting damages on account of change of grade on the 
street are a prolific source of expense in the abolishing of 
grade crossings. 

3. Right-of-way must be required for approaches along the 
street for highway structure and great skill can be shown in 
their proper location and design. These last two items fre- 
quently amount to as much as the construction cost, and in 
some cases makes an otherwise acceptable plan prohibitive in 
cost. 

4. Frequently a proper solution requires a new location for 
the street. This is the case when, for example, it is found 
desirable to consolidate two streets and make one crossing 
serve for both. When it is done with discrimination and good 
judgment, the results are satisfactory to all. 

5. A change in the grade of the street forming the crossing 
may affect other streets in the vicinity. 

6. Most streets have sewers, water pipes, gas pipes and other 
ducts under them. Relocation or change of grade of these 
cannot be lightly passed over, as work of this kind runs into 
money rapidly. 
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7. The same attention to the details of drainage, future de 
velopment and clearance given to the railway right-of-way 
must be accorded the street, because without a proper regard 
for these features satisfactory results cannot be obtained. 

FORM OF STRUCTURE. 

If the railway is placed overhead, a structure must be 
designated of sufficient capacity to take care of the railway 
facilities for which it is required. At the same time, ample 
space must be left underneath to take care of the street 
traffic in an acceptable and up-to-date manner. A structure for 
this purpose usually consists of retaining walls along the 
building lines of the street upon which rest spans, either of 
steel or some other form of permanent material. The details 
of construction will vary according to conditions, such as the 
importance of the street and railway, the location, whether 
in a manufacturing or residence district, and the consequent 
degree of elegance and the ornamentation desired in the work. 
If the street is placed overhead, a structure must be designed 
of sufficient capacity to take care of the street traffic for which 
it is required. Ample space should. be left below to meet the 
requirements of the railway. <A structure for this class of 
crossings usually consists of two masonry approaches with 
steel spans of varying length between. A structure of this 
kind is also constructed with varying capacities and ornamen- 
tation depending on its importance and on the district within 
which it is located. 

cost. 

We now come to that feature of the problem which is the 
prime factor in preventing and delaying its solution. In 
nearly every case in large cities, an average of a hundred 
thousand dollars or more is required per crossing. The ele- 
ments that go to make up this cost may be roughly divided 
as follows: Preliminary expenses, land and other damages, 
grade changes, construction, interference with traffic. main- 
tenance, miscellaneous expenses. 

DIVISION OF COST. 

Where an improvement is required that will benefit a num- 
ber of interests jointly, equity requires that each pay in pro- 
portion to the benefit received by it. It is unjust, to force. one 
of the parties benefited to pay the entire expense. I contend, 
therefore, that the city, or state and city, the railway and the 
street railway, if any, using the crossing, should divide the 
expense on some equitable and just basis; what that is, I am 
not prepared to say, except that it should be on the basis of 
percentages of the entire cost of the work and not along the 
line of each interest paying for certain special items, such as 
land damages or special features of construction. The work is 
a unit and the expense entaiied should be treated and divided 
as such. In arriving at a proper basis for the division of an 
expense of this nature, knowledge of what is done in other 
places under similar conditions is of value. I therefore made 
some investigations of what is being done in other states. 

Massachusetts has always taken advanced ground in such 
matters, and through long experience has succeeded in estab- 
lishing a more equitable regulation and control of its corpora- 
tions than any other state in the union. Since 1890, under 
the control of the railway commissioners a systematic plan 
for the abolishing of grade crossings has been carred out, so 
that at present this state is freer from dangerous grade 
crossings than any other. 

Up to June 1, 1907, there was spent in that state for the 
elimination of grade crossings $29,221,380. The railways paid 
approximately 60 per cent., the state 26 per cent., the cities 
and town 14 per cent. and the Metropolitan Park Loan 
Fund a small amount. The state of Massachusetts and the 
city of Boston, at the time that the Boston South Terminal 
station was built, contributed towards that enterprise $2,000,- 
000 for the construction of retaining walls, viaducts and 
changes in the locations of adjoining streets. 

In the state of New York, the control over the elimination 
of grade crossings rests with the railway commissioners and 
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the percentages of total cost to be paid by all interests are 
fixed by legislative enactment as follows: 


New railways: 


BATE WAGE 0.0.4.06 650% 005. 06005 s's vee 100 per cent. 
Iixisting railways and new streets: 

ELIE BAUS disskhacksds ne tean' ys Hake 50 és 

ie AS Aare se Ser i 50 . 
I:xisting crossings : “4 

ROMY RUE be sha haan eu 654 >6 50s 50 Ae 

US are err rrr eer tee Le 25 #4 


City pays 25 ‘i 

Some years ago in Philadelphia, the Philadelphia & Reading 
crossed a number of streets from Broad street to Fairmount 
Park at grade. As this was in the heart of the city the cross- 
ings were found to be extremely troublesome and dangerous. 
Authority was obtained by the city to place a loan of $6,000,- 
000 for the work with the understanding that the railway 
would reimburse the city for half of the cost; in no event 
however, was the railway to pay more than $3,000,000. The 
work was carried cut and paid for as planned and has been 
in use for more than ten years. 

About two years ago the Broadway viaduct in East St. 
Louis was partially reconstructed at an expense of approxi- 
mately $60,000, after negotiations extending over a period of 
a few months only: being just about enough time to put the 
proposition before all of the interested parties. The expense 
of this work was divided on the basis of 50 per cent. to the 
railways, 30 per cent. to the city and 20 ver cent. to the street 
railway company. 

These are the only statistics I could find in the limited time 
at my disposal, but they show that with our neighbor across 
the river, and in that portion of the country in which the 
greatest necessity exists for work of this kind and in which 
the most progress has been made, the principle of division of 
expense approximately in proportion to benefits received is 
given recognition. 

While it is proper for the people and the legislative as- 
semblies to decide on the policy of abolishing the grade cross- 
ings, or any grade crossing, the details necessary for the ac- 
complishment of this result are peculiarly technical and should 
be put in charge of men with the proper equipment of engineer- 
ing knowledge and experience. 

DISCUSSION. 


Samur. B. Fisuer (Chief Engineer, M., K. & T.): In the 


first part of the paper it was mentioned that in Chicago it was 
decided to raise the railways by track elevation. About a 
generation ago, when I was connected with the Pittsburgh, 
Ft. Wayne & Chicago, it was thought then best to raise the 
streets, and there was quite a good deal of work done in that 
direction before the city took up the matter, which work was 
lost. 

Now there are two things that are very much in favor of 
raising the streets: one is the fact which has been suggested 
in the paper, that a street grade can be made much steeper 
than a railway grade, and another, and perhaps more im- 
portant one, is that it need not be all done at once. 

in the case to which I refer, that of the Pittsburgh, Ft. 
Wayne & Chicago, the most frequented streets were raised, the 
streets that had the largest traffic, and by that means the 
traffic would be gradually separated, extending over a long 
period of time. 

On the road with which I am connected they are consider- 
ing the separation of the streets in a great many of the towns 
in the Southwest. In the Southwest the towns have nearly all 
been built on the summits of the hills, and in grade reduc- 
tions we want to lower our grades at those points, so that 
naturally we are in nearly all cases depressing the track, and 
raising the streets. 

Puitiirs (Civil Engineer): No rule as to 
division of cost stated in terms of exact percentage can be 
laid down if a proper division is to be made, inasmuch as the 
percentage of interest may vary in each case. There may be 


Ricuarp H. 


a crossing where there is only oge steam railway track and 
where there is not only a heavy travel over double-track street 
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car line, but also a heavy wagon traffic. Now, if it were decided 
that the city, the steam railway and the street car line were 
all to participate in the cost it would be manifestly unfair 
to require the steam road to pay as large a share of the cost 
as if it had a double-track main line with one or more side 
tracks. 

The variable conditions which bring about the necessity for 
grade separation at any one crossing or series of crossings, 
further complicates each case. The order in which the steam 
road, the street railway and wagon traffic has developed 
should no doubt, be considered. Take the case of a steam road 
that has acquired right of way and built main and side tracks; 
later the building up of a residence section further out calls 
for extension of the street railway and also improvement of 
the street over and across the railway right of way. Would 
it be right to force the steam road to pay as large a propor- 
tion of the cost of grade separat@gn as where the railway built 
through a section already thickly populated and improvements 
all made‘ 

High speed trains, either steam or electric, require grade 
separation, but where only slow speed is attained, great neces- 
sity for grade separation to secure freedom from accidents 
does not appear, the main objection being caused by impeding 
street traffic. At such places electric haulage, in trains of a 
few cars only, would eliminate the trouble. 

At side tracks and spurs to warehouses, factories, etc., 
electric haulage would allow greater flexibility in the grades 
and design of switching facilities, and inasmuch as electrifica- 
tion of terminals has now become one of importance, it would 
seem that if the question of grade separation is to be broadly 
studied and all sections of the city considered: then the 
feasibility of electrification and its effect on grade crossing 
should be well considered. 

A. P. GREENSFELDER (C. E., Fruin-Colnon Contracting Co.): 
In connection with the idea of track elevation, there is some- 
thing more to be considered than eliminated grade crossings, 
for it also has a very large tendency to eliminate trespass. 
So that in a question of track elevation it seems that the city 
should bear a certain portion of the expense, as police protec- 
tion, which is not now afforded railways but should most cer- 
tainly pe extended them. The railways in such track eleva- 
tion are naturally benefited by the elimination of watchmen 
and crossing gates. 





PENSIONS ON ROCK ISLAND LINES. 





A pension system for their employees has been adopted by 
the Rock Island lines, effective January 1, 1910. In issuing 
the announcement of the adoption of the plan, President Mudge 
said: 

“The system adopted calls for no contributions from the 
employees themselves. The company hopes by thus volun- 
tarily establishing a system under which an income will be 
assured * * * to build up among them a feeling of per- 
manency in their employment, an enlarged interest in the com- 
pany’s welfare, and a desire to remain in and devote their best 
efforts to the company’s service.” ; 

The administration of the pension department will be by a 
board of pensions with office in Chicago. The board has been 
organized with the following members: FE. S. Moore, fourth 
vice-president, chairman; F, O. Melcher, second vice-president; 
W. S. Tinsman, general manager; W. A. Nettleton, general 
superintendent of motive power; Frank Nay, comptroller. W. 
B. Ross has been elected secretary. 

The rules are similar to the well-known rules of the Penn- 
sylvania and the Chicago & North Western, but with some 
significant differences. Where an employee has served jointly 
for Rock Island Lines and some other railway or express 
company, the Board of Pensions will decide the amount of 
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the employee’s monthly pay that shall be used in determining 
the pension allowance. 

All officers and employees who have attained the age of 70 
years will be retired. Locomotive engineers and firemen, con- 
ductors, flagmen and brakemen, train baggagemen, yard- 
masters, switchmen, roadmasters, bridge foremen and section 
toremen, who have attained the age of 65 years, may be re- 
tired. Such as have been, at date of retirement, 20 years 
continuously in the service, shall be pensioned. Officers and 
employees who have been 25 or more years continuously in 
service, and who have become permanently incapacitated, may 
be retired and pensioned, regardless of age. Leave of absence, 
suspension, dismissal followed by reinstatement within one 
year, or temporary lay-off on account of reduction of force, 
is not to be considered as a break in the continuity of service. 
In no case shall the allowance for employees whose entire 
time has been given to the Rock Island be made less than 
$20 nor more than $150 per month. 

In calculating the period of service upon which the pension 
allowance is based, the broken period following the completion 
of a year when it is less than six months, shall not be counted; 
when it is more than six months, it shall be counted an addi- 
tional year. 

No regular sum will be set apart as a pension fund. The 
amount required will be charged out each month to operating 
expenses, 

No person inexperienced in railway work over 35 years of 
age, and no experienced person over 45 years of age, shall here- 
after be taken into the service | with the usual exceptions]. 





GAGE REPAIRS. 


BY ALLEN G. WOOD. 

Some form of test apparatus or pump is absolutely neces- 
sary for successful repairing and adjusting of gages. If you 
wish to buy a test apparatus, send for catalogue to several 
reputable gage manufacturers and then make your selection. 
Ji you wish to make a test apparatus the following suggestions 
are practicable. 

The most popular form of test apparatus and probably the 
most practical, is the plain water pressure pump made of a 
piece of pipe with a stuffing box on the end and a threaded 
piunger with a hand wheel. 

If, however, you have water pressure convenient, and of 
sufficient pressure, run a 14-in. pipe to your repair bench and 
branch at the end with two 44-in. male pipe connections, about 
10 in. apart and standing about 8 in. above the bench. In the 
supply pipe, convenient to your left hand, put a common brass 
eock with a lever handle. Before placing the cock remove the 
plug or key and file a long narrow notch on the plug from the 
hole about one-quarter around the plug, and another notch 
on the corresponding opposite side of the plug. Solder a lever 
(a piece of %-in. brass wire 6 in. long will do) on to the 
handle of the cock, or screw it into the end of the handle. 
Put a little sweet oil on the plug and put it in place, having 
the cock tight but free. 

Put a test gage, which you know to be accurate, on one of 
the 14-in. connections, and also attach a small cock near this 
for relieving the pressure. The apparatus is then ready. 
Place the gage, which you wish to test, on the connection or 
stub at the left, and carefully open the cock by means of the 
long handle. The notches which you have filed on the plug 
will allow the water to enter gradually, and the long lever 
allows a more steady control of the cock. When you have fin- 
ished the test close the supply cock and open the small relief 
cock slowly so as to release the pressure gradually. 

A reliable test gage is absolutely essential, and can be ob- 
tained from any reliable maker. In order to always feel con- 
fidence in your test gage, test it by means of several new 
gages whenever they pass your hands. 
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It is fair to assume that a reputable maker sends his gages 
out correct, but they are liable to accident in shipment. They 
are not liable, however, to all become inaccurate in the same 
degree. Therefore if you obtain say a half dozen new gages 
and your test gage agrees with all, you are pretty safe in 
assuming your test gage to be correct. When you are doubt- 
ful about a new lot of gages, take off your test gage, substi- 
tute one of the new lot and then test the others by it. By 
transposing, it is soon evident where the fault is. Send your 
test gage to the maker for cleaning and adjusting at least 
twice each year, and oftener, if occasion demands. 

Setting the pointer at zero will not make any gage correct. 
The two prominent types of gages are the “Capsular” (com- 
monly called “diaphragm’’) and the “Bourdon.” To adjust a 
Capsular gage proceed as follows: To make the hand move 
faster over the first part of the circle the end of the long 
lever, which extends across the face of the spring must be 
bent down at the left end (as the gage faces you.) To make 
the hand move faster over the last part of the circle bend 
the same end of the same lever up. To make the gage register 
less (or faster) through the whole circle, move the tongue 
of the sector to the left. To make it register more (or slower) 
through the whole circle move the same tongue to the right. 

To adjust a Bourdon gage loosen the screw which holds the 
adjusting strap, and by sliding this strap backward or for- 
ward the hand is made to travel faster or slower as the case 
may be. In any gage when the segment or pinion has become 
wcrn so that there is too much play remove the segment, lay 
it on a bench block and tap lightly with a pene hammer be- 
tween the shaft end and tooth end so as to elongate it enough 
to take up the slack. Never “dip” a movement in acid to clean 
it unless you take it apart, and thoroughly remove all traces 
of the acid with soda water. The “dipping” of gage move- 
ments is not recommended. 


To oil a movement use only the best clock oil, which can be 
obtained from any reliable gage manufacturer. Cheap oil will 
gum. Keep the oil in a small vial well corked and provide 
a small slim Hard wood stick with a pointed end. One drop 
of good clock oil is sufficient for an entire movement, and too 
much serves to collect dust. 


Handle hair springs with tweezers. Do not coil them too 
tight but tight enough to take up the “back-lash.” Do not 
strain a movement to coil the hair spring. Loosen the move- 
ment, coil the spring by means of the center spindle, then 
put the segment in gear and replace the movement. Don’t 
use a rusty hair spring and never polish one—use a new one— 
it's cheaper in the end. To put on a hair spring set the 
center spindle in a hole in a bench block and drive the hair 
spring in place with a hollow set. If the hair spring has no 
lub, put the end through the spindle and fasten by driving 
the point of a common pin in the same hole, then cut off the 
pin with nippers. 

To put in a Capsular Main Spring.—Put a little red lead on 
the stem of the spring, screw it in with the fingers, then insert 
a square drift through the steam hole of the gage so that the 
square of the drift will enter the spring stem, care being 
taken that the drift does not reach through to the top head. 
Tap the end of this drift with a hammer and turn it until 
the spring is screwed down to its place. Remove the drift 
and drive a taper punch (or “set’’) into the-hole, rotating it 
with the fingers as it is tapped lightly with a hammer. The 
stem being expanded is then tight. Submit the gage to water 
pressure enough to throw the hand completely around the 
dial and repeat several times until the “stretch” is taken out 
of the spring. Any spring should be “stretched.” Do not at- 
tempt to solder a leaky spring, as it is only a waste of time, 
and takes the temper out of the spring. The band of the Cap- 
sular Spring is elastic as well as the heads. 

The prevailing trouble with Bourdon springs is splitting 
or cracking on the edges, and the common error of most re- 
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pairmen is to solder this leak. Do not do it. Put in a new 
tube. 

To set a pointer or hand first put 20 lbs. pressure on your 
gage, set the pointer at 20 lbs. and touch it lightly with a 
light hammer. Then put in 40 lbs. and “set” the pointer with 
a small hollow set and a light hammer, then run up to 60 Ibs. 
or more to make sure that all is right and especially try stand- 
ard running pressure before taking the gage off. If the hand 
does not register correctly then adjust the movement in the 
manner aiready described. To remove a pointer use a pointer 
puller or “jack,” which is intended for such work. Do not 
pry it off with a screwdriver, because by so doing you strajn 
the movement and bend the spindle. 

Do not use too much red lead. Remember that a gage is a 
delicate instrument. Gages should be connected so that dry 
steam cannot enter, as it will damage the spring. If the pipe 
to the gage enters the boiler below the water line it is safe, 
otherwise a siphon or trap should be connected under the gage. 
The form of siphon in general use consists of a pipe bent 
upon itself and commonly called a “pigtail.” Another form 
which is reliable and especially adapted for use where the 
space below the gage is limited consists of a pipe bent in a 
circle a little larger than the gage case, and slipped over the 
gage, one end leading to the gage and the other to the boiler. 
A gage cock should always be opened slowly so as not to pro- 
duce a “water-hammer” or its equivalent. 





SECOND ANNUAL REPORT OF THE BLOCK SIGNAL 
AND TRAIN CONTROL BOARD TO THE INTER- 
STATE COMMERCE COMMISSION. 





This board, M. E. Cooley, Azel Ames, F. G. Ewald and B. 
B. Adams, was appointed on July 10, 1907. Its function is 
io investigate and report to the Commission upon the use of 
and the necessity for appliances and systems for the promo- 
tion of safety in railway operation, including the making of 
any necessary tests. Its first annual report was made Novem- 
ber 20, 1908. An informal report had been presented one year 
before; and still further back (Feb. 23, 1907) railway sig- 
naling had been made the subject of a special report by the 
Commission. November 20, 1908, we reported having exam- 
ined the plans and specifications of 371 devices, of which 
184 had been reported on, and of which 12 had been con- 
sidered to possess some merit. Of the 12, one was installed 
and ready for test, and the proprietors of four others were 
making preparations. The report gave information concern- 
ing the use of the block system on the railways of this coun- 
try and England; the use of cab signals in England and in 
France, etc. 

This past year the time of the members has been taken up 
mostly in examining plans and drawings of inventions and, 
in some cases, models. As in the previous year, nearly all 
of the propositions laid before the board were lacking either 
in merit or novelty. A very large proportion of the in- 
ventors were unfamiliar with the conditions which have to 
be met in railway practice, as well as with the state of the 
art of that department of railway operation with which they 
dealt. This year, as last, much of the time of the members 
of the board has been taken up by interviews with inventors 
and proprietors of inventions; and, as will be understood from 
what has just been said, the amount of time and patience 
demanded by these interviews has usually been in inverse 
ratio to the value of the invention which was the subject 


of discussion. When the first annual report was submitted 


a number of proprietors of inventions had presented applica- _ 


tions accompanied by statements that they expected to have 
installations of apparatus ready for inspection by the board 
at an early date; and on the basis of these statements this 
report should have contained mention of a number of instal- 
lations ready for test. Still other inventors and proprietors 
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have persistently urged the board to an early decision om 
the merits of their plans; but the fact is that only one in- 
stallation is actually ready for test under government super- 
vision. Some of these applications which the proprietors 
have not diligently followed up concern plans which were 
approved by the board two years ago. 

One mechanical trip automatic stop (the Rowell-Potter de- 
vice) has been tested by the board. This was on the lines 
of the Chicago, Burlington & Quincy Railroad, and the tests. 
were continued from: December 4, 1908, to April 30, 1909. 
One other automatic stop, the overhead mechanical trip of 
Mr. S. H. Harrington, has been in experimental use on the 
Northern Railroad of New Jersey, a subsidiary of the Erie 
Railroad, during the past year. This apparatus was not 
formally brought before the board until recently, Mr. Har- 
rington having taken the commendable course of testing his 
device thoroughly before asking this board to consider it. 
The board is preparing to test this apparatus during the com- 
ing winter. 

Extended inquiry has been made into the conduct of the 
manual block signal stations and the telegraph offices on a 
considerable number of the principal railways of the country; 
this with a view to gaining information as to the efficiency 
and character of the men employed in these departments of 
the railway service. Incidentally to this inspection, informa- 
tion has been gathered concerning experience with telephones 
on those roads which have introduced telephones in the place 
of the Morse telegraph for the communication of train orders 
from the despatcher’s office to the stations along the line; 
and in the next statistical report of block-signal mileage on 
the railways of the country it is proposed to include a state- — 
ment of the mileage of road on which telephones are used 
for sending train orders. Information has been gathered con- 
cerning the use of the “A B C” despatching and block system 
used on the Northern Pacific Railway. 

Outside of the signaling and train-control field the board 
has investigated (a) the subject of locomotive ash pans, which, 
after January 1 next, will be subject to inspection by the 
Interstate Commerce Commission in accordance with the pro- 
vision of the “ash-pan law,’ making it unlawful to use any 
locomotive not equipped with an ash pan which can be dumped 
or emptied and cleaned without the necessity of any employee 
going under such locomotive; (b) air-brake devices and nu- 
merous proposed improvements in air-brake couplings and 
other details; (c) wheels, for cars, designed to revolve inde- 
pendently of the axle; (d) various other proposed improve- 
ments in cars; (e) numerous designs of joints, fastenings, 
and other proposed improvements in rails; (f) metal and com- 
posite ties for track, and arrangements for fastening rails to 
metal ties; (g) the use of titanium in rails, and (h) miscel- 
laneous proposals for the promotion of safety on railways. 

Taking a statistical view of the work accomplished, it ap- 
pears that since the organization of the board, plans and de- 
scriptions of inventions designed to enhance t¥e safety of 
railway operation have been submitted for consideration to 
the number of 835. At the time the board’s first annual re- 
port was made 184 files had been examined and reported upon; 
cince that time 327 files have been examined and reports there- 
on transmitted to the proprietors. Of the 327 files consid- 
ered during the past year, 12 have dealt with inventions held 
by the board to be of such character and to possess such a 
degree of merit as to warrant the board in conducting tests 
of them if satisfactory installations for that purpose are of- 
fered by the proprietors. Fourteen others were considered to 
be conceived on right principles, but because they were not 
primarily designed to promote safety, or because for various 
reasons the public interest did not seem to require it, the 
board has not felt justified in devoting time to test them or 
to conduct further investigations in regard to them. The 
board has disapproved 303 devices, either as being unsound in 
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principle or design, as not being adapted for use under present 
railway operating conditions, or as not being sufficiently de- 
veloped. The board has in its possession plans of approxi- 
mately 227 devices which now await its attention. A number 
of inventors and proprietors have as yet not furnished com- 
plete plans and specifications of their devices. The board has 
held monthly meetings usually at Washington. 

Following this introduction the report takes up the different 
subjects. more at length. Under the head of manual block 
signaling it is stated that block signal and telegraph offices 
have been inspected on many roads; and poorly qualified 
telegraphers are found on a number of important roads. In- 
efficient management has been found in despatchers’ offices. 
Lack of experience, observed to some extent in telegraph 
offices, is even more marked in some cases where the tele- 
phone has taken the place of the telegraph. While the reports 
of the inspections are not given in detail, ‘ample evidence has 
been found of the need of improvement.” A list is given of 
19 serious collisions occurring during the year ending June 
30 last, due to errors or neglect by telegraphers. The A B C 
system of despatching and block signaling is discussed quite 
fully, and reference is made to two collisions which have 
occurred under that system. The report does not attempt to 
formulate a precise estimate of the merit of the system for 
the 1eason that the board has not fully informed itself as to 
the quality of the discipline which has been employed in its 
operation. 

Under the head of controlled manual signaling the report 
refers to the abolition of this system in favor of automatic 
signaling on the New York Central and on a branch of the 
New York, New Haven & Hartford. The Illinois Central, 
which discontinued the use of controlled manual on single 
track early in 1908, continues to operate those lines without 
the block system; this because of the large increase in wages 
that would he necessary under the nine-hour law for signal- 
men. 


Automatic Stops.—The board has tested the Rowell-Potter 
apparatus on the Chicago, Burlington & Quincy and says that 
if certain faults which are named were remedied, and if the 
apparatus were well inspected and maintained, the system 
would be safe and reliable, and its use would tend materially 
to promote safety of operation. The report on this subject 
is dealt with in an appendix, consideration of which we must 
postpone to a future issue. 

The board is about to appoint a regular inspector to watch 
the operation of S. H. Harrington's automatic stop on the 
Northern of New Jersey. This is an overhead device sus- 
pended 15 ft. above the track in such a way as to strike an 
air-brake valve fixed on the top of the locomotive cab. 

Cab Signals.—The report gives a record of the operation of 
cab signals on the Great Western of England similar to that 
which was published in the Railroad Age Gazette of August 
20 last. 

Ash Pans.—Preparatory to the enforcement of the ash pan 
law, which goes into effect January 1, 1910, the board has 
gathered statistics from all of the principal roads of the 
* country, from which it appears that practically nine-tenths 
of the locomotives were equipped or would be equipped by the 
beginning of 1910 with ash pans which can be cleaned by a 
man standing outside the rails (or on the engine), and which 
thus comply with the law. In a report by George L. Fowler, 
printed as an appendix, the board gives descriptions, with 
drawings, of the principal types of apparatus for emptying 
ash pans. 

Miscellaneous Devices—The board has investigated the St. 
Clair air-brake, in which a heavy coil spring is used to store 
power for the application of ‘brakes. Experiments a year ago 
had given grounds for the expectation that this brake was a 
useful invention, but in a test of a 50-car train in Colorado 
last July it was found that the St. Clair brakes would not 
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work properly in connection with the Westinghouse brakes 
in the same train and the test had to be abandoned. The 
board thinks that the St. Clair brake would work well in a 
train by itself. Automatic connectors for air, steam and 
signal hose are in use on several roads (the Long Island and 
the New York Central in particular); but the board has taken 
no action concerning inventions of this kind, although a num- 
ber of parties have asked it to do so, ‘because of various diffi- 
cult questions as to the details of these devices which have 
not yet been answered. The board has been asked to approve 
“loose wheel” inventions, like the Miltimore of 30 years ago, 
but it rejects them, and, to sustain its position, gives a history 
of the Miltimore experiments. 
CONCLUSIONS. 

The board has given all proper encouragement to every 
proposition that has been brought to its attention which has 
appeared to be useful or to embody reasonable hope of being 
useful for the promotion of the safety of railway trave! or 
railway operation. In the investigation of automatic train 
control the results have been meager, because (except in the 
two cases mentioned) no one has seen fit to expend the very 
large sums of money that would be necessary to build and 
install apparatus for making satisfactory tests of inventions 
of this class. This board has no authority to spend money 
for apparatus and cannot, therefore, expedite the development 
even of the devices which it has approved for test. The main 
features of this branch of the art of -railway operation are 
pretty well understood, and, aside from making tests in ac- 
cordance with the law and reporting the results thereof, there 
is little that the board can do concerning it. The thing needed 
is experience in severe service. There are as yet no extensive 
permanent installations which will afford this experience. 

The board, therefore, is not at this time prepared to make 
a definite and positive recommendation for the use of an auto- 
matic stop in connection with the block-signal system. It is 
reasonable to expect, however, that when the systems which 
have been appreved by the board for test have been subjected 
to severe trial under service conditions and have had any 
faults which such tests may develop corrected, it will be found 
that several forms of automatic train-controlling devices are 
available for use. The art of automatic train control, like the 
art of signaling, must be developed by those most intimately 
concerned in its use, namely, the railways themselves. It is 
not to be expected that trials or tests conducted by the gov- 
ernment will, independently of extended use by railways, re 
sult in the production of devices or systems fully developed to 
meet all the exacting conditions of railway operation. The 
real value of any mechanism can only be demonstrated by its 
extended use in the place and for the purpose intended. The 
government, under existing law, can do little more than elimi- 
nate those devices and systems which are obviously unsatis- 
factory, present in concise form such information as it may 
gather in regard to the question, and indicate through the 
published results of examinations and tests a line of effort 
which it is believed will, if followed by the railway companies 
themselves, result in the practical development of automatic 
train control to a point where it will at least serve materially 
to diminish the wofully large number of accidents which might 
be prevented by the use of reliable automatic train-controlling 
devices. 

In block signaling proper no important’ new propositions 
have been brought out, except the A B C system (and that 
has been investigated by the board on its own motion), and 
the only action taken has been such as was deemed necessary 
tu keep informed concerning the practice of the railways gen- 
erally in this respect. As has been stated, the practice in 
“telegraph” or manual block signaling is in many places open 
to criticism. For the correction of this unsatisfactory prac- 
tice the most feasible governmental measure is the establish- 
ment of regular supervision over all interstate carriers in this 
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respect. This has been heretofore advocated by the Commis- 
sion and has’ been embodied in bills presented in Congress 
to enforce the use of the block system and to investigate train 
accidents. By the passage of these bills the way can be 
opened for the establishment in this country of the very 
praiseworthy methods in signaling and in other features affect- 
ing safety which are in vogue in Great Britain, and which 
have produced the remarkable freedom from accidents recent- 
ly recorded in that country.* These safety measures were 
epitomized on page 69 of our last annual report, those perti- 
nent to our present purpose being: 

1. Careful selection and thorough training of block signal- 
men. 

2. Constant, regular and thorough 
block signal operation and methods. 

3. Proper inclosing of railway tracks, together with the en- 
forcement of laws against trespassing thereon. 

4. The payment of pensions by railway companies to their 
superannuated employees. 

5. The compulsory use of a space interval in train operation. 

The first two of the foregoing heads have been touched 
upon. The third, the question of dealing with trespassing, is 
less directly connected with train operation; but with 5,000 or 
6,000 trespassers killed cn the railway tracks of the United 
States every year, the non-enforcement of the laws against 
trespassing must be looked upon as a crying evil, demanding 


inspection of manual 





*In the year 1908 (as in 1901) no passenger was killed in a train 
accident on any railway in the United Kingdom, and only 6 employees 
were killed in such accidents. 
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the attention of every governmental agency that has any power 
in the premises. 

The payment of pensions undoubtedly tends materially to 
enhance safety by promoting contentment among the em- 
ployees. By fostering the feeling on the part of the employee 
that he has a permanent interest in the company’s welfare, 
good discipline is promoted. There is probably no one factor 
so important to the safety of railway operation in this coun- 
try at the present time as the promotion of good discipline 
among employees. Excellent results have manifested them- 
selves from the operation of the pension system on the Penn- 
Sylvania Railroad and on the Baltimore & Ohio, and the board 
notes with satisfaction that the companies embraced in the 
“New York Central Lines” have recently decided to pay pen- 
sions to their employees. 

The reasons why the use of the block system should be en- 
forced by law have been set forth in previous reports, and 
scarcely need repeating. Progress is being made by a number 
of important roads, but that progress is very irregular. In 
some cases the block system has been abandoned. A principal 
feature of the bill which has been before Congress is the pro- 
vision for governmental supervision of the operation of the 
block system. Only by such comprehensive supervision will it 
be possible adequately to deal with the defects in manual block 
signaling, which have been pointed out in this report, or to 
secure the full information which the public should have, con- 
cerning manual block signaling, automatic block signaling, 
interlocking of switches and signals, and train operation gen- 
erally. 


RAILWAY OFFICERS ON THE 1910 OUTLOOK. 


The following answers to our circular letter of inquiry on 
railway conditions throughout the country are printed in the 
usual form. We classify them geographically, but have agreed 
in each case to protect the identity of the writer. 


QUESTION 1—HOW DOES THE GENERAL OUTLOOK 
FOR 1910 APPEAR TO YOU, COMPARED WITH THE 
OUTLOOK A YEAR AGO AT THIS TiME, AND WITH 
THE NORMAL OUTLOOK IN YOUR TERRITORY? DO 
YOU CONSIDER THAT THE IMPROVEMENT IN CONDI- 
TIONS IS GOING TO CONTINUE RAPIDLY? 


Answers from Roads in Central West, and Trunk Lines. 
Road A.—The general outlook is better than at a corre- 
sponding period the previous year, but the improvement from 
this time forward will be of a gradual and not a rapid nature. 
—President. 
Road B.—The general outlook is quite favorable, the increase 
in business from all sources being steady and indicative of 
continued prosperity. Reports from our various local traffic 
representatives and agents are uniformly optimistic and we 
are of the opinion that conditions will continue to gradually 
improve until the producing capacity of the various industries 
is reached. There is aiso considerable activity in improve- 
ments and extension of existing plants, which will tend to 
increase the tonnage of the carrying lines. —Receiver. 
Road C.—The general outlook for the coming year, as com- 
pared with a year ago at this time, is certainly very much 
With respect to normal conditions in this territory, 
it is very encouraging. The indications are that the improve- 
ment is going to continue. —General Manager. 
Road D.—The general outlook for 1910 in our territory is 
much more favorable than a year ago, in fact, conditions are 
industrial concerns on our line are now 


improved. 


about normal. All 


actively engaged, including the iron furnaces. 
—Assistant to President. 
Road E.—General outlook for 1910 appears all right. 


The 


lumber market is not good and there will be less logging but 
other business will make up any loss on logs and lumber. 
—Vice-President. 
Road F'.—The increase in general business, which was an- 
ticipated at this time last year, was realized to some consider- 
able extent. It came gradually, and I think will continue 
during the year 1910, although there may be more or less 
fluctuation. Ags a matter of fact, I think at the present time 
general business is showing some decrease as compared with a 
few weeks ago, but do not think it will be permanent, and that 
possibly, as above stated, a gradual increase will continue. 
—President. 
Road G.—From present indications the coming year seems 
to give promise of general prosperity throughout the country 
in all lines of industry. The improvement in present condi- 
tions, which set in rather slowly about a year ago, has been 
gathering headway more and more rapidly as time went on, 
until, within the last two months, it has become a question 
of whether or not it has gained greater momentum than can 
be permanently maintained, and it is hardly to be expected 
that the same rate of improvement will continue indefinitely. 
It would seem reasonable to suppose that the past history of 
business revivals following times of financial depression will 
be repeated at this time, and that we may expect in the next 
two or three months to find the progress of industrial activity 
somewhat more moderate; not necessarily developing into a 
retrograde movement, but merely a slowing up of the present 
rate of increase. It is sometimes not fully realized that the 
facilities of the country in all lines of industry have been 
vastly increased in the last few years, so that the same amount 
of business and manufacturing which was done three or four 
years ago, only at the expense of great effort and much in- 
convenience, can be handled to-day without even employing all 
of the present-day facilities, and if the industrial resources 
of the country are not being put to such a severe strain as 
was the case in 1906 and 1907, it is not because the same 
amount of work or even more is not being done to-day, but 
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simply that it is being done more easily. Generally speaking, 
therefore, I am inclined to think that the industrial pros- 
perity for the year 1910 will probably be fully equal to, if not 
in excess of, what might be expected from the normal growth 
of the country. —President. 
Road H.—The general outlook for 1910 appears to me very 
much brighter than a year ago. I believe the improvement 
in conditions is going to continue for some time. 
—President. 
Road I.—Having passed through the year with business im- 
proving steadily, there is now, generally speaking, greater 
confidence in the future prospects than existed at this time 
last year, and the general outlook for 1910 appears to be very 
much better than it was a year ago. My opinion is that the 
improvement in conditions will be steady and do not look for 
any noticeably rapid improvement. —General Manager. 


Road J.—The general outlook for railway tonnage and earn- 
ings for 1910, in the region fraversed by our line, is not more 
encouraging now that it was a year ago for 1909. Much de- 
pends on weather conditions during the winter and spring, 
and freedom from labor agitations. At present the local out- 
look is a little less than normal. In my opinion, if there is to 
be further material improvement in conditions it will be due 
to slow and natural growth and sane and conservative methods 
in every direction. We ought not to go to the limit of our 
strength as we go along, but should foster a reserve force, for 
possible—and quite probable—future emergencies. 

—General Manager. 

Road K.-—The general outlook for 1910, compared with out- 
look for a year ago at this time, is most encouraging, especially 
in view of the fact that large increases in orders for equip- 
ment have been made by many of the railway companies, 
which insures very great activity in the locomotive and car 
shops throughout the country for several months, if not at 
least a year to come. All of this contributes directly to the 
business of all lines. Also, compared with the normal outlook 
in our territory, we do not anticipate any rapid continuance 
of improved conditions as now upon us. We believe the ex- 
perience of the past two years has rendered everyone more 
cautious, and prosperity is not looked upon as such a sure 
thing now as it was three years since. —General Manager. 

Road L.—I am disposed to be optimistic regarding the gen- 
eral outlook for 1910. The West has been favored with an 
abundance of crops, for which the farmers have received good 
prices. The industries, generally speaking, throughout the 
country are working to more than their normal capacity, and 
the outlook is encouraging for industrial development. Our 
territory is largely agricultural and there is more grain and 
live stock in the hands of farmers than ever before. These 
products will move to market in the earlier part of the ap- 
proaching year. —President. 

East—Answers to Question 1. 

Road A.—The outlook for 1910 appears good, compared with 
conditions a year ago, and with normal conditions in this 
territory, I think the improvement will continue to be rapid. 

—President. 

Road B.—The general outlook for 1910 we regard as most 
promising, and indications now are that the business of that 
year will probably exceed any previous one in the history of 
the railways of this country. As to whether the improvement 
in conditions that has already been experienced is going to 
continue rapidly during the coming year seems to us doubtful. 
There was no general liquidation as a result of the panic of 
1907. Such as there was pertained more to financial affairs 
of a speculative nature than anything else. There was un- 
doubtedly temporarily a substantial liquidation on the part of 
holders of railway securities, as also those of industrial enter- 
prises more or less dependent upon the prosperity of the rail- 
ways for their business and success. The shrinkage in values 
due to this liquidation has in almost all cases been more than 
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recovered, and in many the prices of securities are on a higher 
basis than they were in October, 1907. In both railway and 
industrial enterprises, therefore, no real liquidation has re- 
sulted from the panic of 1907, as in addition to the recovery 
in value of the railway and industrial securities, several hun- 
dred millions of new securities have been put out by these 
companies. To a considerable extent these new securities do 
not represent any additional value above the present market 
prices of stocks and bonds outstanding previous to October, 
1907. As to the valuations of all other commodities of every 
kind, also as to labor, there has been no liquidation whatever 
that affected the prices of these; they are now on a higher 
pasis than ever before and still advancing with great rapidity. 
It does not seem to us, therefore, that these conditions can 
continue indefinitely, much less be further inflated, as seems 
to be desired in various directions and as must necessarily 
result from a continuation of the improvement in conditions 
on the same scale as has occurred during the last six months 
of the year 1909. —President. 
Road C.—There is every indication that there shouid be a 
steady development of business during the year 1910. 
—General Manager. 


Road D.—The general outlook for 1910 in this territory is 
very bright indeed, and is better and more substantial than 
it was one year ago. We consider that the improvement in 
conditions is going to continue very rapidly. —President. 

Road E.—The general outlook for business in our territory 
for the coming year is much more favorable than it was twelve 
months ago. It is rather early to say how rapidly conditions 
are going to improve, for the reason that a large volume ot 
our traffic is slate and cement, and the shipment of these 
commodities will depend largely upon the building construc- 
tion during the next summer; but the general impression 
seems to be that shipments are going to be fairly heavy. 

—Vice-President. 


South—Answers to Question 1. 

Road A.—The outlook is better, although I do not know 
what effect the President’s message as to railway legislation 
will have. General conditions are much better than for the 
last five-year period. I think conditions should improve, but 
not rapidly. —General Manager. 

Road B.—General outlook for 1910 appears very bright, far 
ahead of last year. I believe that conditions will continue to 
improve rapidly. —Receiver. 

Road C.—The outlook in this section of the country for 
1910 is much brighter than a year ago. Business is good, with 
probabilities for a continuance. A fairly good crop of cotton 
in central and southern Georgia and high prices has stimu- 
lated business very materially. —Vice-President. 

Road D.—The general outlook for 1910 appears to be very 
bright, and while I cannot say the improvement in conditions 
will be rapid, I think there will be steady improvement, and 
early in 1910 will reach normal. —President. 

Road E.—The general outlook for 1910 is encouraging, and 
the indications are that we will have much better business 
than we had for the previous year. —President. 

Road F.—General outlook would indicate an increase in 
business of at least 18 per cent. as compared with the outlook 
same period last year. Owing to the amount of money made 
by shippers on our line in cotton, etc., we will have a heavy 
fertilizer and truck movement. Therefore, I consider that the 
improvement in conditions is going to continue rapidly. 

—General Manager. 





Road G.—The general outiook for 1910, as compared with a 
year ago, is better, but I do not consider that the conditions 
will improve rapidly, on account of every business man being 
more conservative. —General Manager. 

Road H.—The general] outlook for 1910 appears very much 
brighter than did the outlook at this time for 1909. The pros- 
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pelity in this section of the South is very marked, and | look 
for a general improvement in ail lines of business. 
—Vice-President. 
Road I.—The general outlook for 1910 in our territory is 
encouraging. Fundamental business conditions are sound. 
Financial institutions are generally in excellent condition. 
While the cotton crop as a whole has been short, a large part 
of the shortage has been west of the Mississippi river. In the 
more easterly states the yield has been fairly large and the 
farmers have received the full benefit of the increase in price 
resulting from the total shortage. The high average of agri- 
cultural prosperity thus brought about will benefit both whole- 
sale and retail trade. Industrial enterprises in the Soutn 
generally passed through the period of business depression 
without disaster. Most of them are now working at their nor- 
mal capacity. Some are increasing their plants and a con- 
siderabie number of new industries are being established. 
Cotton mill production has been curtailed somewhat owing to 
the failure of cotton goods to advance in price in proportion 
to the advance in the price of cotton. This is a temporary 
«ondition which will be adjusted by the law of supply and 
demand. I see no reason why the improvement in conditions 
should not continue. —President. 


i Southwest—Answers to Question 1. 
Road A.—Outlook for 1910 is favorable for Arizona gener- 
ally, and I believe the improvement will continue steadily. 
—President. 
Road B.—On account of the large amount of immigration 
into this part of Texas, principally frem the northern states, 
and the consequent rapid development of the territory trav- 
ersed by this railway, and the contiguous territory, the general 
outlook for business is better than a year ago; at the same 
time it may be said that as the earnings of this company 
depend, directly and indirectly, in a great measure, upon the 
cotton crop, and it will be impossible to estimate the condition 
of this crop much before June of next year, the expectation 
of business for the year 1910 cannot be predicted before that 
time. —Vice-President. 
Road C.—The general outlook for 1910 is much better than 
a year ago, and in my opinion will be much better than the 
normal outlook in this territory. I consider that the improve- 
ment in conditions in this territory will continue rapidly. 
This section is dependent, to a very large degree, to its pros- 
perity and improved conditions in the production of agricul- 
tural products. We have had good crops, and although a short 
cotton crop this year, the price more than makes up the dif- 
ference to the producer. —Receiver. 
Road D.—The general outlook for 1910 is good with us. 
—Vice-President. 
Road E.—Conditions in our territory have not yet reached a 
normal state. The outlook is much better for this time in 
1910. —Vice-President. 
Road F.—A large portion of the railway traffic in this sec- 
tion being dependent upon the crops, it is not possible at this 
time to predict for 1910. There does not seem to be any rea- 
son why improvement in conditions in this territory should 
If it continues at all it will be gradual. 
—Vice-President. 
Road G.—The general outlook for 1910 as it now appears: 
We will have a good business during the entire year, provid- 
ing the coming session of Congress does not make some Jaws 
that wil! cause a lack of confidence and withdrawal of capital. 
—General Superintendent. 
Road H.—1 feel that we have every reason to believe that 
the business of 1910 will be fully normal, in that it should 
reasonably be as large aS any year’s business which we have 
ever handled, provided that the crop conditions, which at this 
time are very promising, should materialize. The business in 
this particular territory has for the past four or five months 
been on practically the 1907 basis, and I do not anticipate 


continue rapidly. 
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a rapid improvement above that point, but that from now on 
the betterment will be gradual. —Vice-President. 

West and Transcontinental—Answers to Question 1. 

Road A.—Conditions in Nevada are about the same as one 
year ago. There will be probably a healthy, slow growth dur- 
ing the coming year. —Vice-President. 

Road B.—While it is too early to predict conditions so far 
as they may be affected by the volume of next year’s crops, the 
business outlook is generally favorable in most of the territory 
traversed by our lines, and we would regard it as better than 
last year at the same time. We expect a substantial and 
gradual rather than a rapid progress. Among the factors lead- 
ing to improvement may be mentioned the extensions of rail- 
way facilities into new sections, large development of agricul- 
tural lands in southern Idaho, opening of new territory 
through reclamation projects, progressive colonization of lands 
in California, including the protection of large land areas 
against floods and a general improvement in trade conditions. 

—Vice-President. 

Road C.—In our territory the general outlook for 1910 is 
better than it was a year ago, and equal to any year in the 
history of this company. There has been a good agricultural 
production in all the states; the country banks all have money, 
and the people generally are prosperous. I .look for good 
healthy business during 1910, and that the development of this 
country will go forward during that year, and that there will 
be a large settlement of unoccupied lands. 

. —President. 

Road D.—General outlook for business is good. I think 
business conditions are going to improve quite rapidly. 

—President. 

Road E.—The general outlook for 1910 does not differ very 
greatly from that of a year ago or the normal outlook in my 
territory. If there is any change, however, it is favorable 
rather than otherwise. Conditions have been improving 
steadily in this territory for the past few years and should 
continue to improve at least as rapidly as they have been 
doing. —General Manager. 

Road F.—The general outlook appears to me to be better 
than a year ago at this time, and better than the normal 
outlook in our territory. I consider that the improvement 
will continue for some time, perhaps not rapidly. 

—Chairman. 
Canada—Answers to Question 1. 

Road A.—The general outlook for 1910 in this district ap- 
pears very favorable, much better than this time last year. 
There is a great improvement in the asbestos mining industry 
throughout the Thetford district; new mining properties are 
being opened up and the old industries are improving and 
modernizing their plants. There is every appearance of this 
business increasing. The principal traffic from our section is 
in manufactured lumber and pulpwood (this latter being ex- 
ported to the United States), asbestos, chrome iron and agri- 
cultural produce, all of which are in very prosperous condition. 

—General Manager. 
Mexico—Answers to Question 1. 
Road A.—The general outlook for 1910 is fairly good. 
—President. 

Road B.—General outlook for 1910 is much better than for 
1909, as well as much brighter than the normal outlook. 1 
expect the improvement to continue rapidly. 

—General Manager. 


QUESTION 2—WHAT KINDS OF TRAFFIC ON YOUR 
LINE OFFER THE BEST PROMISE AND WHAT KINDS 
OFFER THE POOREST PROMISE, FOR 1910? 


Central West and Trunk Lines—Answers to Question 2. 
Road A.—Good outlook for gradual improvement along all 

lines. —President. 
Road B.—Our heaviest increase in traffic for the fiscal year 
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1910 will come from the manufacturing industries. We also 
anticipate a much heavier movement of ore on account of the 
requirements of the steel plants located along the line of our 
railway. Agricultural products will, of course, depend largely 
upon the crop results, and will probably show the lowest per- 
centage of increase. —Receiver. 
Road C.—General merchandise and products of metal con- 
struction offer the best indications of growth. 
—General Manager. 
Road E.—Expect to see improvement in all kinds of traffic 
except possibly logs and lumber. —Vice-President. 
Road F.—The traffic which shows the best promise for the 
year is merchandise, coal, lumber and grain. As compared 
with a year ago, cotton is showing, and will show the balance 
of the season to September 1 next, much smaller volume, this 
being due to the fact that, on account of the drought of last 
summer, there is a considerable shortage in the crop, which is 
estimated to be about 65 per cent. of normal, and the further 
fact that the cotton merchants in the South, where they are 
financially able to do so, are holding same for higher prices. 
—President. 
Road G.—The classes of traffic from which the company 
should enjoy the largest net returns in the coming year are 
merchandise, miscellaneous loading of structural and building 
material, grain, etc., with coal and other low-rate commodi- 
ties offering the least promise as net-revenue-producing traffic. 
—President. 
Road H.—I believe that the products of manufacture offer 
the best promise, and I do not at this time think of any class 
of traffic that will likely be poorer than at present. The 
products-of agriculture will depend, of course, upon the crops 
for 1910. —President. 
Road I.—What kinds of traffic on your line offer the best 
promise and what kinds offer the poorest promise for 1910? 
The traffic offering the best promise for 1910 is the gen- 
eral business rather than the grain and live stock, which 
usually is our greatest business. —General Manager. 
Road J.—At this time, on our line, grain and its products, 
forest products, and general merchandise offer the best promise 
for 1910. Live stock and building stone offer the poorest 
promise. Less live stock, for various reasons, is being fed for 
market in our territory than usual. Cement is, to a great 
extent, now taking the place of building stone. 
—General Manager. 
Road K.—As to kind of traffic offering the best promise and 
the poorest promise for the coming year, it would be difficult 
to distinguish as between kinds of traffic, as we find that all 
are affected. There has been large increase in our merchan- 
dise traffic, probably due to the fact that stocks have been 
worked down very low in the last two years and are now being 
replenished. With the increase in manufactures there will 
also be large increase in coal, iron ore, limestone, etc. 
—General Manager. 
Road L.—The logical conclusion is that building material of 
various kinds will show the largest per cent. of increase; 
eonstruction work having been held in abeyance during the 
past two or three years. It is reasonable to anticipate that, 
with a return of normal good times, capital will seek invest- 
ment in improvements of this character on the theory that the 
outlook justifies it. —President. 


East—Answers to Question 2. 

Road A.—Merchandise and anthracite coal offer the best 
promise; passenger business the poorest. —President. 

Road B.—It is difficult to say what kinds of traffic on our 
line offer the best promise or the poorest for 1910. Undoubt- 
edly manufacturing interests generally in the country, next to 
the railways, suffered more from the panic of 1907 than any 
others. In like proportion they have, therefore, benefited as a 


result of the revival of business generally, and it is our 
opinion that the manufacturing interests will probably enjoy 
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the greatest improvement in business in 1910. —President. 
Road C.—It is difficult to determine any particular line of 
traffic which will be more prosperous than the others; we look 
for a steady increase. —General Manager. 
Road D.—The traffic on our line which offers the best prom- 
ise is the extensive building operations, and the moving of 
lumber and other materials for the same. We have no con- 
ditions in this territory which offer a poor promise for 1910. 
—President. 
South—Answers to Question 2. 
Road A.—Fertilizer, live stock and lumber offer the best 
promise for 1910. —General Manager. 
Road B.—Shipments of iron ore and coal offer best promise; 
other commodities will move in proportion as their movements 
increase. —General Manager. 
Road C.—There has also been great revival in lumber traffic. 
It is hard to prophesy how long the lumber business will con- 
tinue good, but indications are favorable, for the reason that 
the country bought sparingly for the past year and a half or 
two years, and nearly all stocks ran low. 
—Vice-President. 
Road D.—The traffic on our line is largely agricultural, min- 
ing of phosphate rock, and products of the forest, and all are 
improving, except the phosphate rock traffic, which no doubt 
will be lighter during the next twelve months than for the 
past twelve months. —President. 
Road E.—The increase in traffic is principally in farm prod- 
ucts and fertilizers. The farming interest of this section is 
developing rapidly, and industrial enterprises are increasing 
in like proportion. —President. 
Road F.—Tobacco, lumber and truck will offer the best 
promise. The peanut crop is much poorer this year than last. 
—General Manager. 
Road G.—-The traffic on our line is pine and hardwood. The 
agriculture has been of little promise, but think it will do 
better in 1910. —General Manager. 
Road H.—The traffic on our line that offers the best promise 
is movement of agricultural products in and out. The present 
price of cotton has been of material advantage to the farmer, 
and we expect a large increase in the movement of commer- 
cial fertilizers this coming spring and a correspondingly heavy 
crop of cotton next year. I also expect an improvement in 
our through traffic to points farther south. The prospect for 
lumber shipments is poor, owing to the depletion of the forests. 
—Vice-President. 
Road I—The volume of cotton to be moved is somewhat 
less than last year. The movement of other agricultural prod- 
ucts will ‘probably be approximately the same as last year. 
Greater industrial activity will result in larger movements 
of coal, mineral products, forest products and factory prod- 
ucis. A larger volume of general merchandise traffic may also 
be expected. —President. 


Southwest—Answers to Question 2. 

Road A.—Our principal traffic is mining products and those 
due to smelting operations, live stock, and agricultural prod- 
ucts from irrigated sections. Prospects for all are good. 

—President. 

Road B.—The traffic in building material and general mer- 

chandise offers the best promise of increased business. 
—Vice-President. 

Road C.—All kinds of traffic on this line indicate improved 
conditions, and with a good crop in 1910, this territory will 
offer good promise to all classes of traffic. —Receiver. 

Road D.—Lumber and cotton are our principal resources, 
and promise well. —Vice-President. 

Road F.—It is too early to predict yet what would offer the 
best promise in the way of traffic for 1910. There is so much 
dependent upon the crop outlook that cannot yet be forecast. 

—Vice-President. 

Road G.—We think merchandise and lumber offer the best 
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promise; we expect a light movement in cotton owing to the 
short crop. —General Superintendent.. . 
Road H.—This is a difficult question, but it is fair to assume 
that the products of the forest and of iron, together with the 
higher grade commodities which are all going into the rapidly- 
developing Southwest, will be the mainstay of our 1910 busi- 
ness. I do not know of any business which at the present 
time could be classed as affording a poor promise. 
—Vice-President. 


West and Transcontinental—Answers to Question 2. 
Road A.—About the same. Products of the soil, we hope, 
will show an increase. —Vice-President. - 
Road B.—As successful crops depend so largely upon cli- 
matic conditions, it is impossible to forecast with any exact- 
ness the traffic in agricultural products, which should be ex- 
cellent with favorable weather, while present prospects are 
favorable for a good tonnage of lumber, coal, merchandise and 
traffic generally. —Vice-President. 
Road C.—1 cannot make any comparison as suggested. The 
shipments of agricultural and forest products will both be on 
a generous scale, and the purchasing power of the people is 
such that merchandise and building material may be dealt in 
liberally. —President. 
Road D.—Principal traffic on our line is lumber and lumber 
products. The outlook for that business is very promising. 
We have completed a new line into a lead mining territory. 
While there is considerable development work being done in 
that section, it is too early to state what it will amount to. 
A large cement mill is being constructed on the new line also. 
Prospects for their business very good indeed. We have some 
dairy and considerable agricultural territory. Demand for 
their products always good in this section. —President. 
Road E.—The territory served by my lines is in the main 
an agricultural and stock-raising territory, with large coal 
mining interests in some sections. The development of the 
country is steadily increasing the volume of agricultural 
preducts shipped out, and the increasing prosperity of the 
people, together with the steady stream of immigration, re- 
sults in the shipment in of an increasing volume of iumber, 
cement and other building material, emigrant outfits, agricu!- 
tural implements, household goods, and, in fact, all of the 
commodities necessary both to the existence and comfort of 
the inhabitants. It is impossible to specify any particular 
commodity offering special promise. —General Manager. 
Canada—Answers to Question 2. 
Asbestos and chrome iron traffic and lumber busi- 
In fact, every industry along our 
—General Manager. 


Road A.- 
ness offer the best promise. 
line looks prosperous. 


Mexico—Answers to Question 2. 
Road A.—Fuel offers the best promise for 1910. 
—President. 

Road B.—The development of the lumber industry offers the 
greatest promise. —General Manager. 

QUESTION 3—HOW DO YOUR LABOR COSTS COM- 
PARE WITH THOSE OF LAST DECEMBER, FOR A GIVEN 
AMOUNT OF WORK DONE? 


Central West and Trunk Lines—Answers to Question 3. 
Road A.—About the same. —President. 
Road B.—There has been no change in the existing scheduie 
of employees in train and engine service, car and locomotive 
repair shops since December, 1908. Compensation of agents 
and operators has been increased at several points, and we are 
also obliged to pay higher rates for competent clerical help. 
The cost of ordinary labor on track and construction work has 
been increased about 10 per cent. It is generally understood 
that demands for increased pay for train, engine and yard 
men, as well as mechanical employees, will be presented to 
all railways in the near future. —Receiver. 
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Road C.—With the exception of labor involved in out-door 
construction work, track-laying, etc., which shows an increase 
of from 10 to 12 per cent. over last year, there is no material 
difference in labor costs. —General Manager. 

‘Road D.—Up to the present date there has been no material 
change in cost of labor, but some little advance in cost of 
materials. —Assistant to President. 

Road E.—ULabor cost us about 214 per cent. more than a 
year ago. —Vice-President. 

Road F.—WLabor costs are about the same as those of last 
year, but it is questionable if we will be able to hold them 
to that basis. All kinds of organized labor are making re- 
quests for increase in wages, or, which is equivalent, more 
favorable working conditions at the same wages. 

—President. 

Road G.—While there has so far been little change in the 
pay of labor in this territory, the demands which are now 
being pressed by the larger organizations are somewhat alarm- 
ing. More serious, however, in its bearing on efficient opera- 
tion than the demands for increased wages, is the fact that 
the efficiency of labor diminishes with any increase granted. 
Many an employer would think favorably of an increase in 
wages if he got any increased loyalty or increased efficiency 
thereby, but when he finds that a 10 per cent. increase in 
wages results in a 10 per cent. decrease in efficiency, he is 
alarmed. There is a serious fault in our economic conditions 
that this can be so. —President. 

Road H.—Our labor costs are somewhat higher than for last 
December, and there seems to be something of a feeling that 
the employees will demand still higher wages. 

—President. 

Road I.—Ordinary labor is from 15 to 20 per cent. higher 
compared with this time last year. —General Manager. 

Road J.—Ilf there has been any change in our cost for labor 
for amount of work done, compared with a year ago, it is in 
the direction of enhanced cost for labor, without a correspond- 
ing enhancement in quality or volume of work performed. 
At present there is more or less restlessness on the part oi 
labor, due partly to the increased cost of living, and partly 
to ill-advised agitation. —General Manager. 

Road K.—Cost of labor and results, compared to last De- 
cember, are practically the same. —General Manager. 

Road L.—Labor costs, generaily speaking, show an increase 
over last December. When there is a scarcity of work and 
an abundance of labor the tendency is for those employed to 
conserve their employment by giving the employer good meas- 
urement. The reverse is apt to be the case when there is a 
large demand for labor and a corresponding difficulty in secur- 
—President. 





ing good labor. 


East—Answers to Question 3. 
Road A.—Labor costs are increasing, due to having to take 
on poorer labor and general tendency to let down. 
—President. 
Road B.—Our labor costs for given amount of work done 
are about the same as in December, 1908. This is due to the 
fact that there was substantially no decrease in wages paid 
to any class of railway employees as a result of the 1907 busi- 
ness depression. There are many demands for increases in 
wages now under consideration, and the probabilities are these 
will be pressed during the early part of the coming year. 
—President. 
Road C.—There is not any material change in cost of labor. 
—General Manager. 
Road D.—Our labor costs compare favorably with those of ° 
last year for a given amount of work done. There is a slight 
increase in rate, but insignificant, and we have no complaint 
to make as to the efficiency of the work done by our men 
during the past year. —President. 
Road E.—We see no particular change in the cost of labor 
as compared with a year ago. —Vice-President. 
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South—Answers to Question 3. 

Road A.—Some slight decrease in labor cost, brought about 
by the fact that we have been able to eliminate many of the 
more inefficient workmen. —General Manager. 

Road B.—No material change. —General Manager. 

Road C.—Improved business has brought about some scarcity 
in labor and some increases in wages. —Vice-President. 

Road E.—The cost of labor at present is about the same 
as it has been for some time past, but with an indication of 
an upward tendency. —President. 

Road F'.—Our labor costs, compared with last December, are 
practically the same. —General Manager. 

Road G.—Our labor costs the same as last December, but 
on account of limited demand for labor we get better results 
from them. —General Manager. 

Road H.—Our labor costs, compared to those of last De- 
cember, have slightly increased, owing to increase in salaries 
paid clerical force and some increases in shop forces. The 
maintenance of way, labor and wages of engineers, firemen and 
conductors remain the same as last year. —Vice-President. 

Road J.—\Labor costs, as measured by the amount of work 
done, are approximately the same as at this time last year. 

—President. 
Southwest—Answers to Question 3. 
Road A.-—Labor costs are higher. —President. 
Road B.—Labor costs have increased since last December. 
—Vice-President. 

Road C.—Labor costs more at this time than last Decem- 
ber for the same amount of work done. —Receiver. 

Road D.—ULabor costs will not advance with us. 

—Vice-President. 

Road E.—About the same as a year ago. 

—Vice-President. 

Road F.—Labor cost generally somewhat higher than last 
December, and there is constant demand to increase wages. 

—Vice-President. 

Road G.—Our labor costs are considerably greater than last 
December, owing to the fact that with the increase in busi- 
ness labor was in position to demand higher pay. 

—General Superintendent. 

Road H.—Rates of wages are about on a parity with last 
December. In my opinion, however, we are still getting a 
better return in labor performance for the money invested, 
but on account of the increasing demand for labor this is not 
so distinctive as it was one year ago. —Vice-President. 

West and Transcontinental—Answers to Question 3. 

Road A.—Labor costs about the same as last December. 

—Vice-President. 

Road B.—Labor costs are in most cases about the same as 
last year, although where there is any difference they are 
higher and not lower. An increase of 5 per cent. to 10 per 
cent. for a given amount of work has taken place in track 
labor. Because of increases on some of the lines, shop and 
transportation labor costs average slightly higher than last 
year. —Vice-President. 

Road C.—Labor costs show an increase, and there is a ten- 
dency for wages to advance. —President. 

Road D.—ULabor cost is 20 per cent. higher than a year ago. 

—President. 

Road E.—Labor costs, in comparison with amount of work 
done, are steadily increasing, as rates of wages pid in all 
lines are advancing more rapidly than can. be offset by in- 
creased efficiency of the labor. —General Manager. 


Canada—Answers to Question 3. 

Road A.—There has been no material change in the cost of 
labor since last December. The wages for labor paid through- 
out our section are very high in comparison with other dis- 
tricts: common unskilled laborers in mining receive $1.75 
per day, same wages being paid this year as last year. 

—General Manager. 
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Mexico—Answers to Question 3. 
Road A.—Our labor costs are about holding their own. 
—General Manager. 


Road B.—The comparison with last year is favorable. 
—President. 


QUESTION 4—HOW DO YOUR COSTS FOR MATERIALS. 
COMPARE WITH THOSE OF A YEAR AGO? 


Central West and Trunk Lines—Answers to Question 4. 
Road A.—Slightly higher. —President. 
Road B.—-At the present time the cost of all materials, ex- 
cepting where we have old contracts still in effect, is from 
5 per cent. to 10 per cent. higher than a year ago. In nearly 
all lines prices are very firm at the present time, with indi- 
cations that they will go still higher as business improves. 
—Receiver. 
Road C.—-There has been a gradual change in the price for 
certain classes of material. I should say that the average 
cost had increased about 5 per cent. After January 1 next 1 
look for larger advances. —General Manager. 
Road E.—There has been a large increase in cost of nearly 
all our material, certainly 10 per cent. —Vice-President. 
Road F.—There has been some increase in the cost of cer- 
tain materiais, principally steel, lumber and paint. Other 
commodities are about the same as a year ago; probably a 
general average will show an increase of 8 to 10 per cent. as 
against December 1, 1908. —President. 
Road G@.—Material prices are slightly higher than a year ago 
and the tendency is upward, so that, with continued pros- 
perity we must look for still higher prices in the ensuing 
year. —President. 
Road H.—Costs for materials are 15 per cent. 
higher than a year ago. —President. 
Road I.—Everything in the way of material into which stee} 
and iron products enter, excepting steel rails, will average 
about 25 per cent. more in cost compared with a year ago. 
Other materials or supplies, such as truck ties, bridge timber, 
coal, etc., used in large quantities by railways, can be pur- 
chased now at about the same cost or very little greater than 
a year ago, although the tendency is more noticeably upward 
right now on the latter material or supplies. 
—General Manager. 


at least 


Road J.—Compared with a year ago, the materials used by 
us range in price approximately as follows: Iron and steel 
products, 10 per cent. higher; excepting steel rail, no mate- 
rial change as yet; fuel, upward tendency; miscellaneous 
articles, upward tendency; ties, lumber and other forest prod- 
ucts, 10 per cent. higher. —General Manager. 

Road K.—Cost of material is no different than a year ago— 
prices are quite as high. —General Manager. 

Road L.—The costs for materials are higher than a year 
ago, being always regulated by supply and demand. 

—President. 


East—Answers to Question 4. 
Road A.—Costs of materials are steadily and rapidly in- 
creasing. —lresident. 
Road B.—Our costs for material, compared with those of a 
year ago, are higher by from 25 per cent. to 3314: per cent. 
—President. 
Road C.—Present prices of all material, as against pricesofa 
year ago, are almost invariably from 10 to 25 per cent. higher. 
—General Manager. 
Road D.—The costs for materials are about the same as a 
year ago, but the indications are that there will be consider- 
able increase in costs of materials early in 1910. 


—Presiden?. 
Road E.—Materials have advanced very considerably in 
price. —Vice-President. 
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South—Answers to Question 4. 


Road A.—Cost of nearly all of the materials used by rail- 
ways has increased, some as much as 10 per cent. 
; —General Manager. 
Road B.—No material change. —General Manager. 
Road C.—Materials, particularly lumber, have increased. 
—Vice-President. 
Road D.—The cost of materials is steadily increasing, as 
compared with a year ago. —President. 
Road E.—The cost of material is advancing conziderably. 
—President. 
Road F.—There is a slight increase in the cost of materials 
over last year. —General Manager. 
Road G.—Costs of materials are about the same as a year 
ago. —General Manager. 
Road H.—There is an increase in the cost of materials— 
ties, lumber, iron and steel. We will probably be able to 
get our fuel at a lower price than we did last year. 
—Vice-President. 
Road I.—Costs of material are in no cases lower than a year 
ago. On most articles there have been advances. 
—President. 


Southwest—Answers to Question 4. 


Road A.—Fuel considerably higher and general increase in 
other materials. —President. 
Road B.—Costs of practically all kinds of material have in- 
creased, compared with a year ago. —Vice-President. 
Road C—The cost of material has increased as compared 
with a year ago. —Receiver. 
Road D.—Materials have and will cost us 10 per cent. more 
than a year ago. —Vice-President. 
Road E.—Iron and steel are much higher; lumber somewhat 
lower; other commodities about the same. —Vice-President. 
Road F.—There has not been much change in the cost of 
materials compared with a year ago. Some grades of fuel 
are cheaper. —Vice-President. 
Road G.—The cost for material, in some instances, has in- 
creased, while in others it is about the same as a year ago. 
—General Superintendent. 
Road H.—Material costs are advancing rapidly—lumber 20 
to 25 per cent.; iron and steel finished products, 15 to 20 per 
eent.; rubber goods, 15 per cent.; packing, 10 per cent. A 
fair expression of material market conditions is to place it 
from 15 to 20 per cent. higher than one year ago. 
—Vice-President. 


West and Transcontinental—Answers to Question 4. 
Road A.—About the same. —Vice-President. 
Road B.—With the revival of business there was a tendency 

toward the maximum in material costs which will average 

considerably higher than last year at this time, general in- 

creases being about 7 per cent. or 8 per cent. Increases are 

noted in lumber, ties, material for car repairs, iron and steel. 
—Vice-President. 

Road C.—Costs for materials are higher than a year ago. 
—President. 

Road D.-—Material cost, very little change as yet, but ten- 
dency to advance. —President. 

Road E.—Costs of materials used are also steadily increas- 


ing in almost all lines. —General Manager. 


Canada—Answers to Question 4. 
Road A.—Cost of material is slightly in advance of last yea‘. 
—General Manager. 


Mexico—Answers to Question 4. 
Road A.—Some are higher. —President. 
Road B.—Slight advance. —General Manager. 


QUESTION 5—WILL THERE BE ANY MORE HARM 
DONE IN THE NEAR FUTURE BY RECKLESS STATE 
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LAW MAKING IN YOUR TERRITORY, OR DO YOU 
THINK THAT THE CRISIS HAS PASSED, AND THAT 
THE TENDENCY NOW WILL BE FOR CONSERVATIVE 
LAWS RATHER THAN RADICAL ONES? 


Central West and Trunk Lines—Answers to Question 5. 

Road A.—While there has been an apparent temporary ces- 
sation, the greatest effort on the part of fair-minded people 
will be necessary to properly discourage further reckless legis- 
lation. —President. 

Road B.—We do not anticipate that there will be any ill- 
considered legislation in this state with reference to the rail- 
ways. At the present time there is an effort being made look- 
ing toward a reduction in the rate on our principal com- 
modity, which, if successful, will have a very marked effect 
upon our net earnings. This litigation, however, is brought 
under the existing law, and we feel that for the present the 
tendency is to enforce the present regulations rather than to 
formulate new ones. There is no indication, however, that 
there will be any let-up in the attempts to increase taxation, 
and in our opinion the railways will be obliged to be on the 
alert to prevent further adverse legislation. With return of 
better business conditions the object lesson which the people 
have been given will lose its effect, and the reformers are 
likely to become active in an endeavor to pass laws designed 
to increase the expenses and decrease the revenues of the 
carriers. —Receiver. 


Road C.—I think conservatism will mark the future treat- 
ment of most railway questions in the territories through 
which this road runs, by legislative bodies. 

—General Manager. 

Road D.—No one can predict what state legislation will be 
enacted; the question of a change in the method of taxation 
in Ohio, affecting railways as well as all other property, has 
been agitated for some time, advocates of the change desiring 
an amendment to the constitution which would permit a 
classification of the various kinds of property and different 
rates of taxation on the several classes; and no doubt efforts 
will be made in the next legislature to secure the submission 
to the people of such an amendment. The effect upon rail- 
ways of such an amendment, if adopted, is entirely prob- 
lematical. —Assistant to the President. 

Road E.—We have a railway commission that is just be- 
ginning to feel its oats. The Lord only knows what they will 
do to us. —Vice-President. 

Road F.—It is impossible to say whether the legislatures of 
the various states will pass further laws adverse to the rail- 
way interests. Our own particular system traverses a great 
many states, and in some of them the sentiment is much more 
favorable than was the case a year ago, and we are not 
advised that any radical legislation will be enacted in the 
others, although there is some agitation for certain laws which 
are not necessary or advisable. —President. 

Road G.—The hostility against railways and corporations is 
probably diminishing, and there is, no doubt, a better mutual 
understanding between railways and the public than there 
has been for some time. It is regrettable that the most seri- 
ous legislation now proposed is that backed by labor organiza- 
tions. There is a disposition now on the part of the general 
public to let the railways settle their differences with the 
labor unions without any interference, but it is evident that 
the public will have to understand sooner or later that if the 
labor organizations are successful in compelling the railways 
to employ two men to do one man’s work, there is a serious 
economic loss which the general public will have to pay for 
in the end. —President. 

Road H.—I do not look for much adverse legislation by the 
states during the next year. —President. 

Road I.—The state law-making is in the hands of the same 
kind of politicians now that it has been in the past, and there 
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is little noticeable difference in the tendency in the direction 
of enacting laws that will affect railways. There may be less 
effort on the part of the legislators to reduce rates, because 
they have made about as many reductions as they very well 
can make for the present. There is a tendency, however, on 
the part of the legislators to bring in and enact laws appar- 
ently under the influence of the labor lobby that have a bad 
effect generally on railways, such as laws restricting the 
numbers of cars in trains and unnecessarily adding to the 
number of men employed on trains. In other words, there is 
an apparent effort to legislate without regard to the rights 
of the railways or without any idea that it will add to the 
safety or efficiency of railway service, but solely for the pur- 
pose of causing the railways to employ more men. 
—General Manager. 
Road J.—I do not look for the enactment of many, if any, 
unjust anti-railway laws in the near future, by any of the 
states reached by our line. The crisis in that direction, which 
seemed at one time, not long ago, to be reached, seems to 
have spent itself, at least for the time being. A more con- 
servative tone seems now to prevail. Meanwhile it remains 
to be seen how some of the burdensome state laws, already 
passed, will be construed by the courts. We are, of course, 
always subject to “judicial legislation,’ so-called, by means 
of which old laws are expanded to meet the changing condi- 
tions, not contemplated when the laws were enacted. 
—General Manager. 
Road K.—Effect of reckless state laws—is the crisis past? 
We find the tendency now is to conservative rather than 
radical laws. The bill, however, now up in Congress for in- 
creased number of men on freight and passenger trains, esti- 
mated to cost the railways in this country on present basis 
of business, about ten millions of doliars, without any addi- 
tional advantage, cannot be considered as a conservative law. 
In fact, it is a most radical move on the part of the labor 
. organizations to offer employment to additional men, for no 
other use than to draw pay. —General Manager. 
Road L.—Public opinion seems to favor more conservative 
laws. It is difficult to tell, however, what may confront us in 
the way of radical legislation and the harm resulting. 
—President. 


East—Answers to Question 5. 

Road A.—In all probability there will be more legislation. 
The railways are still the easiest thing for the demagogue to 
make a reputation on. —President. 

Road B.—There does not appear now to be any very influ- 
ential movement under way to secure further legislation 
affecting the railways. In certain of the states through which 
our lines run it is difficult to see how any more radical or 
extreme legislation could be possible than already exists. 
We can see no indications that the severity of any of this 
state legislation is likely to be ameliorated in any degree. 

—President. 

Road C.—In our opinion there will not be any more harm 
done in the near future by reckless state law-making in our 
territory. The crisis seems to have passed and the tendency 
is for conservative laws. —General Manager. 

Road D.—It looks as though there might be the same yearly 
desire on the part of the state legislature to enact new laws 
which affect the operation of railways as yearly present them- 
selves at the state capitol. We think the crisis has passed to 
a large extent, and while there may be the usual laws pro- 
posed, the conservative element in the legislature will con- 
trol the radical one. —President. 

Road E.—As far as I am able to learn there is no reason 
to believe that there will be any adverse legislation, affecting 
us at least, during the coming winter. —Vice-President. 

South—Answers to Question 5. 

Road A.—I think this depends entirely upon the pace set 

by Congress. —General Manager. 
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Road B.—Hard to teil, but the indications are the crisis is 
reached, and the tendency will be now for more conservative 
laws. —General Manager. 

Road C.—The tendency here is for conservative laws, and 
a kindly feeling toward the railways prevails. 

—Vice-President. 

Road D.—As to reckless state law-making, while I think 
the majority of people generally have been and are disposed 
to be fair to railway and other corporations, the anti-feeling 
against corporations has been confined largely to demagogic 
politicians, and while we look for a little more peace and quiet, 
it is hard to determine at this time just what the action of the 
national and state legislatures will amount to. 

—President. 

Road E.—The indications point to more conservatism in 
state legislation, but there is still an element in political 
circles tending to extremes. —President. 

Road F.—Do not consider there will be much more adverse 
legislation in our territory. —General Manager. 

Road G.-—I do not think that there will be any laws passed 
in this state that will be radical against corporations, but am 
inclined to believe that more conservative measures will be 
advocated. —General Manager. 

Road H.—I think the tendency in state legislation in the 
regulation of railways and rates will be more conservative, 
and I believe there is a more intelligent comprehension of 
the rights of the railways, and a deeper realization of the 
disastrous results affecting all classes of citizens in drastic 
and unjust laws which affect the earning capacity of rail- 
ways. —Vice-President. 

Road I.—Indications are that legislation will be conserva- 
tive. —President. 


Southwest—Answers to Question 5. 

Road A.—Having faith in the ultimate judgment of the 
people, I believe there is a tendency for less radical legisla- 
tion, and I hope for fewer and better laws. —President. 

Road B.—As our state legislature does not meet until Janu- 
ary 1, 1911, there will be no laws of any sort passed during the 
ensuing year. I believe the tendency in law-making in this 
state is toward conservatism rather than radicalism. 

—Vice-President. 

Road C.—We do not fear any reckless state law-making in 
this territory. The tendency, locally, is for conservative laws 
rather than radical ones. What we fear most now is congressional 
legislation rather than state, Congress, for political purposes, 
having undertaken to run and manage the business, both of 
commercial and railway interests, instead of regulating them. 
In my opinion, owing to the fact that the old political lines 
between the Democrats and Republicans have practically been 
eliminated, both parties seem intent on manufacturing some 
hobby for political purposes. The result is,that both parties 
appear to have selected railways and other large financial 
commercial interests as a hobby, and to impress the people 
with the fact that if it were not for Congress, railways and 
the commercial interests of the country would destroy the 
government, and that nothing but a congressman and a senator 
can prevent this great calamity. —Receiver. 

Road D.—I do not think state legislation will be detrimental 
to us; in fact, we have no meeting of the legislature at an 
early date. —Vice-President. 

Road E.—Cannot say what the legislatures will do, al- 
though there appears to be a more conservative feeling 
generally. —Vice-President. 

Road F.—It is expected that reckless state law-making will 
continue in this territory, and it would be rash to predict 
that conservative laws will be enacted or that any of the radi- 
cal ones will be abolished as long as a class of professional 
politicians continue to make laws and to occupy practically 
all of the state offices. A change may be brought about when 
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business men 


commissions. 


will consent to serve in legislatures and on 
—Vice-President. 
Road G.—We cannot estimate how much reckless legislating 
will be done by our future law-makers, but we have a feeling 
that the crisis has passed and that the tendency will be for 
more conservative action, but politics and politicians are 
always an unknown quantity that you cannot provide for, 
but we believe the people at large have a more conservative 
feeling than they did a year ago. —General Superintendent. 
Road H.—I1 am optimistic as to the general attitude of the 
various state legislatures in this territory, and if the rail- 
ways themselves take the proper measures toward establish- 
ing the right kind of relations with the legislators, meeting 
them in a fair and candid spirit, and when measures are 
proposed sending their very best men to reason the matter, | 
have every confidence that we can expect conservative rather 
than measures to meet with favor. 
—Vice-President. 


radical 


West and Transcontinental—Answers to Question 5. 
Road A.—Regulation is a favorable theme for legislation at 
every season, and I do not think such a theme will be aban- 
doned. —Vice-President. 
Road B.—I\t is always difficult to forecast legislative action, 
but we think conditions in this respect are very much the 
same as last year at this time, and that where any difference 
exists it is with an inclination toward conservatism rather 
than radicalism. —Vice-President. 
Road C.—No legislatures meet in our territory this year, 


so there will not be law-making. It is difficult to say what 
the tendency will be when the next legislatures convene. 
—President. 

Road D.—Always danger of reckless laws, particularly in 
new states. —President. 


Road E.—\t is impossible to say whether or not there will 
‘be any more harm done by reckless state law-making in our 
territory, but, on the whole, the tendency of popular opinion 
seems to be becoming more conservative and less antagonistic 
to railways and other public service corporations, which 
ehange in popular opinion will probably be reflected in the 
action taken by the various legislative bodies. 

—General Manager. 


QUESTION 6—IS LOCAL POPULAR FEELING IN YOUR 
TERRITORY MORE OR LESS ANTI-RAILWAY AND ANTI- 
CORPORATION THAN IT WAS LAST DECEMBER? DO 
YOU SEE SIGNS OF REACTION TOWARDS A KINDLIER 
FEELING? 


Central West and Trunk Lines—Answers to Question 6. 
Road A.—A kindlier feeling is manifest. —President. 
Road B.—There is no perceptible change in the attitude of 

the public toward the railways in this territory as compared 
with a year ago. The conditions, however, are undoubtedly 
better than they were during the so-called anti-railway agi- 
tation which prevailed previous to the depression in business 
in 1907. —Receiver. 

Road C.—I think the local popular feeling is swinging 

around to Jess unfavorable attitude toward corporations. 
—General Manager. 
Road D.—Personally, I think the popular feeling in our ter- 
ritory is less anti-railway. —Assistant to President. 
Road E.—Popular feeling is about the same. 
—Vice-President. 
Road F.—I1 think that so far as local feeling toward rail- 
ways and corporations is concerned the pendulum has to 
some extent swung the other way. We are getting in some 
localities much fairer treatment in the courts, and, to quote 
your own words, in some localities at least there are “signs 
of reaction toward a kindlier feeling.” —President. 
Road H.—The feeling in that respect seems rather more 
conservative. —President. 
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Road I.—Local popular feeling in our immediate territory 
has never been in recent years very strongly anti-railway and 
anti-corporation. —General Manager. 

Road J.—It appears on the surface as if popular feeling in 
our territory, regarding important matters, is less anti-rail- 
way than it was a year or so ago. The public, as a whole, 
seems to have grown more considerate in that direction. At 
the same time there is a growing disposition on the part of 
the public to demand its ‘pound of flesh,” so far as local 
facilities are concerned, through the state commissions. 

—General Manager. 

Road K.—Local popular feeling, anti-railway and anti-cor- 

poration, is not much changed from conditions a year ago. 
—General Manager. 

Road L.—There is always an undercurrent of anti-railway, 
anti-corporation sentiment existing in all communities, gener- 
ally harbored by the element that is least comprehensive. I 
am inclined to think that the men of affairs who are in the 
habit of thinking before they give expression to conclusions 
recognize that agitation of the railway and corporation ques- 


tion has been overdone. —President. 
East—Answers to Question 6. 
Road A.—Slightly kinder. —President. 


Road B.—In the territory through which our lines run we 
have never in the past detected any local popular feeling 
of any consequence antagonistic to railways or corporations. 
All that ever has existed, so far as we have been able to see, 
has been largely worked up by politicians connected with the 
two leading political parties, who have been playing for 
political position and popularity with the voters. As to this 
element: we see no signs of a reaction toward kinder feeling 
with reference to railway interests. —President. 

Road C.—There seems to be a slight change in the popular 
feeling in favor of corporations. —General Manager. 

Road D.—We consider that the local popular feeling in this 
territory is less anti-railway and anti-corporation than it was 
last year. We see distinct signs of reaction toward a kindlier 
feeling. —President. 

Road E.—I cannot say that public feeling in our territory 
was particularly anti-corporation a year ago; it is certainly 
not more so now than it was then. —Vice-President. 

South—Answers to Question 6. 
Road A.—My judgment is there is a much kindlier feeling. 
—General Manager. 
Road B.—I believe there are signs of a kindlier feeling. 
—General Manager. 

Road E.—I think the crisis has been passed to some extent 
in anti-railway and anti-corporation feeling, and a more 
favorable sentiment now prevails. —President. 

Road F.—I see some signs of reaction toward a kindlier 
feeling toward corporations. —General Manager. 

Road G.—The local feeling against corporations in our ter- 
ritory is more friendly, but at the same time with the jury 
trial in corporation cases it goes without saying that the cor- 
poration cannot get any justice in the lower courts. 

—General Manager. 

Road H.—lLocal popular feeling in this territory can be 
divided into two classes. There is little or no change in the 
antagonistic feeling in the rural districts. There is a more 
kindly spirit manifested in the cities and larger towns. 1 
believe that the reaction will come through the leaven of this 
feeling in the cities, and that we may expect a more just 
and intelligent attitude by all classes of citizens. 

—Vice-President. 


Road I.—There are unmistakable indications of a more 


general understanding of the importance of adequate trans- 
portation facilities to general prosperity, and a more genera! 
understanding of the fact that railway credit must be main- 
tained if the companies are to provide such facilities and 
perform efficient service. 


—President. 














DECEMBER 31, 1909. 


Southwest—Answers to Question 6. 
Road A.—Some slight improvement. —President. 
Road B.—I do not consider local popular feeling in this 
territory generally hostile to the railways. 
—Vice-President. 
Road C.—Local popular feeling in this territory is less anti- 
railway than a year ago. Kindlier feeling exists between the 
people and the railways than formerly. This grows out of the 
fact, to a large extent, that the people and the railways are 
dealing directly with each other to a much greater degree than 
formerly, and are not seeking the intervention of a politician 
to run their business affairs. —Receiver. 
Road D.—Local feeling good on our line, and we have the 
hearty co-operation of the tributary business. I think Texas, 
generally, has a kinder feeling for railways than in the past. 
—Vice-President. 
Road F.—Popular feeling, without question, in this territory 
is less anti-corporation than it was last December, and there is 
no doubt but that there is a better feeling on the part of the 
general public toward all corporate interests. This feeling, 
however, is latent, and unfortunately never gets aggressive 
on the corporation side. —Vice-President. 
Road H.—I think it is a fair reflection of the actual condi- 
tions to say that there has been a decided reaction in the anti- 
railway and anti-corporation feeling of the past few years, 
and unless issues which are unforeseen at this time should 
be precipitated, I am sure that this reaction will continue. 
—Vice-President. 
West and Transcontinental—Answers to Question 6. 
Road A.—More or less anti-railway. Do not notice any par- 
ticular change. —Vice-President. 
Road B.—We believe during the past year there has been 
a decline in anti-corporation sentiment and that public opin- 
ion is more kindly than a year ago. A review of the attitude 
of newspapers in our territory which reflects this, indicates 
unfavorable sentiments on about the same percentage of the 
total as a similar review made at this time last year, with a 
marked decrease in number of those unfavorable as compared 
with two years ago, so that while there is much yet to be 
desired, we are hopeful of an increase in favorable sentiment 
rather than the reverse. —Vice-President. 
Road C.—I think local anti-railway feeling is less than it 
was a year ago. I think the railways and the people are get- 
ting to understand one another better. —President. 
Road D.—The popular feeling is not particularly against 
railways and corporations except when it comes to damage 
suits and condemnation proceedings. Then the feeling is 
“Let the public get all they can.” —President. 


Canada—Answers to Question 6. 

Road A.—Local feeling in our territory is generally favor- 
able toward the railway; there is no sentiment in the direc- 
tion of anti-railway or anti-corporation. 

General Manager. 


QUESTION 7—ARE THE STATE COMMISSIONS IN 
YOUR TERRITORY DISPOSED TO BE FAIR OR UNFAIR, 
AND ARE THEY BECOMING MORE CONSERVATIVE OR 
MORE RADICAL AS TIME GOES ON? 


Central West and Trunk Lines—Answers to Ques‘ion 7. 
Road A.—The attitude of the commissions is on fair lines. 

, —President. 
Road B.—The railway commission in this state seems to be 
disposed to be fair and to fully consider the merits of every 
question submitted to them for decision. The body is com- 
posed of intelligent men who are conservative and of a judi- 
cial temperament, and in our opinion they strive at ali times 
to obtain a fair and impartial enforcement of the regulations 

by which they must be guided. —Receiver. 
Road C.—The state commissions with which this company 
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deals ave disposed to be fair and act within rational lines. 
They are affected more or less, of course, by the mandatory 
features of some of the railway legislation which they are 
called upon to enforce. —General Manager. 
Road D.—State commissions as a rule have to acquire wis- 
dom by experience, and their hearings develop many unrea- 
sonable complaints which, I think, tend to make them realize 
the difficulties under which railway companies labor, and 
hence to be a little more conservative in their attitude. 
—Assistant to President. 
Road E.—The state railway commission has just reduced 
our log rates into X. They never asked a question as to 
what the service was worth to the shipper, or what it cost us, 
or what the effect would be on other shippers up the road 
(and it will put them out of business), but just cut the prices 
for fun and because the X. lumber men asked them to. 
Knowing what it cost to do business ten years ago and what 
it costs now, you can judge as to fairness of a commission 
that would ask us to put in rates lower than those of twenty 
vears ago. —Vice-President. 
Road F.—The state commissions throughout our territory, 
as a rule, have been very fair to the railway interests. In one 
or two cases they have been extremely radical, but these are 
the exceptions, and certain inadvisable action they have taken 
has been for political purposes only. In most instances, we 
have been able to destroy their effect by litigation or other- 
wise, and I anticipate with closer acquaintance with railway 
operation the individual commissioners will adopt a more 
conservative position. —President. 
Road G.—We have no complaint to make of the attitude of 
the federal commission or state commissions toward the rail- 
ways. The more familiar these bodies become with the 
railway problems the less disposed they are to find fault 
with railway operation. It is an old adage that ‘“Responsi- 
bility makes for conservatism.” —President. 
Road H.—The state commissions generally in our terri- 
tory are becoming more conservative as time goes on. There 
are some exceptions to this rule. The men who have been 
in office for some time have learned something of both sides 
of the questions, while the newer ones are inclined to be 
more radical. —President. 
Road I.—The state commissions do not appear to be so 
active in putting into effect rules and regulations of their 
own on all sorts of subjects as they were a few years ago. 
—General Manager. 
Road J.—We have no especial cause for complaint at this 
time against any of the state commissions within whose juris- 
diction we are located. If any of them have in the past seemed 
at times to be inclined to adopt radical methods, such is not 
the case at present. Their rulings now are, almost always, 
based on the merits of the cases presented to them for ad- 
justment. —General Manager. 
Road K.—State commissions in this territory appear to be 
fair, but take up much of our time asking questions and 
promulgating orders of slight importance. 
—General Manager. 
Road L.—State railway and warehouse commissioners 
through the various states served by this company, I think, 
comprise men who are better qualified, either from experience 
or training, to serve the interests they represent than perhaps 
was the case when the office was more or less controlled by 
politics. In other words, a commissioner’s fitness to intelli- 
gently discharge the duties of the office now seems to influence 
his retention in office more than his activity in politics. The 
result is that the commissioners are doing better work for 
their constituents, and the relations between the commission- 
ers and the railways are, generally speaking, cordial. 
—President. 
East—Answers to Question 7. 
Road A.—The state commissioners seem to be muddling 
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amateurs trying to please their constituents, or theorists en- 
deavoring to work out their fads. —President. 
Road B.—We see no change in the attitude of the state 
commissions in our territory with reference to the railways 
or the questions that from time to time are brought before 
them involving the relations of common carriers to the public 
at large. We have never seen anything to indicate that these 
different bodies as a whole are consciously disposed to be 
unfair to the railways, and the men constituting them seem in 
most cases to be able, honest and conscientious in the dis- 
charge of their duties. They are but human, however, and as 
their positions have been created and they appointed largely 
as a result of political influences and exigencies, the element 
of politics is bound to more or less affect their investigations 
and decisions. Furthermore, the men forming these railway 
commissions are, and necessarily always will be, interested in 
magnifying the importance of their positions and of the im- 
portant branches of governmental work which have been com- 
mitted to their supervision and control. As a result of this 
they are continuously bringing all possible influence and 
pressure to bear to secure further amendments of existing 
laws that will give them greater control over the affairs otf 
railways and corporations, increase the number of state em- 
ployees connected with their commissions in various capaci- 
ties, and to in every way enhance the importance of their 
positions. The amendments to both the national and state 
laws now being activeiy promoted are without doubt due to 
the influence and efforts of the different commissions exerted 
along the lines and for the purposes I have indicated above. 
This we think especially true as respects the amendments to 
the national laws which it is understood Congress will be 
asked to make at its forthcoming session. —President. 


Road C.—State commissioners in our territory have been 
-for a number of years, we consider, strictly fair. 
—General Manager. © 
Road D.—Our territory is controlled by two commissions; 
one of them is disposed to be very fair and businesslike; the 
other one is disposed to be over-critical and reaching out all 
the time for more authority. There is no question but what 
the commission which attends strictly to business and rea- 
sonably and fairly carries out the present law is the one 
which is accomplishing the best results. —President. 
Road E.—Our relations with the state railway commissions 
are very satisfactory, and we have no reason to believe that 
they are going to be any more radical than they have been. 
I think perhaps it is safe to say that they are somewhat more 
conservative. —Vice-President. 


South—Answers to Question 7. 
Road A.—I think the state commissions are becoming more 
fair. —General Manager. 
Road B.—The commissions are acting more reasonably; 
there are very decided indications of an inclination to play 
fair. —General Manager. 
Road E.—-A disposition of fairness is perceptible in the rul- 
ings of our railway commission, and a more friendly feeling 
exists between the railways and the people than formerly. 
—President. 


Road F.—I think there is more of a disposition on the part 
of commissioners to deal with corporations on broader and 
more conservative lines than has been their practice for sev- 
eral years past. —General Manager. 

Road G.—So far as we are concerned the state commission 
has been entirely fair, and I believe they will be conservative. 
The only thing we can fear is the time before election, when 
as politicians the commissioners play for votes of the so-called 
common people. —General Manager. 


Road H.—The state commission, I believe, tries to be just 
toward the railways and is becoming more conservative than 
—General Manager. 


it was a year or two ago. 
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Southwest—Answers to Question 7. 
Road A.—Tne present commission is disposed to be fair. 
—President. 
Road #.—I believe the state railway commission is disposed 
to be fair, and is, perhaps, more conservative than it was a 
few years ago. —Vice-President. 
Road 0.—The state railway commission in this territory is 
disposed to be fair. It is becoming more conservative as time 
goes on. —Receiver. 
Road D.—In some cases, from the railway man’s stand- 
point, the commission seems unfair. However, in more than 
half the instances the commission is kindly disposed, and does 
what it can to encourage railways in Texas. 
—Vice-President. 
Road E.—Some of the state commissions in our territory 
are still somewhat radical, but are inclined as a whole to be 
more conservative. As time goes on I think this condition 
will continue. —Vice-Presideni. 
Road F.—State commissions generally in this territory are 
disposed to be unfair, and are becoming more radical as time 
goes on. It is generally admitted that all important cases 
called by them are pre-judged; their decisions are usually 
made before they call the hearing, and the compiling of data 
and arguments, even of the most convincing kind, on the part 
of the railways is considered by railway officers a work of 
supererogation. The commissions are constantly at work 
grinding out decreased rates or extending concessions to 
shippers, which have the effect of decreasing rates. Exten:ive 
reductions are looked for in the very near future on some of 
the largest items of traffic handled by roads in this section. 
—Vice-President. 
Road G.—The state commissions in our territory are, in 
most cases, disposed to be fair. We believe political influ- 
ence, in some cases, has had the effect of their demanding 
some things not entirely reasonable, but on the whole they are 
disposed to be fair. —General Superintendent. 
Road H.—ASs a general proposition, the state commissions 
in this territory are not unfair. There are one or two notable 
exceptions, but in each case they have reached the point in 
their reductions and exactions where they are being brought 
up with a short rein by the courts, and in one instance a 
commission is seriously considering anticipating the courts by 
agreeing to material advances. I think they can fairly be said 
to be more conservative than formerly, partially due to a 
change in public sentiment and partially to the attitude of the 
courts. —Vice-President. 
West and Transcontinental—Answers to Question 7. 
Road B.—The attitude of state railway commi:sions varies 
much in different states through which we travel, and while 
some of the commissions continue a disposition decidedly ad- 
verse to the railway interests, others are inclined to be fair, 
and we look forward to a better state of public opinion in- 
fluencing, at least in some degree, radical action which some 
of the commissions are still inclined to take. 
—Vice-President. 
Road C.—The state commissions in this territory are com- 
posed of very reasonable men, but, of course, with the great 
power that they have, it is only natural that at times it is 
exercised in what seems to be an unnecessary manner, es- 
pecially in tae way of making rules and regulations in rela- 
tion to the detail management of the physical side of the 
railway. —President. 
Road D.—No state railway commissioner in Idaho. The 
railway commissioners of the state of Washington disposed 
to be fair. . —President. 
Road E.—I cannot see that there has been any particular 
change in the attitude of the various state commissions, 
which, in general, seem to be disposed to go as far as the 
laws of the states will permit in their activities. 
—General Manager. 
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@eneral News Section. 


The Boston & Albany is preparing to use telephones for train 
despatching throughout its main line. 


The Chicago Great Western will soon forget that it is the 
“Maple Leaf’ route, the use of this descriptive pseudonym hav- 
ing been placed under the ban by President Felton. 


The trains of the Air Line division of the Lake Shore & 
Michigan Southern, between Toledo and Elkhart, now run on 
the right-hand track, the change from left-hand running having 
been made December 19. This extends the right-hand practice 
from Chicago to Toledo. 


Representative Steenerson, of Minnesota, proposes to urge 
in Congress a bill which he has prepared giving the gov- 
ernment power to appoint a receiver and take the management 
of a railway, when necessary, to avoid a general tie-up of 
trains, as in the case of a strike. 


On the Chicago & Alton the cabs of passenger engines are 
being fitted with small auxiliary windows in front, arranged 
to be easily and quickly opened, so as to enable the engineman 
at all times to get a good view ahead, in spite of any steam 
or frost which may dim the main window. 


The U. S. Bureau of Education is just issuing a monograph 
by J. Shirley Eaton—Education for Efficiency in Railroad Serv- 
ice. Copies of this monograph can be had without charge by 
application direct to the Commissioner of Education, Washing- 
ton, D. C. This is a very present and live theme. 


The request of employees of the Pennsylvania Railroad for a 
modification of the company’s pension plan, whereby, on pay- 
ment of monthly dues, employees may sectire an addition to 
the pension to be paid by the railway company and may have 
the privilege cf retiring at an earlier age, has been signed by 
about 4,500 employees of the Philadelphia division. 


According to a press despatch from Terre Haute, Ind., a 
number of railway companies are taking for their own use 
carloads of coal shipped from mines on their lines. It is said 
that instead of the old custom of confiscating coal in transit 
and reporting to the shipper afterward the roads now notify the 
mine, the day before, of what it is proposed to do, and if the 
shipper does not agree to the arrangement no empty cars are 
delivered to his tracks that night. 


According to a press despatch rrom Columbus, Ohio, a Pull- 
man sleeping car, which was seized by a sheriff at Newark, 
Ohio, more than a month ago, as security for a claim against 
the Pullman Company, is still chained to a side track at New- 
ark. It is said that the claim in question was one for clothes 
which a passenger had lost while on a Pullman car. The Pull- 
man company has now filed suit in the federal court against 
this passenger and against the sheriff who attached the car. 


On January 2 the Rock Island will put on a new through 
train from Chicago to Los Angeles and San Francisco which 
will be known as the “Californian.” It will leave Chicago 
daily at 10 o’clock p.m. and will make the run to the coast in 
82 hours. It will carry both standard and tourist sleeping 
cars from St. Louis and Kansas City as well as from Chicago. 
The “Golden State Limited” will be reequipped, and hence- 
forth will have only standard sleeping cars. It will leave 
Chicago at 9 p.m. daily and will be scheduled to reach Los 
Angeles in 72 hours. The Rock Island runs its trains over the 
Southern Pacific from El Paso westward. 


_ The counsel of the Pennsylvania Railroad, according to a 
Pittsburgh paper, holds that a railway is bound, not only by 
courtesy and humanity but also by the common law, to take 
care of a passenger who is taken sick on its train. A carrier 
need not admit to its cars a person who is mentally or phy- 
sically infirm unless accompanied by an attendant, but once 
a Passenger has been accepted it is the carrier’s duty, if the 
passenger becomes incapable of caring for himself, to give, be- 
yond ordinary care, such care and protection as is reasonably 
practicable with the facilities at hand without unduly delay- 


ing the train or unreasonably interfering with the comfort of 
other passengers. 


At the Algonquin Hotel, New York City, December 19, John 
F. Deems, general superintendent of motive power of the New 
York Central Lines, gave a “Beardstown reunion dinner” in 
honor of W. C. Brown, president of the New York Central 
Lines; L. E. Johnson, president of the Norfolk & Western; 
E. M. Herr, vice-president of the Westinghouse Electric & 
Manufacturing Co.; W. G. Besler, vice-president and general 
manager of the Central of New Jersey, and L. W. Berry, gen- 
eral superintendent of the Lehigh & Hudson. These men suc- 
ceeded each other in the order that they are named as super- 
intendent of the St. Louis division of the Burlington road, Mr. 
Deems serving with them as division master mechanic. 


At St. Paul last Monday conferences were held between raii- 
way officers, the governor of Minnesota and leaders of the 
Switchmen’s Union, in which the railways were asked to agree 
to a “settlement of the strike”; but the railways refused to re- 
instate the striking switchmen except as vacancies should 
occur, and the conference had no result. The leaders of the 
switchmen hope to secure sympathy and perhaps assistance 
from all of the railway brotherhoods which are in the Amer- 
ican Federation of Labor, but nothing is published to show 
what, if any, basis exists for this hope. One newspaper ac- 
count says that traffic is vadly tied up in the Northwest, and 
that many towns are suffering for fuel, but the Associated 
Press despatches have nothing to say on this point. The four 
largest railway labor unions do not belong to the Federation 
of Labor. 


Omaha, the center of the corn belt, reports that its National 
Corn Exposition, December 7-18, was the best ever held, hold- 
ing the record for attractions, attendance and income. Ex- 
hibits were made by the Great Northern, the Union Pacific, 
the Rock Island lines, the Burlington, the Chicago, Milwaukee 
& St. Paul, the Illinois Central and the Chicago & North 
Western. All the railways ran free baggage cars to pick up 
exhibits along their lines. One of the most enthusiastic of 
the railway men present was James J. Hill, who offered $2,500 
in prizes. Mr. Hill spent a day and a night in Omaha, making 
two speeches. In the Great Northern exhibit the value of dry 
farming was shown. Many of the exhibits came direct from 
the Dry Farming congress at Billings, Mont. One of the hand- 
somest exhibits was that of the Union Pacific, which contained, 
besides the ordinary display, a beautiful exhibit of birds from 
the western country. 


All the street railways of the South side in Chicago are to 
be consolidated under the control of a company to be calied 
the Chicago City & Connecting Railways Company. The com- 
panies involved are the Chicago City, the Calumet & South 
Chicago, the Southern Street and the Hammond, Whiting & 
East Chicago. About 95 per cent. of the shares of the Chicago 
City and all of the shares of the other companies have been 
bought by Chicago interests. This marks the passing of the 
Chicago City Railway from the hands of the Morgan inter- 
ests. An official statement says that the separate corporate 
existence of the several companies will continue, but T. E. 
Mitten will be made president of all. All shares owned by 
the company will be vested in the hands of trustees to secure 
unity of management and operation, and it is stated that 
whenever a feasible plan shall be formulated for a consolida- 
tion of all the surface lines in Chicago it can be carried out, 
so far as the South side lines are concerned, from a practical 
standpoint. The entire capitalization involved in this consoli- 
dation is $50,735,000; the mileage is 411, and the number of 
passengers carried per year by the roads is 318,240,000. 


In the snowstorm of December 25 and 26, which was severe 
throughout the coast regions of New England and the middle 
states, passengers were kept in stalled trains within the limits 
of New York City 10 hours or more, and between Wilmington, 
Del., and Baltimore, Md., a number of through passenger trains 
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were stuck in the snow all night. Philadelphia despatches 
gave the official depth of snow in that city as 23 inches, and 
a depth of 18 inches was reported from many places in that 
region. In the region of New York City and in New England 
the wind was very high. The New York City blockade re- 
ferred to was on one of the electric lines of the Brooklyn 
Rapid Transit Co., between Brcoklyn and Coney Island, and 
the trouble came from a slight derailment, due to ice and 
snow packed on the track, which was so quickly followed by 
drifts that the company was unable to relieve the several 
trains that were delayed until after a long siege. ‘The derail- 
ment occurred about midnight and it was / or 8 o’clock in the 
morning before anyone left the cars, although the place was 
not very far from dwellings. The passengers from two or 
three trains were gathered in four or five cars and the cars 
were not without heat. At Harrisburg, Pa., Sunday night, 
over 400 passengers were lodged in hotels, some of them at 
the expense of the railway companies. ‘lhe express trains 
leaving Washington for New York at midnight Saturday ar- 
rived at their destinations about 11 hours late, and the cor- 
responding southbound trains suffered about the same delay. 
In train 79, from New York, which was <talled south of Wil- 
mington, passengers suffered greatly from cold, the fires in 
the locomotives, which should have furnished steam for the 
cars, having been drawn, it is said, because of a lack of water. 
In the region of Elkton, Md., the Pennsylvania and the Balti- 
more & Ohio had 2,000 men shoveling at the drifts. In Lan- 
caster county, Pa., 100 miles of trolley lines were buried under 
16 inches of snow, and similar reports came from western 
Pennsylvania. Trains were delayed 12 hours and more on the 
railways in New Jersey near Philadelphia. On the New York, 
New Haven & Hartford the telegraph wires were down in many 
places, and the controlled manual block signaling apparatus 
was out of order, so that trains had to be stopped at every 
block signal station to receive a clearance card. Wires were 
useless throughout southeastern Massachusetts. At Boston the 
tide was the highest since 1851, and parts of Atlantic avenue 
were submerged. 





Wood Preservers’ Association. 





The sixth annual meeting of the Wood Preservers’ Associa- 
tion will be held at the Auditorium hotel, Chicago, on January 
18, 1910. The following papers will be read and discussed: 
“What Per Cent. of Creosote Oil Can Be Withdrawn from 
Wood by Subsequent Vacuum?” J. B. Card, superintendent, 
Chicago Tie & Timber Preserving Co.; “What Effect Does 
the Time of Cutting Timber Have on the Rate of Seasoning 
and Treatment of Same?” J. C. Williams, superintendent wood 
preserving department, Barber Asphalt Paving Co.; “Ad- 
vantages and Economy of Various Retort Doors,’ Samuel M. 
Rowe; “Results Obtained by Treating with Crude Petroleum,” 
C. Marshall Taylor, in charge department of chemistry and 
tests, International Creosoting & Construction Co.; ‘“Precau- 
tions to Be Observed to Prevent Fires at Plants,’ H. J. Whit- 
more, superintendent M., K. & T. Wood Preserving Works; 
“Inflammability of Treated Timber,’ H. M. Rollins, superin- 
tendent T. & N. O. Wood Preserving Works; “Proper Group- 
ing of Timbers for Treating,’ F. J. Angier, superintendent tim- 
ber preservation, C., B. & Q. R. R. Co.; “Economics of Cables, 
Electricity or Locomotives in Moving Materials at Plant,’ An- 
drew Gibson, superintendent timber preservation, Northern Pa- 
cific Railway Co., Brainerd, Minn.; “Advantages and Economy 
of Various Retort Doors,” David Allerton, superintendent Ket- 
tle River Quarries Co.; “Amounts of Various Antiseptics Re- 
quired Per Cubic Foot to Obtain Good Results for Various Pur- 
poses,” R. L. Allardyce, general superintendent International 
Creosoting & Construction Co. 





Western Canada Railway Club. 

The regular monthly meeting will be held in the Royal 
Alexandra hotel, Winnipeg, Man., January 10. A paper en- 
titled “The Stores Department and Its Relation to the Other 
Departments” will be read by A. E. Cox, storekeeper, Cana- 
dian Northern. The discussion -on “Water Supply” and “Cop- 
per versus Steel Fireboxes” will also be continued. 
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Craffic News. 


The National Industrial Traffic League has issued circulars 
urging its members to secure the support of their congressmen 
and senators for the Burkett bill, which would prohibit express 
companies from dealing in commodities of any kind. 





The Rock Island and the St. Louis & San Francisco have 
reached an agreement to maintain joint ticket offices at sev- 
eral places, including Chicago, St. Louis, Kansas City and Min- 
neapolis. The soliciting agencies of the roads, however, will 
be separate. 


Commissioner E. E. Clark, of the Interstate Commerce Com- 
mission, has announced that a general investigation of the sub- 
ject of milling in transit privileges will be held by the com- 
mission at Washington, beginning on January 14, at which 
all interested parties will be given a chance to present their 
views. 


According to a press despatch from Albuquerque the Atchi- 
son, Topeka & Santa Fe will spend $25,000 or more to demon- 
strate the practicability of dry farming in the wastes of New 
Mexico. Homesteaders in all parts of the territory will be 
aided. Prof. J. D. Tinsley, of the New Mexico Agricultural 
College, has resigned his position at the college to take charge 
of the work. ; 


A conference of shippers was held in Chicago on December 
21 at which a committee was appointed to take up with the 
Interstate Commerce Commission and the railways the ques- 
tion of rates on returned shipments. The practice of the rail- 
ways in the past has been to return unsold or damaged ship- 
ments at half the regular rate. A recent ruling of the com- 
mission tends to restrict the privilege and the railways have 
considered abolishing it entirely. The chairman of the com- 
mittee is W. J. Evans, secretary National Association of Agri- 
cultural Implement and Vehicle Manufacturers. 


It is reported at Washington that the new code of demurrage 
rules that was accepted by the National Association of Rail- 
way Commissioners last month is to be adopted in Philadelphia 
February 1, and is finding favor in other places throughout 
the country, except in New England and Michigan. It is ex- 
pected that the new code will be adopted at Chicago, though 
the free time to be allowed cn grain held for reconsignment 
there will be made two days. The Wisconsin State Commis- 
sion has already put the rules into effect on business subject 
to its authority, and it is believed that Minnesota and Indiana 
will soon take similar action. 


The Wisconsin Merchants’ and Manufacturers’ Association 
has filed with the Wisconsin Railway Commission a general 
complaint against the rates charged by the following express 
companies: American, Adams, Northern and Western. The 
complainant demands that the rates of these companies be 
subjected to a general reduction of 30 to 40 per cent. and 
that their minimum rate be reduced from 25 to 15 cents. It 
is also alleged that the rates charged are 30 per cent. higher 
than those in Nebraska. The rates in effect in Nebraska were 
fixed by statute. Figures are given in support of the conten. 
tion that the capitalization and earnings of the various com- 
panies are excessive. 


The Texas Railway Commission has been holding a hearing 
regarding the relations between the lumber interests and the 
railways of Texas with a view to establishing rates which will 
enable the lumber manufacturers of Texas to sell their product 
in competition with those of Arkansas and Louisiana. It is 
claimed that the Texas producers are at a disadvantage in 
meeting competition because their tap line railways are not 
allowed by the law to receive divisions of the through rates. 
To ascertain the exact situation in Louisiana and Arkansas 
the Commission has employed R. A. Thompson, formerly its 
engineer, to make an investigation of the “tap” lines in these 
states and to report on their physical condition, the amount 
of their capitalization, their mileage and particularly on the 
divisions of their through rates which they receive, Mr. 
Thompson’s report must be made by February 10 next. 
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INTERSTATE COMMERCE COMMISSION. 





Transporting Property Free as Baggage. 





In reply to an inquiry of a passenger officer of a western 
rozd, Commissioner Harlan, of the Interstate Commerce Com- 
mission, has written the following letter: 

“T beg to acknowledge the receipt of your letter in which 
you state that the members of some fraternal order, associa- 
tion or society, sometimes desire to travel as a party on a 
special train in a private car, at your regular published 
tariff fares, and desire also to have carried in the baggage 
cars, free of charge, packages or crates of fruits, farm prod- 
ucts or of printed matter for free distribution at a conven- 
tion or at stopping points on the journey, with the object of 
advertising the resources of the section in which they are par- 
ticularly interested. I am unable to find any language, either 
in Section 1 or in Section 22, of the act to regulate commerce, 
that in my personal opinion can be reasonably construed as 
permitting the free transportation of property under the cir- 
cumstances stated.” 





Reparation on Hard-Wood Lumber Shipments. 





J. C. Kindelon, doing business under the name of the Stand- 
ard Hardwood Lumber C., v. Southern Pacific Company et al. 
and 41 other cases. Opinion by Commissioner Clements. , 

Defendants’ prior rate of 85 cents per 100 lbs. for the trans- 
portation of hard-wood lumber in carloads from various points 
along and west of the Mississippi river to San Francisco, Cal., 
and other Pacific terminals, found unreasonable; but their 
present rate of 75 cents per 100 lbs. for such transportation 
held reasonable. Reparation awarded. Burgess v. Transcon- 
tinental Freight Bureau, 13 I. C. C., 668, cited. (17 I. C. C., 
251.) 





STATE COMMISSIONS. 





’ The Iowa Railway Commission has fixed January 1, 1910, 
as the date on which the uniform code of demurrage rules 
adopted by the National Association of. Railway Commis- 
sioners will be put into effect in lowa. 


The New York Public Service Commission, Second district, 
has denied the application of the New York Central & Hudson 
River, the Erie, the Delaware, Lackawanna & Western and 
the Lehigh Valiey for a rehearing in the matter of the appli- 
cation of the Buffalo Frontier Terminal Railway. On July 
30 the commission granted a certificate of public convenience 
and necessity to this company, which proposes to build a 
freight belt line about the city of Bufialo. At that time the 
application was opposed by the railways mentioned and also 
by the Buffalo Connecting Railway, which also sought permis- 
sion to build a freight belt line. 





COURT NEWS. 





Judge Cotteral, of the federal court at Guthrie, Ckla., on 
December 21 issued a temporary injunction restraining the 
state auditor of Oklahoma from proceeding with the collection 
of the gross earnings tax of Oklahoma. The law imposing 
this tax is attacked by the Atchison, Topeka & Santa Fe, the 
Chicago, Rock Island & Pacific, the St. Louis & San Francisco, 
the Gulf, Colorado & Santa Fe and the Missouri, Kansas & 
Texas as unconstitutional on the ground that it imposes a 
tax on interstate commerce. 


The St. Louis, Iron Mountain & Southern has filed a de- 
murrer, which has been sustained, in the suit brought against 
it at Little Rock, Ark., by Wood Roberts for $48,000 for al- 
leged discrimination against him in the matter of switching 
charges. Mr. Roberts brought his suit under a state law 
passed in 1887. The railway based its demurrer on the ground 
that the railway act, passed by the legislature in 1899, repealed 
the act of 1887. The court in sustaining this contention said 
that under the existing law the state must bring suit for the 
benefit of the person injured where there has been discrimina- 
tion and that the individual cannot bring suit. 
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Railroad Offirers. 


ELECTIONS AND APPOINTMENTS. 








Executive, Financial and Legal Officers. 


C. F. Krebs, comptroller of the Illinois Central and the In- 
dianapolis Southern at Chicago, has resigned. 


R. H. Baker, president and general manager of the Trinity 
& Brazos Valley at Houston, Tex., has resigned. 


C. L. Daniel has been appointed auditor and general freight 
and passenger agent of the Pan-American, with office at Gam- 
boa, Oaxaca, Mex. 


C. N. Whitehead, secretary of the Missouri, Kansas & Texas, 
with office at New York, has been elected treasurer, succeeding 
C. G. Hedge, retired. 


Wm. H. Phelps, whe for many years has represented the 
Missouri Pacific System at Jefferson City, Mo., during sessions 
of the Missouri legislature, has retired. 


B. B. Mitchell, general freight traffic manager of the New 
York Central Lines at Chicago, has been appointed assistant 
to vice-president, with office at New York, and his former 
office has been abolished. 


John F. Wallace, chairman of the board of directors of West- 
inghouse, Church, Kerr & Co., has been elected a vice-president 
of the Kansas City, Mexico & Orient, with office al New York, 
succeeding George Crocker, deceased. 


Operating Officers. 


C. B. Pratt, chief clerk to the general manager of the Chi- 
cago, Rock Island & Pacific, has been appointed assistant to 
the general manager, with office at Chicago. 


T. C. Collopy has been appointed an assistant superintend- 
ent of the Oregon Short Line, with office at Pocatello, Idaho, 
succeeding J. D. Rayle, assigned to other duties. 


J. M. Sommers, trainmaster of the Missouri Pacific at O:a- 
watomie, Kan., has been appointed superintendent of the Jop- 
lin division, with office at Nevada, Mo., succeeding W. HE. 
Brooks, transferred. 


F. G. Weeks, trainmaster in charge of the Council Bluffs 
yards of the Chicago, Rock Island & Pacific at Council Bluffs, 
Iowa, has been appointed trainmaster of the Illinois division, 
with office at Rock Island, Ill. G. W. Heggenberger succeeds 
Mr. Weeks. 


T. H. Sullivan, trainmaster of the Illinois Central at 
Dubuque, Iowa, has been appointed superintendent of the 
Dubuque Civisicn, with office at Dubuque, succeeding F. J. 
Bechely, resigned. W. Atwill, trainmaster of the Omaha and 
Cherokee divisions, with office at Fort Dodge, lowa, succeeds 
Mr. Sullivan, and N. P. Mills succeeds Mr. Atwill. 


Traffic Officers. 


W. J. Lynch, passenger traffic manager, and G. H. Ingalls, 
freight traffic manager of the Lake Shore & Michigan South- 
ern and other New York Central lines west of Buffalo, N. Y., 
have had their authority extended over the Pittsburgh & Lake 
Erie, both with offices at Chicago. 


C. Hartigan, general agent cf the New York Central & Hud- 
son River at Montreal, Que., has been appointed general pas- 
senger agent of the Rutland Railroad, with office at Rutland, 
Vt., succeeding F. E. Barbour, resigned. Neil Mooney succeeds 
Mr. Hartigen, with office at Montreal. 


Hal S. Ray, who recently resigned as assistant general pas- 
senger agent in charge of advertising of the Chicago, Rock 
Island & Pacific, has been reappointed to that position, with 
office at Chicago. E. H. Woodman, advertising manager, has 
resigned and will establish a branch of the H. E. Leson adver- 
tising agency in Chicago. 


Incident to the dissolution of the Rock Island-Frisco merger 
the following appointments have been made by the Chicago, 
Rock Island & Pacific: A. B. Spencer has been retained as 
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general agent at Amarillo, Tex.; I. G. Thompson has been ap- 
pointed commercial agent at Ft. Worth, Tex.; T ie Wine 
has been retained as commercial agent at Dallas, Pex.:: F. ©. 
Callahan has been appointed commercial agent at Houston, 
Tex., and J. C. Brooks has been appointed commercial agent 
at San Antonio, Tex. D. J. Bermingham has been retained as 
commercial agent at Indianapolis, Ind. 


Engineering and Rolling Stock Officers. 


H. E. Henderson has been appointed to the new position of 
superintendent of bridges and buildings of the Pan-American. 


J. B. Berry, supervising engineer of the St. Louis & San 
Francisco, with office at St. Louis, Mo., having resigned, that 
office is abolished. The title of M. C. Byers, chief engineer, 
will be changed to chief engineer-operation. 


L. C. Heilman has been appointed supervisor of signals of 
the Rock Island at Cedar Rapids, Iowa, having jurisdiction 
ever the Northern district, succeeding G. W. Trout, trans- 
ferred to Trenton, Mo., as acting supervisor of signals on the 
Missouri division. 


C. M. Byrd has been appointed road foreman of engines of 
the Atchison, Topeka & Santa Fe Coast Lines, with jurisdic- 
tion over the Second district of the Albuquerque division, with 
office at Winslow, Ariz., and will perform such duties as are 
assigned to him by the master mechanic of the Third district. 


Ben Johnson, whose appointment as assistant locomotive 
superintendent of the United Railways of Havana at Havana, 
Cuba, was recently an- 
nounced in these col 
umns, was born Octeber 
15, 1858, at Ithaca, N.- 
Y. He graduated from 
Cornell University in 
1878 and began railway 
work in June, 1879, as 
machinist on the Atchi- 
son, ‘topeka & Santa 
Fe, and was in the loco- 
motive department of 
that company until 
August, 1888. He went 
to the Westinghouse Air 
Brake Co. in 18388 as in- 
spector, remaining in 
that position for 10 
years. He returned to 
railway work in De- 
cember, 1898, as master 
mechanic of the East- 
ern division of the 
Atchison, Topeka & 
Santa Fe, at Topeka, 
Kan., and from May 19, 1900, to Novemoper, 1901, was engi- 
neer of tests on the game road. In November, 1901, he left 
this company to become superintendent of machinery on the 
Mexican Central Railway, which is now part of the National 
Railways of Mexico, which position he held until July 1, 1908. 





Ben Johnson, 


R. F. Kilpatrick, assistant superintendent motive power and 
car department of the Denver & Rio Grande at Denver, Colo., 
has not been appointed master mechanic of the Western Pa- 
cific, with office at Stockton, Cal., as was erroneously reported 
in our issue of December 17. The office of assistant superin- 
tendent of motive power and car department on the Denver 
& Rio Grande has been abolished. W. J. Bennett has been 
appointed master mechanic of the Utah lines, with cffice at 
Salt Lake City, Utah, succeeding A. H. Powell, resigned. 


Purchasing Officers. 


B. T. Jellison has been appointed purchesing 
Chesapeake & Ohio, with office at Richmond, Va., 
the vice-president and general manager, succeeding W. F. 
La Bonta, who will perform the duties of fuel agent. The 
general storekeeper will report to the purchasing agent. 


agent of the 
reporting to 


Special Officers. 


W. B. Ross has been appointed secretary of the pension 


RAILROAD AGE GAZETTE. 


1319 


board of the Chicago, Rock Island & Pacific, with office at Chi- 
cago. See item in another column. 





OBITUARY. 





EK. T. Evans, formerly vice-president of the Anchor Line, the 
Pennsylvania’s lake line, died recently at his home in Buffalo, 
N. Y., at the age of 72 years. 


Dumont Clarke, president of the American Exchange Na- 
tional Bank, and a director of a number of railways, died at 
his home in Dumont, N. J., on December 26. Dumont Clarke 
was born ‘in Newport, R. I., in 1840. His grandfather was 
the founder of the National Bank of Rhode Island. The 
Clarke line is unbroken back to the shipmaster of the his- 
toric craft that anchored off Plymouth Rock. Dumont Clarke’s 
people educated him for the church. The unexpected death 
of his father prevented the ordination of the young man. 
This occurred when the son was 23 years old. The story of 
California was enchanting just then. Young Clarke concluded 
to take his patrimony and- go west. He made the journey in 
a wagon, starting from Omaha. When he reached California 
he became a merchant. His stay, however, was brief. He 
sold out at the expiration of his third month and returned to 
Newport. He began his banking career there, entering his 
grandfather’s bank as cashier. Newport was not the fashion 
center then that it afterward became. Clarke fretted in the 
quietude of that atmosphere. There was too much pent-up 
Utica in the town to satisfy him. He came to New York in 
1863 and at once took a place in the bank of which he be- 
came president. He began as check clerk. Six months later 


he was advanced to the head of the check department. Not 
long after that he was appointed demand-loan clerk. Feb- 
ruary 8, 1868, he was assistant cashier; August 50, 1878, he 


was cashier; January 9, 
G6, 1887, he was elected vice-president, and January 9, 
he became the president. 

Long before this he had married. His house was far up 
on the island—in fact, when he went to live in what iater 
became 155th street the place was in the country. Mr. Clarke 
liked the country, for, in spite of the intention to make him 
a preacher, in spite of his financial cares, he was at heart 
a farmer. His fondness for the scent of new-mown hay, his 
liking for the field and for the products of the soil grew on 
him. In 1872, as his farm was transformed into 155th street, Mr. 
Clarke broke away from Manhattan, crossed the Hudson and 
settled in the old Dutch borough of Schraalenburg, N. J. In 
1889 the neighbors changed the name of the borough to 
Dumont, in honor of their fellow-farmer. In 1899 Mr. Clarke 
was elected mayor of Dumont, and was re-elected -without 
opposition. On the expiration of his second term he declined 
a third. His will was law in the matter, but it was expressly 
understood by the people that, if the time ever came when 
they could not unanimously agree on any other candidate, 
Mr. Clarke was to consent to stand again, for it is consid- 
ered as certain that the town will always be agreed on Mr. 
Ciarke. 

As bank president Mr. Clarke was cone of the earliest ar- 
rivals every business morning in the financial district. An 
occasion, however, that ever detains him in the city over 
night is so far back in the calendar that it cannot be placed. 
Mr. Clarke’s favorite mode of travel about his farm and across 
the meadows and uplands is the bicycle. He was a good 
reader and a judge of the best literature. He was the father 
of nine children, the eldest son being vice-president of the 
bank. 

If Mr. Clarke had adopted politics as his profession he 
would have been successful. He never forgets a name or a 
face. He also had the rare gift of saying ‘no’ graciously. 
Mr. Clarke’s work for railways was as a director and as a 
man who was selected to protect the interest of others and 
tc untangle the knot that others had gotten some railway 
company into. He was a member of numerous reorganization 
committees and was at the time of his death director of, 
among other companies, the American Locomotive Co., Com- 
mercial Cable Co., the Delaware & Hudson Co., the Hudson 
Companies, the Long Island Railroad, the Mackay Companies, 
the Manhattan Railway and the New York, Brooklyn & Man- 
hattan Beach Railway. 


1883, he was elected a director; May 
1894, 
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Railroad Construction, 





New Incorporations, Surveys, Etc. 


CALIFORNIA Roaps.—Surveys are said to be under way for 
an electric line from Redwood City, Cal., via Woodside, over 
the mountain to La Honda and the big basin. The cost of the 
line is estimated at $1,000,000. A. H. Lohman, San Fran- 
cisco, is in charge of the suryeys. 

According to press reports from Fresno, Cal., Gen. W. H. H. 
Hart, San Francisco, is back of a project to build a line from 
Fresno southwest to Coalinga, 60 miles, with a branch north 
into the Minaret country in Madera county. 


CENTRAL KANSAS INTERURBAN.—Organized in Kansas, with 
$500,000 capital, tc build a line from Newton, Kan., north via 
Goessel, Spring Valley, Canton, Roxbury and Gypsum City 
to Salina and Abilene, 80 miles. O. Morshead, chief engineer, 
Newton. 


NEvADA Roaps.—The Nevada United Mines Co., Denver, Colo., 
is said to be making plans to build 18 miles of line to connect 
its mine at Ward, Nev., with the Nevada Northern at Ely. 


NORTHERN QUEBEC COLONIZATION.—According to press reports 
applicaticn will be made by this company to build from Tad- 
ousac, Que., to Hannah bay, Ont., with a branch line. Smith 
& Johnston, Ottawa, are solicitors. 


OREGON RAILROAD & NaAviGaTION Co.—Contract is said to have 
been given to Twohy Brothers, Spokane, Wash., and work is 
now under way eliminating curves and reducing grades be- 
tween The Dalles, Ore., and Des Chutes. The cost of the im- 
provements is said to be $600,000. 

This company has work authorized and under way in Oregon 
aggregating about 365 miles. 


PirrspurcH & Grear LAKES CoNnNeEcTING.—Incorporated in 
‘Pennsylvania, with $120,000 capital, to build from Elwood 
City, Lawrence county, Pa., to a point near Portersville, in 
Butler county, where connection is to be made with the West- 
ern Allegheny, 12 miles. J. R. Snyder, president, Pittsburgh. 
The directors include: C. J. Boak, G. T. Snyder and I. Boak, 
Pittsburgh; C. S. Armour, Girard; W. H. Evans, Baltimore; 
R. G. Boak and C. H. Akens, New Castle, and P. H. Sechler, 
Butler. 


QUITMAN & GREAT NorRTHERN.—See St. Louis, Paris & Gulf. 


Sr. Louis, Paris & Gutr.—This is the new name of the Quit- 
man & Great Northern. Plans made to build from Paris, Tex., 
near the Red river, south to Winnsboro, 60 miles, and eventual- 
ly from Winnsboro southeast to Burr’s Ferry, an additional 
200 miles. Work is under way on the first 60 miles. Bids 
are wanted for 10-mile sections to complete the line. Sur- 
veys made and partly graded to Paris. M. J. Healy, president 
and general manager, Mineola, Tex. (See St. Louis, Texas & 
Gulf, Nov. 5, p. 895.) 


TOLEDO, NAPOLEON & Lima.—Incorporated in Ohio, with $100,- 
000 capital, to build from Toledo, Ohio, to Lima. ‘The incor- 
porators include: M. M. Dailey, A. D. Bishoff, N. W. Gillette 
and M. E. Donaldson. 


Union Fiar.—According to press reports incorporation has 
been granted this company, with a capital of $250,000 and 
headquarters at Tacoma. The plans call for a line from a 
point on the Oregon Railroad & Navigation Co., in Whitman 
county, easterly via Willow creek and Alkalfi Flat to a point 
near Wilcox, thence southeasterly following the Union Flat 
valley to a point near Uniontown, about 48 miles. This is 
said to be a project of the Harriman lines. The incorporators 
include W. Christian, F. M. Lambor and G. P. Wright. 


WASHINGTON Roans (Etecrric).—According to press reports 
a company is being organized with a capital of $500,000 to 
build an extensive system of interurban lines. ‘lhe promoters 
include: R. F. Lytle, A. L. Paine and E. O. McGlauflin, al) 
of Hoquiam, Wash.; W. H. Abel and E. Wheeler, Montesano; 
A M. Abel and P. S. Locke, Aberdeen. 
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Railrond Firiancial News. 


ATLANTIC Coast Line.—Stockholders are to vote January 26 
on the question of issuing $5,040,000 additional stock to be 
offered at par to stockholders. The proceeds are to be used 
to buy at 9744 the $5,000,000 4 per cent. B certificates of 
indebtedness. 





BottviA Raitway.—The company, through arrangements with 
Speyer & Co., New York, have sold to the Banque de Paris 
et des Pays Bas, of Paris, $7,500,000 first mortgage 5 per 
cent. bonds. 


Cuicaeo Ciry RaiLway.—See an item in regard to this com- 
pany under General News. 


CLEVELAND Raitways (ELecrric).—Judge Tayler has made his 
report on the Cleveland railways, and places a value on the 
physical property of $17,511,306, and a value on the fran- 
chise of $3,615,844, a total of $21,127,150. The valuation 
urged by Mayor Johnson was $12,000,000. 


DELAWARE, LACKAWANNA & WESTERN.—This company has sold 
to Drexel & Co., Philadelphia, its holding of Lehigh Valley 
stock amounting to 20,000 shares (par value $50). 


Detroit, ToLepo & Ironton.—The protective committee, Otto 
T. Bannard, chairman, says that a majority of the general 
lien and divisional first mortgage 4 per cent. bonds have 
been deposited with the committee, and the time for de- 
positing bonds has been extended to include January 10, 
1910. The receivers have notified the Ohio Railroad Com- 
mission that they would apply for authority to issue $1,000,- 
000 additional receivers’ certificates for improvements. 


GRAND TruUNK.—This company is to apply to the Canadian 
parliament for authority to buy and sell securities issued 
by the Ottawa Terminals Railway and by the Grand Trunk 
Pacific Terminal Elevator Co. 


KANSAS Crry, Mexico & Ortent.—By request of a number of 
American stockholders and of the London finance commit- 
tee, E. Dickinson, general manager of the K. C., M. & O., 
and J. T. Odell, vice-president of the Bessemer & Lake 
Erie, have recently made a report on the property and its 
prospects. 


LEIGH VALLEY.—See Delaware, Lackawanna & Western. 


MINNEAPOLIS, St. Paut & Sautt Sre. Marie.—Wm. A. Read & 
Co., of New York, are offering a block of the Soo’s leased 
line 4 per cent. stock certificates, of which there are out- 
standing $10,262,300, at a price to yield about 4.40 per cent. 
These certificates were issued in exchange for an equal 
amount of preferred stock of the Wisconsin Central, and the 
interest on them is guaranteed by the Minneapolis, St. Paul 
& Sault Ste. Marie. 


NorTHERN SECURITIES Co.—The directors have declared a divi- 
dend of 214 per cent. on the capital stock, payable January 
10, 1910. From 1906 to 1908 annual dividends of 5 per cent. 
were paid, but in January, 1909, 4 per cent. was paid. 


SEABOARD AiR LinE.—The executive committee has been in- 
creased from eight to nine members by the addition of F. 
Hugh Brown. 


UNDERGROUND ELrctric oF Lonpon.—The Commercial and 
Financial Chronicle says in part: “We are officially in- 
formed that application wil] be made in the ensuing ses- 
sion of parliament to amalgamate the Great Northern, Picca- 
dilly & Brompton; the Charing Cross, Euston & Hampstead, 
and the Baker Street & Waterloo.” These three companies, 
now controlled by the Underground Electric, are operated 
separately. 





According to a press despatch from Prague, Bohemia, Decem- 
ber 25, a collision between a passenger train and a freight at 
Uhersko, near Chotzen, resulted in killing 10 persons and 
seriously injuring 28. 




















Supply Trade Section. 


G. E. Watts, Atlanta, Ga., has been appointed southern rep- 
resentative of the R. D. Nuttall Co., Pittsburgh, Pa. 


The American Locomotive Co. has leased a building to be 
built at Michigan boulevard and Twenty-fifth street, Chicago, 
for its automobile business. 


The Isthmian Canal Commission will receive bids until 
January 6 on cypress water tanks, manganese steel castings, 
steel castings, bolts, nuts, lock washers, etc. (Circular No. 
550.) 


Middendorf, Williams & Co., Baltimore, Md., dealers in 
bonds, announce that they have secured the services of 
Charles Turner Williams, who will be associated with the com- 
pany after January 1. 


J. F. Wallace, chairman of the board of directors of West- 
inghouse, Church, Kerr & Co., New York, has been elected 
vice-president of the Kansas City, Mexico & Orient, to succeed 
the late George Crocker. 


The Sherwin-Williams Co., Cleveland, Ohio, has increased its 
capital from $6,000,000 to $8,000,000. A white lead works has 
recently been opened in Chicago by this company and addi- 
tional branches are being contemplated. 


The Mt. Vernon Car Manufacturing Co., Mt. Vernon, IIL, 
has let the contract for its new steel car plant to the Mc- 
Clintic-Marshall Construction Co., New York. This plant was 
mentioned in the Railroad Age Gazette of August 13. 


The F. H. Niles Car Co., Chicago, whose incorporation was 
mentioned in the Railroad Age Gazette of December 11, 1908, 
has increased its capital stock from $50,000 to $500,000 and has 
changed its name to the Blue Island Rolling Mill & Car Co. 


The Evens & Howard Fire Brick Co., St. Louis, Mo., is just 
completing two new kilns at its Gregg factory, which will 
increase the company’s capacity about 350,000 brick per month. 
Two oblong down-draft kilns have also been added at the 
Howard plant to increase the capacity of the retort depart- 
ment and also tc meet the increased business of the gas works 
division. 


David Van Alstyne, vice-president of the American Locomo- 
tive Company, New York, has resigned. On December 24, W. 
H. Marshall, president of the company, issued the following 
circular: ‘David Van Alstyne, the vice-president in charge of 
manufacturing, having resigned, managers and other officials 
in this department will, on and after this date, report to James 
McNaughton, the vice-president in charge of sales.” 


F. I. Cordo, manager of the review department of the Grif- 
fin Wheel Co., Chicago, died at his home in Chicago December 
20. He had been with the company for about 12 years, having 
held positions of manager of operations and general purchas- 
ing agent before his appointment to the position held at the 
time of his death. Before his connection with the Griffin 
Wheel Co. he was assistant general manager of the Chicago & 
North Western. 


The Kalamazoo Railway Supply Co., Kalamazoo, Mich., re- 
ports that business has been very good during the last eight 
months of the present year. A new building, to be used as 
an erecting room, has been built in which several thousand 
dollars worth of new machinery has been placed. The com- 
pany will probably build one or two more new buildings 
during the coming year, which same will require considerable 
additional machinery. 


The United Service Co., New York, has been incorporated, 
with an authorized capital of $100,000. The company will 
‘teal in railway supplies of all kinds, both steam and electric. 
On January 1 it will take over the business of the Railway 
Kquipment Co. S. J. Dill, president; Henry Morgan, vice-presi- 


dent; A. V. Wainright, secretary; W. D. Martin, treasurer; 
F. G. Robinson, purchasing agent. The entire stock of the 
United Service Co. is owned by the Susquehanna Railway Light 
& Power Co. 


James W. Friend, of Pittsburgh, Pa., died on December 26 
after a lingering illness. He was 64 years old. Mr. Friend 
was a familiar figure in the iron, steel and coal industries, and 
among the banking interests of Pittsburgh, having been vicc- 
president of the Pressed Steel Car Company, the Western Steel 
Car & Foundry Company, one of the owners of the Clinton Iron 
& Steel Company, vice-president of the German National Bank 
of Allegheny, and a director in the Farmers’ Deposit National 
Bank of Pittsburgh. The funeral took place on December 29 
from his late residence in Pittsburgh. 


The J. G. Brill Co., Philadelphia, Pa., has made an announce- 
ment regarding the Brill prizes for senior theses open to 
senior students of colleges, universities and technical schools 
of the United States. The subject of these theses will be 
“Design of an Electric Railway Car for City Service.” There 
will be three prizes, the first being for $250 and the John A. 
Brill gold medal, the second for $150 and the third for $100. 
These theses will be judged by a jury of three, consisting of 
a member of the American Street and Interurban Railway 
Association, the editor of the Electric Railway Journal and 
the vice-president of the J. G. Brill Co. All theses must be 
received on or before July 15, 1910. 


The American Crecsote Works, Inc., New Orleans, La., ad- 
vises that E. L. Powell is now vice-president and W. Scott 
Bryan secretary of the company. This company is now build- 
ing a new plant at Bossier, La., which will be completed and 
in operation by January 15. The yards of this plant will 
cover 35 acres, and there will be direct track connections with 
the Louisiana & Arkansas, the Louisiana Railway & Naviga- 
tion Co. and the St. Louis Southwestern, while the Vicksburg, 
Shreveport & Pacific is at the present time planning track 
connections. The new plant will have a capacity of about 
30,000,000 ft. per year. The largest creosoting cylinder is 9 ft. 
in diameter by 180 ft. long. The operation of the new plant 
will be in charge of W. W. Simmons, superintendent, and D. 
E. Roach, agent. 


The Strauss Bascule & Concrete Bridge Co., Chicago, reports 
the following orders for railway bridges placed during the past 
year: 


Florida East Coast, Fort Lauderdale, Fla., over New river, 63 ft., 6 in. 

__,, Single leaf, single track. f 

National Transcontinental, Winnipeg, Man., over Red river, 129 ft. 6 
in. single leaf, double track. 

Peoria & Pekin Union, Peoria, Ill., over Illinois river, 160 ft. single 
leaf, double track. 

Erie (New York division), over Hackensack river, 152 ft. single leaf, 
double track. 

Cape Cod Construction Co. (for N. Y., N. H. & H.), over Cape Cod 

_, canal, 160 ft. single leaf, double track. 

Erie (N. Y., S. & W.), Little Ferry, N. J., over Overpeck creek, 55 ft. 
5 in. single leaf, double track. 

Chicago & Western Indiana, Chicago, over Calumet river, 186 ft. single 
leaf, double track. 

Canadian Northern, Winnipeg, Man., over Assiniboine river, 92 ft. 
single leaf, double track. 

Niagara, St. Catharines & Toronto, over Welland cana! feeder, 46 ft. 
single leaf, single track. 

Northern Pacific, over Duwamish river, Seattle, Wash., 160 ft. single 
leaf, single track. . 


A double leaf bridge with 200 ft. clear span bascule over 
the Neva river was ordered by the city of St. Petersburg, Rus- 
sia. The construction of this bridge will consume several 
years’ time, as it is an unusually monumental work. The 
170-ft. double-track, single leaf bridge of the Chicago & North 
Western at Kinsey street, Chicago, was put in service during 
the month of September, 1908. It has an average record of 
1,000 bridge movements per month and of 1,100 train move- 
ments per day. This bridge was put in service without any 
preliminary trying out, so that the above figures are favorable 
evidence of its efficiency. In a recent test it was found that 
an average of 30 h.p. was required for the operation of the 
structure, the minimum being 14 h.p. and the maximum 78. 
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TRADE PUBLICATIONS. 





Graphite——The Joseph Dixon Crucible Co., Jersey City, N. 
J., has just issued the eleventh edition of its “Graphite as 
a Lubricant.” This is a standard work of this company and 
has been published for a number of years, being periodically 
thoroughly revised. 


Inside Molders.—The §S. A. Woods Machine Co., Boston, 
Mass., has just issued a new booklet illustrating and describ- 
ing its inside molders. This booklet is especially valuable 
to those interested in woodworking machinery, as the descrip- 
tions and illustrations of these molders and their parts are 
excellent. 


Westinghouse Diary.—The Westinghouse Companies’ Pub- 
lishing Department, Pittsburgh, has just issued its usual vest- 
pocket size diary, this one being for 1910. This diary has 
been published for the last six years, but the present edition 
contains much new matter in the way of general information 
regarding electrical machinery. 

Bad Castings and How to Eliminate Them.—Edwin C. 
Washburn, Minneapolis, Minn., is distributing a small booklet 
with the above title, illustrating the use of a refractory ma- 
terial riser lining, manufactured by him, for the prevention of 
piping and shrinkage holes in castings. Numerous cuts to 
show the advantage of the riser lining are used as illustrations. 


Furnaces.—The Rockwell Furnace Co., New York, has just 
issued bulletin G on annealing, hardening and tempering fur- 
naces. The bulletin contains a number of very good halt- 
tone illustrations, showing installations of these furnaces in 
railway shops. The general information given on this subject 
should be of particular interest to railway and general ma- 
chine shop foremen. 


Chicago, Milwaukee & St. Paul—The menu cards in use on 
the dining cars of the Pioneer Limited, the St. Paul train be- 
tween Chicago, St. Paul and Minneapolis, for the week Decem- 
" ber 21-27, were especially attractive. The cover bore a copy of 
a painting, “The Pioneer Limited,’ surrounded by holly. The 
blue inset carried the menu, which suggested a meal as at- 
tractive as the card. 





RAILROAD STRUCTURES. 





CoLorADO Sprines, CoLo.—An appropriation has been asked 
for a new station, but as yet no definite action has been taken 
in the matter. 

Datias, TeEx.—The Railroad Commission of ‘Texas has is- 
sued its final order directing ail the roads entering the city 
to erect and maintain a union station. Plans are to be sub- 
mitted by March 1, 1910; work must be commenced within 
three months after the approval of the plans and must be 
pushed to completion with reasonable despatch. (Dec. 10, 
1909.) 

Durant, Okra.—The Missouri, Oklahoma & Guif has let the 
contract to the Wisconsin Bridge & Iron Co., Milwaukee, Wis., 
for a 1,100-ft. bridge over the Red river. 

Hoop River, Ore.—The Oregon Railroad & Navigation Co. 
is to build a new passenger station at an estimated cost of 
$20,000. The building will be of the standard type in use on 
the Harriman Lines and will be constructed of brick and 
stone. 

Mackey’s Ferry, N. C.—According to press reports, the Nor- 
folk & Southern has completed the large trestle bridge over 
Albemarle sound. 

SMITHVILLE, Trexas.—The Missouri, Kansas & Texas has 
opened for business a new passenger station in Smithville. 

SPOKANE, WasH.—The Oregon Railroad & Navigation Co.. 
according to press reports, has completed its plans for a 
through girder bridge of three 80-ft. spans resting on four 
concrete piers, estimated to cost $45,000. 

Toronto, Ontv.—The Canadian Northern is said to have plans 
made to put up repair shops and a roundhouse in Toronto 
during the summer of 1910. 

Urica, N. Y.—According to press reports, plans are under 
way to put up a union passenger station in Utica. 
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Late News. 





Incident to the dissolution of the Rock Island-Frisco merger 
a number of appointments have been made on the St. Louis & 
San Francisco and the Chicago & Eastern Illinois. Most of 
those appointed have been employed jointly by the Rock Island- 
Frisco lines and the Chicago & Eastern Illinois. C. A. For- 
rest, commercial agent at Chattanooga, Tenn., has been trans- 
ferred to Atlanta, Ga. Fay Thompson, district passenger 
agent, and A. P. Matthews, traveling passenger agent at 
Atlanta, have been retained. R. E. Buchanan succeeds Mr. 
Forrest. D. F. McDonough, division freight agent, and B. R. 
Starnes, commercial agent at Birmingham, Ala., have been 
retained. J. R. McGregor, traveling passenger agent at Nash- 
ville, Tenn., has been appointed district passenger agent at 
Birmingham. F. L. Glasscock succeeds Mr. McGregor. W. 
Baker, commercial agent at Cape Girardeau, Mo., has been 
appointed division freight agent. T. O. Jennings, general 
agent freight department; A. B. Schmidt, general agent pas- 
senger department, and J. M. Jillich, traveling passenger agent 
at Chicago, have been retained; M. W. Burns, commercial 
agent at Milwaukee, Wis., has been transferred to Chicago, 
and H. E. Oram has been appointed a traveling passenger 
agent at Chicago. J. W. Kelley, division freight agent at Dan- 
ville, Ill., succeeds Mr. Burns. L. G. Lucia succeeds Mr. 
Kelley, and O. B. Lozier, traveling passenger agent at Dan- 
ville, has been retained. J. F. Govan has been appointed dis- 
trict passenger agent at Cincinnati, Ohio, and L. S. Much- 
more, traveling passenger agent at Memphis, Tenn., has been 
transfered to Cincinnati. Ralph Bowden succeeds Mr. Much- 
more. C. S. Hall, commercial agent at Louisville, Ky., has 
been transferred to Cincinnati, and J. M. Kirk succeeds Mr. 
Hall. H. A. Perkins, commercial agent at Chicago Heights, 
Ill., has been retained. G. W. Martin, general agent at Den- 
ver, Colo., has been retained. J. B. Morrow, southwestern 
passenger agent at Dallas, Tex., has been appointed district 
passenger agent. C. H. Morrill has been appointed commercial 
agent at Detroit, Mich. KE. E. Dix, general agent at Ft. Scott, 
Kan., has been retained. Roy Robinson, general agent in 
the freight department at #t. Smith, Ark., has been appointed 
division freight agent. W. L. Evans, district passenger agent 
at Jacksonville, Fla., has been retained. E. C. Hoag, com- 
mercial agent at Joplin, Mo., has been appointed division 
freight agent, and L. W. Price, division passenger agent, has 
been retained. E. F. Edgecomb, commercial agent, and W. 
C. Melville, traveling passenger agent at Kansas City, Mo., 
have been retained. J. C. Lovrien has been appointed a divi- 
sion passenger agent, and S. E. Oldham a traveling passenger 
agent at Kansas City. J. H. Doughty, commercial agent at 
Memphis, Tenn., has been retained. S. L. Rogers, general 
agent of the Chicago & Eastern Illinois at Nashville, Tenn., 
has been appointed general agent of the St. Louis & San 
Francisco also. S. S. Butler, general eastern freight agent 
at New York, has been appointed general eastern agent, with 
jurisdiction over freight and passenger traffic. R. S. Graham 
has been appointed district passenger agent at New York. I. 
T. Preston, general agent, and L. B. Washington, traveling 
passenger agent, at New Orleans, La., have been retained. H. 
C. Conley, division freight agent; C. O. Jackson, division pas- 
senger agent, and J. T. Cobb, traveling passenger agent at 
Oklahoma City, Okla., have been retained. D. L. Ewing has 
been appointed genera! agent, and C. B. Muxen has been ap- 
pointed district passenger agent at Pittsburgh, Pa. G. H. 
Kummer, division freight agent at Salem, Ill., has been re- 
tained. A. D. Murray, general agent freight department, and 
F. J. Diecke, general agent passenger department at St. Louis, 
Mo., have been retained. J. W. Gantz has been appointed com- 
mercial agent, and E. G. Lamb has been appointed traveling 
passenger agent at St. Louis. C. W. Humphrey, northern pas- 
senger agent at St. Paul, Minn., has been appointed district 
passenger agent. H. W. Pinnick, traveling passenger ageni 
at San Antonio, Tex., has been retained. W. C. Smith, gen- 
eral agent at Springfield, Mo., has been retained. W. L. Cole- 
man has been appointed division freight agent at Tulsa, Okla- 
J. J. Fagan, cominercial agent at Terre Haute, Ind., has been 
retained. E. E. Carter, division freight agent, and F. E. Clark, 
division passenger agent at Wichita, Kan., have been retained. 
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Equipment and Supplies, 


LOCOMOTIVE BUILDING. 





The Buffalo & Susquehanna has ordered 10 consolidation 
focomotives from the American Locomotive Co. 


The Norfolk & Portsmouth Belt Line has ordered one six- 
xcoupled switching locomotive from the Baldwin Locomotive 
Works. 


The Duluth, Missabe & Northern has ordered eight Mallet, 
one ten-wheel and three eight-wheel switchers from the Bald- 
win Locomotive Works. 


The Duluth & Iron Range, reported in the Railroad Age 
Gazette of December 24 as being in the market for locomo- 
tives, has ordered 12 consolidation locomotives from the Bald- 
win Locomotive Works. 


The Staten Island Rapid Transit Co., reported in the Rail- 
road Age Gazette of December 24 as being in the market for 
four eight-wheel locomotives, has ordered this equipment from 
the American Locomotive Co. 


The Cincinnati, Hamilton & Dayton, reported in the Rail- 
road Age Gazette of November 26 as figuring on locomotives, 
thas ordered 20 consolidation and five Pacific locomotives from 
the American Locomotive Company. 


The Georgia Southern & Florida has ordered two Pacific 
passenger locomotives from the Baldwin Locomotive Works 
instead of the American Locomotive Co., as mentioned in the 
Railroad Age Gazette of December 24. 


The New York, Chicago € St. Louis, reported in the Railroad 
Age Gazette of December 7 as being in the market for locomo- 
tives, has ordered 15 ten-wheel and five switching locomotives 
from the American Locomotive Company. 


The Erie, mentioned in the Railroad Age Gazette of Decem- 
ber 3 as having ordered locomotives, has ordered five of the 
10 six-wheel switchers from the Baldwin Locomotive Works 
and will build the other five in its own shops. 

General Dimensions. 


Weight OR GLIVOES «oi side cccaesaeqedene 148,540 lbs. 
Diameter of drivers ........ccccccccesesccsccces 50 in. 
el SS Teer ree rere Ore 20-in. x 26 in. 
Boiler, working steam pressure ..........-.+6-: 180 lbs. 
Heating BUCTRSE, VOW oc vise e pe acaragocee My oor sq. ft. 
" ee ree Sree fe ne 

- _ oS Oo Gere rire ie 1,987 ral 
Tubes, I aa cc's, 520 56.8 84S oR WEE 4 ate aM eRe ak 302 
GUE CRRIIOORE gnc no 6 ksh. 0 68 305s He oe ues 2 in. 
7 LO Snr re errr rT Sa 12 t.< “* 
Firebox, type eee err ee RE re eo eee Extended 
LO SOO eT aT  e or et. See 114% in 
* rrr cre rire er ere ee 66 ‘ 
e NON 654 454056 aS chee wd 6 as Open- ‘hearth steel. 
ie ern war iceray yaar ae ieee eee 52.3 sq. ft. 
WO CRIED 05654 4-4 1eW ANS RRR CODE Eee 4,500 gals. 
Se eee ee Leek ra ie Tee eee 7 tons 





CAR BUILDING. 





The Long Island will order 10 all-steel, 62-ft. baggage cars 
early in 1910. 


The Illinois Traction System has ordered four eight-wheei ca- 
ibooses from the Hicks Locomotive & Car Works. 


The Erie Railroad, as reported in the Railroad Age Gazette 
of December 17, has ordered 100 furniture cars from the 
Pressed Steel Car Co. These cars will have a capacity of 
‘80,000 lbs. and will weigh 45,000 lbs. They will be 50 ft. 
4% in. long, 9 ft. wide and 10 ft. high, inside measurements, and 
51 ft. 8% in. long over running boards, 10 ft. 2% in. wide 
over side doors and 14 ft. 7% in. high over running boards. 
The bodies wil] have steel framing and wood sheathing and 
the underframes will be of steel. The special equipment in- 


cludes: 

Bolatera, ruck 2... ccccccccvcveccsecesvesvese Cast steel 
Le Pr Tree reer Steel back 
OE Serr core ree re Metals Corporation 
COUDICS: 00 c0cccccvece a dalpie'a-4:Gravese wkereiaie elararayaieha limax 
Door fastenings ........... caeuetee -....security No. 3 
TORE E BORE oo secs 0 ob ee be eae eee eee ee Miner friction 
SE wee sees sewaen as eee Cre ...-Bass wood 

eee eeccccccceccesesseeQutside metal roof 
Side “bearings . 0600.06 0's 0 460 ebaes eles es ee. See 
Springs ........+-. eee ee ——- Steel Spring 
‘Trucks ....... Pre Ee ee. Andrus side frame 
Wheels .........-- oeceeds ‘Cast fron; Erie specifications 
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The Northern Pacific has ordered 20 first class coaches, 10 
tourist sleepers, 15 dining cars, 6 parlor cars and 11 observa- 
tion cars from Barney & Smith; 20 coaches, 6 combination 
coach and baggage, 12 mail and express, 20 baggage cars, from 
the American Car & Foundry Co., and 16 sleepers and 12 
tourist sleepers from the Pullman Co. This equipment has 
been mentioned from time to time in the Railroad Age Gazette. 
Delivery on the American Car & Foundry and the Barney & 
Smith orders 1s specified for March, 1910. The 20 coaches 
and the tourist sleepers ordered from Barney & Smith will be 
78 ft. long over all, the dining cars, parlor cars and observa- 
tion cars 80 ft. The 20 coaches from the American Car & 
Foundry Co. will be 78 ft. over all, the six combination coach 
and baggage 75 ft. 9 in., the 12 mail cars 73 ft. 5 in., and 
the 20 baggage cars 75 ft. 5 in. All of the cars will be wood 
and the special equipment includes the following: 


i A re ear rr eer ee Commonwealth 
COR ia cas ce stadia aoecennsn Chicago Pressed Steel 
Heating system ............ Gold duplex and Gold direct 
Lighting system........ Oil lamps and dynamo electric 
Us 2 civ d whe He Wk iewnwsewataces Company standard 
RUM id ac Cle ors 0 ee wan aareids waale ate Steel tired, 37%4 in. 


The Cornwall & Lebanon, as mentioned in the Railroad Age 
Gazette of December 17, has ordered 50 forty-ton, all-steel gon- 
dola cars and 50 thirty-ton steel underframe box cars from 
the Pressed Steel Car Co. The gondolas will weigh about 
21,500 Ibs. and will be 34 ft. long, 9 ft. 2 in. wide and 8 ft. 
2 in. high, inside » :asurements, and 35 ft. 6 in. long, 9 ft. 
$ in. wide and 7 ft. 44 in. high, over all. The box cars will 
weigh about 35,500 Ibs. and will be 36 ft. long, 8 ft. 6 in. wide 
and 8 ft. high, inside measurements, and 37 ft. 3% in. long, 
9 ft. 8% in. wide and 13 ft. 6 in. high, over all. Delivery is 
specified for January, 1910. The following specialties are 
additional to those to be furnished by the builders. 


Gondolas. Box. 

PIOIGtGre, TENOR. Gs-k.ciates ) Sawesiaesies ene Reliance on 25 
cars. 

NS ale bh evavien cca’ Westinghouse. Westinghouse. 
BPGRC-SHOGE 2.06 cc ceces Tappin stl. bk. Tappin stl. bk. 
COMMONS 2a -ahein hes wo iia'es Gould,5x5in. Gould, 5 x 5-in. 
Pe itieiteawcteces come atemenees Side & grain. 
DONG MORE 4 ose iccceewe Twin spring. Twin spring. 
DUSE BUOrds 2. 6 ccc ccs Basswood. Basswood. 
JOUTHAl DOMES 05.0008. Gray iron. Symington* 


Gray iron.* 


Paint DisGm se BiiCH 5 ccc irc Ces 


Graphite. 


24 draft, Class 
oy 


PROB occ creche Kaka s 


Chic., old style 
Springs—truck 


ee ee Class A. 

Diamond arch 
ar. 

Cast iron. 


PEIN ae Ghat ic wwe ealx wsaen 


Diamond arch 


ar. 
SS | re Cast iron. 


*On 25 cars. 





IRON AND STEEL. 





The Delaware & Eastern has taken bids on 3,500 tons of 
bridge steel. 


The Delaware & Hudson has ordered 8,000 tons of rails from 
the Bethlehem Steel Co. 


The Indiana Hartor Belt has ordered 300 tons of structural 
steel from the American Bridge Co. for a plate girder. 


The Chicago & Western Indiana has ordered from the Amer- 
ican Bridge Co. 270 tons of structural steel for two plate 
girder bridges at Indiana Harbor, Ind. 


The Minneapolis, St. Paul & Sault Ste. Marie has ordered 
from the Minneapolis Steel & Machinery Co, 500 tons of struc- 
tural steel for bridges. in northern Michigan. 


The Southern Railway has ordered 1,250 tons of bridge steel 
from the American Bridge Co., and has divided an order for 
1,250 tons between the Phoenix Iron Co. and the Virginia 
Bridge Co. 


General Conditions in Steel—There has been a reasonable 
activity in the steel market during the past two weeks, con- 
sidering the season of the year. There is a feeling that west- 
ern roads will come into the market soon after the opening 
of the new year. The mills are generally working up to full 
capacity, and immediate deliveries are made through premiums 
in prices. The prevailing opinion seems to be that present 
prices will generally prevail for some time to come. 
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SIGNALING. 





The Chicago Great Western is said to be in the market for 
a considerable amount of automatic block signal material. 

The Federal Signal Co. has the contract for building a me- 
chanical interlocking plant at the Atlantic City terminus of 
the Atlantic City Railroad (Philadelphia & Reading). 


The Rock Island road is to install automatic block signals 
on the line between Fort Worth and Dallas, Tex., 34 miles. 
The St. Louis Southwestern and the St. Louis & San Francisco 
use the Rock Island lines between these cities. 


On the Iowa division of the Rock Island the night color indi- 
cations of all signals and switches have been recently changed 
to red-yellow-green between Valley Junction and Davenport, 
180 miles. Yellow is also used for the adverse indication of 
siding switches. 





New Interlockings on the Pennsylvania. 





Interlockings now in course of construction or nearing com- 
pletion, on the Pennsylvania Railroad, are as follows: 

Thirty-five-lever electro pneumatic machine at Tenth street, 
Camden, on the Amboy division; this plant will be equipped 
with upper quadrant signals; detector locking, eliminating the 
use of detector bars; advance route locking, and approach 
locking. 

Sixteen-lever mechanical machine at Cooper’s Creek, Cam- 
den, on the Amboy division, with electro pneumatic lower 
quadrant signals. 

Twenty-three-lever electro mechanical machine at Farming- 
dale, a crossing and junction point with the Central of N. J., 
on the Amboy Division. This machine will be comprised of 
15 electric levers and 8 mechanical levers. The signals will be 
all-electric, and detector locking will be used instead of de- 
tector bars. 

Twenty-four-lever electro mechanical machine at Gap, on 
the Philadelphia Division, this machine being comprised of 
16 electric levers and 8 mechanical levers, protection being 
afforded by the installation of detector locking, and route and 
approach locking. Signals will all be top-post mechanism 
electric signals. 

Twelve-lever electro mechanical machine at Elwyn, on the 
Central Division, having 8 electric levers and 4 mechanical 
levers. This interlocking is situated at the end of the double 
track stretch of 14 miles of upper quadrant automatic signals 
installed in 1906 on this division, and will be protected as 
fully as the larger interlockings now being installed on other 
divisions. 

Twenty-three-lever electro pneumatic machine at Second street 
and Virginia avenue, Washington, and 17-lever electro pneu- 
matic machine at Water street, Washington. Both of these plants 
will be equipped with upper quadrant signals, using green for 
clear, being situated just south of the large installation recently 
made at the Washington Terminal, green for clear being used 
throughout the Washington Terminal work. This section of 
the P. R. R. is now used by the southern railways entering 
Washington, the signals at present being operated in the lower 
quadrant, although green for clear and yellow for caution are 
used. Alternating current track circuits will be used at both 
of these plants, and they will be fully protected with advance 
route locking, detector locking and approach locking. 

Forty-seven-lever electro pneumatic machine at Conemaugh, 
on the Pittsburgh Division. Alternating current track cir- 
cuits, advance route locking, approach locking and detector 
locking will be installed at this plant. 

Interlockings proposed for the near future are as follows: 

At Twenty-second street, “B” cabin, Philadelphia, extensive 
changes are about to be made. This is an eight-track inter- 
locking, handling movements inward and outward from two 
distinct divisions, as well as movements to and from engine 
and passenger storage yards. The signals at this interlocking 
will be changed from lower quadrant to three-position upper 
quadrant signals, and movements over the crossovers and lad- 
der tracks will be protected with advance route locking and 
detector locking, the detector bars now in service being done 
away with. This installation means the equipment of the 
second of the two largest interlockings on the Philadelphia 
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- Terminal Division with upper quadrant signals and the latest 


approved method ‘of route and detector locking. The inter- 
locking at Seventeenth street, “A” cabin, is now being operated 
in this manner. These two interlockings control the move- 
ments of all trains entering and leaving the Broad street sta- 
tion terminal at Philadelphia. 

On account of the extensive changes under consideration at . 
Union Station, Baltimore, two mechanical machines, one being 
104 levers, will be taken out, and an electro pneumatic machine 
cf sufficient size installed to take the place of both. There 
will be alternating current track circuits and route and detec- 
tor locking. 

A new 23-lever electro pneumatic machine will be put in at 
Lafayette street, Newark, with upper quadrant signals, and 
route, detector and approach locking. 

A new 4¢-ever mechanical machine will be installed at Sun- 
bury, on the\sUnbury Division. 

At “K” towéfyj0n the Philadelphia Terminal Division, the 
detector bars will be taken out, and detector locking installed. 

At Thirty-second street, “D” tower, on the Philadelphia 
Terminal Division, a new 11-lever electro pneumatic machine, 
with detector locking, will be installed. Alternating current 
track circuits wili be used at this point. 

At Radebaugh, on the Pittsburgh Division, a new 17-lever 
electro pneumatic machine with alternating current track cir- 
cuits, an¢-route «nd detector locking, will be installed. 

At South West Junction, a junction with the Southwest 
Branch of the Pittsburgh Division, extensive changes are pro- 
posed. This installation will require a 35-lever electro pneu- 
matic machine. 





Berry Rail Clamp. 


The Berry Rail Clamp is a device to keep rails from spread- 
ing, tipping or creeping. It is made of stamped steel about 
1% in. thick and 2 in. wide. It can also be made of malleable 
iron. This clamp, as can be seen from the illustration, is ap- 
plied without disturbing the rails. It firmly graps and presses 
down the inside flange of the rail, pressing up on the outside 

















Berry Rail Clamp. 


flange of the rail. At the same time it clasps ‘the outside 
flange so that the rail cannot spread and grasps the inside so 
that the rail cannot tip. It is claimed to bind the rail in such 
a manner that it cannot creep. The end of the clamp is fast- 
ened to the side of the tie between the rails by an ordinary 
bolt or rail spike, which leaves it at all times acting in unison 
with the movement of the tie and rail. 

This clamp is also made with an outside extension bearing 
against the under side of the head of the rail, forming a rail! 
brace for use on curves. 

The clamp is claimed to keep the outside of the rail from 
wearing into the tie, thus protecting the tie from the usual 
wear on the outside, also on track thus equipped, the wheels 
will wear across the whole wearing surface of the rail, instead 
of only on the inside half of the rail. 

The Berry Rail Clamp Co., Fond du Lac, Wis., has been in- 
corporated to make the clamp. The officers are: George W. 
Post, president; William Berry, vice-president; Howard T. 
Sackett, secretary, and Fred D. Pendell, treasurer. 




















